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Today we all recognize that so-called “Small Business” is, in the 
aggregate, of grave importance to our country. 


One method now generally recommended to aid Small Business is the 
intelligent use of strategically located and properly equipped public 
warehouses. 


CROOKS TERMINAL WAREHOUSES offer Small Business two 
major advantages: 


1. Application of all your company’s floor space to 
active production. 


2. The use of Crooks Negotiable Warehouse Receipts to 
expand purchases or to facilitate other financing. 


These benefits are obtained by storing and assembling your raw 


materials or completed products in one of our warehouses. 


May we work with you to determine whether modern warehousing 


can help solve your current problems? 


CROOKS TERMINAL WAREHOUSES 
Chicago—433 


W. Harrison St. New York Office—271 Madison Ave. Kansas City—11 
Associated with Overland Terminal Warehouse e Co.. 1807 807 E. . Olympic 


For Additional Detailed Information See 
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ODERN WAREHOUSES 


WAREHOUSE 
LOCATIONS 


Pletured above, South Side Re- 
shipping Warehouses, 5967 West 
65th Street. Handles largest eon- 
signments. Adjacent to Great Clear- 
Ing Interchange Freight Yards. 
way from congestion. Carload 
orders shipped on hour’s notlee. 


South Chicago Waterfront Ware- 
houses, 103rd Street and Calumet 
River. General or bulk cargoes. 
Private 80-car switeh track. Belt 
Railway of Chicago connections. 


Burlington {4th Place Warehouse. 
90,000 sq. ft. brick and reinforeed 
concrete. Adjacent to downtown 
Chicago. 


35th Street Warehouse, 2704-2744 
W. 35th Street. Strategically lo- 
cated to round out Chicago service. 


Downtown Werehouse, 433 W. 
Harrison Street, shown _ below. 
Opposite new Post Office. 75-car 
switehtrack under cover. 50-truck 
loading capacity under eanopies. 
Tunnel and R. R. conneetions. 


Inc. 
Union Ave. 


s nierutas =” Aneeles 


Y Be eee ew Sandra Si eR a oA a 


ga 





e 

i 
" 
Es 
eS 
3 ‘a 
oe 
s 
i 
ie 
re 
i 
Ke 


Octo 





LD 








October 10, 1942 


Whole Number 1853 
VOLUME LXX e NUMBER 15 


| Jablo of. Contents ..... 


: SEED Seiad estes dr dha dsb es dandasereaeeiawes 831 
; Current Topics in Washington .................00. 833 
: I inn nsadsacadaadoaunee 834 
Decisions of the Commission ...................04- 835 

POT ee Tee 839 
‘ a Ee a re 843 Vv 
Miscellaneous Traffic ecisions (ieeeidddeedacdwnnee 847 
Rate-Making and Anti-Trust Laws ...... ......... 849 
Damnit NaN og ads td ays dined hw Rian wari ee mio 852 
Price Control and Transportation .................. 853 

Briefs Filed with Transportation Board............. 855 

Defense Transportation Orders, Etc. ............... 864 
‘ Gee MN OED og o5 none cccceccecccscsees 873 
‘ Doms OF Che Tramie CimbGco.oiic ic occ k 6esccdeesien sec 876 
i RE ie NE IN oink cv naicdcrendiwseainsed 878 
ee Sh E. T. OWE. GD nn ccc cccinasccesions 878 
SE. SE ED CD ki obo odd nicaseccanivcceven 880 
° es eB SD obo etic dccvcvesesscecds 884 
; 





TRAFFIC WORLD 


Name Registered U. S. Patent Office — Copyright, 1942, Traffic Service Corporation 
Published Every Saturday by The Traffic Service Corporation 


Founded 1907 — 36th Year 
@ E. F. Ham, Jr., President and Treasurer @ 
Henry A. Patmer, Vice President and Secretary 
centennial iiceaain iene 
Publishing Headquarters: 418 S. Market St., Chicago, Ill., U. S. A. 
Washington, D. C., Office: 1023-28 Earle Building 
LLL eee... 
EDITORIAL AND BUSINESS STAFF 


H. A. Parmer, A. E. Hetss, 
Editor Chief, Wash. News Bureau 
Stantey H. Smirn anv Rosert J. Bayer, Assistant Editors 
R. R. Letnem, Mgr., Special Service Dept., Washington 
D. J. HANSEN, Circulation Mgr. Emu G. STanuey, Advertising Mgr. 
Advertising Representatives: R. W. Ciassen, J. B. Cox 


Published weekly b 


g 
£ 
Pe 
| 
fn, 
oI 
3 
b> 
x 
' 





Tus TRAFFIC SERVICE CorP., 418 S. 
second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the 


821 






LEFT WHERE 
HITLER WANTS IT 


. . . Rusting away all over this country . . . can 
help lose the war for America. For half of every 
tank, gun, ship, and submarine is made from scrap. 































Some steel furnaces are down, and others are 
working from hand fo mouth, because there’s an 
acute shortage of scrap metal, which is remelted 
with pig iron to make our machines of war. Unless 
6,000,000 additional tons of scrap is uncovered 
and turned in promptly, the tanks and guns and 
ships so desperately needed cannot be produced. 
Result: a longer, harder war. 





There is enough scrap in this country to see us 
through — millions of pounds of it in the form of 
wornout or obsolete machinery, rusted old pipes, 
fencing, pumps, chains, and boilers (like the aban- 
doned 1,700 pounder pictured above, which con- 
tains enough steel to make half of 84 good American 
machine guns). America’s scrap must be turned 
in. Every factory, warehouse, store, shop, farm, 
attic, basement and garage must be combed for 
every last pound of scrap, if we are to give our 
fighting men the fighting machines they must have 
to win. The time is short. 














From the beginning, the Norfolk and 
Western Railway has cooperated in the 
nation’s campaign to salvage scrap for 
America’s war effort. This Railroad is ac- 
cumulating and turning back into produc- 
tive channels approximately 5,500 tons of 
scrap metal per month—and is reclaiming 
everything down to the smallest nut and 


Norfolk and 
Western 
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PRECISION 
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TRANSPORTATION 








Market St., ye Til. Entered as 


ct of March 3, 1879 











822 TRAFFIC WORLD| 





REE-The 15-ball can m 







0) “We have a treniendous amount of extra work because 
of increase volume of business. - There are additional 
freight bills and new rates to check. And there is a big in- 
crease in other routine work. 


@ “Some of our employees were drafted, some enlisted 
some left for other jobs—and there will be more going. 
It takes time to acquaint new employees with our own par- 
ticular traffic problems, and some of them haven’t had as much 
traffic experience as I would like. 


Q “Because of the general rate changes, particulary the 
10% increase of March, 1938, and the 6% increase of 
March, 1942, we have to use several connecting-link supple- 
ments. Most of the original tariffs have not been reprinted 
to reflect these increases. 


@ QQ: warehousing and distribution practices 

have been revolutionized because of priorities, 
changes in transportation rules and regulations, servicing of 
new customers, and other commercial conditions. War con- 


ditions have forced us into new products. This means the checking of many new rates for our sales and 
purchasing departments. 


@ “We have to spend a good deal of time in conferences with our other departments because of the con- 
tinuous changes brought about by the present situation. Naturally that cuts into the time for doing the 
regular department work. 


@ “And, the increase in the volume of tariff supplemental matter to be filed and checked is tremendous.” 


"So there I was 
behind the well- 
known 8 ball /” 


HERE'S WHAT THE RATEMASTER GIVES YOU: 


More than a million rates! Six hundred origins! Eighty 
thousand destinations! Instant finger-tip indexed ref- 
erence. 


The RATEMASTER condenses in three inches the 
essential rate information that is contained in an 
eighteen foot stack of tariffs. And, supplements are 
issued as changes are made, keeping your RATE- 
MASTER accurate and up to the last tick of the 
traffic clock. Imagine what you can do with the 
RATEMASTER! 
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* sion, A.A.R., 
their rolling stock at a faster rate than ever before,”’ 
and that they were near “the point of exhaustion of 
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Car Needs and Rail Capacity 


It is becoming increasingly apparent that railroad 


© officials are full of fear as to the probable inade- 


¥ quacy of the car and motive power supply for 1943. 


A number of representatives of the Association of 


» American Railroads, speaking at recent meetings of 


regional shippers’ advisory boards, while insisting that 
there would be no car shortage this year, have stressed 


" the necessity for allocation of materials necessary for 
| building more cars and locomotives, if the 1943 traffic 


is successfully to be carried. 
Last week, in Chicago, for instance, L. M. Betts, 


} recently appointed to the newly created post of man- 


ager of the railroad relations section, car service divi- 
said the railroads were “wearing out 


these facilities.” Transportation priorities, difficult and 


, disastrous to apply, he said, could only be avoided 


“through reasonable increases in plant capacity through 
allocation of necessary materials.” 

A few days later, in Minneapolis, Robert S. Henry, 
assistant to the A.A.R. president, in charge of public 


_ relations, said much the same thing when he expressed 


the hope that “public authority,” on which the “heavy 


® responsibility” for materials allocation was placed, 


would “find it possible to let the railroads secure the 
steel and other materials which they must have if they 
are to maintain their plants at present efficiency and 
if they are to furnish the transportation without which 
this nation could not fight at all.” 

The estimates of the thirteen shippers’ boards are 
for an increase of 6 per cent in cars loaded in the last 
quarter of this year over the last quarter of 1941. This 
increase railroad men feel confident they can handle 
without serious difficulty. If no other factor were to 
make that possible, the revised O.D.T. order No. 18 
ought to do so. If such an order, requiring heavier 
loading of cars, could not add enough to railroad plant 
capacity to enable it to carry the load with a six per 
cent increase in cars used, it would not be worth much. 

As to next year, no one has ventured a percentage 
estimate of increased traffic. Those who have expressed 
themselves, however, agree that there will be a heavy 
increase. We think there can be no serious question 
about that. Even casual observation of what is going 
on in American production plants—especially war 
plants—indicates a much greater increase, 1943 over 
1942, than the increase of 1942 over 1941. 

The railroads have asked the War Production 
Board for allocation of materials sufficient to build 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative p He oe wy ‘by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing —-. 

Realization by railroads that they must do somethin 
way of group operating economies to help themselves an 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com of men, 
not only of good character and general ability, but with some 
special es in and knowledge of the matters with which 
they have te 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to the trans agencies 
the adequate revenue prescribed sound allie policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern — any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to » An the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible, Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 


Problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger trans ortation. 

No Pullman reservations without cash for tickets. 
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80,000 new freight cars and 900 new locomotives in 
1943. Even should this request be granted in full, 
however, they assert that more intensive use of exist- 
ing facilities would have to supplement the new equip- 
ment in order to do the job and, as Mr. Betts said, the 
railroads are “wearing out their rolling stock at a 
faster rate than ever before.” 

We think there is still a lack of appreciation on 
the part of the general public as to the importance 
of transportation in the war job. There is no point 
in saying again that planes, tanks, and guns are of 
no value if they can’t be moved to the places where 
they are needed. That is obvious. Yet there are many, 
even among those who presume to speak with some 
authority about war problems, who overlook it. On 
the other hand, there is a tendency on the part of 
those primarily interested in transportation to over- 
look the fact that transportation, however important, 
is only one phase of the problem. It is true that there 
is no point in making things that can’t be moved, but 
it is equally true that it is pointless to use materials 
to provide transportation for goods that could not be 
made for lack of those materials. We must, at least, 
do our thinking on the assumption that the War Pro- 
duction Board and others concerned with materials 
allocation have the entire problem in mind, not merely 
a single phase of it—that they realize that the scarce 
supplies must be dealt out with the proper balance of 
war production and transportation in mind. One may 
have no great confidence in the individuals entrusted 
with priorities and allocations and still admit that they 
must be aware of the fact that production and trans- 
portation must go hand in hand if the war job is to 
be successfully carried on, and that their granting or 
refusing the requests of the railroads for car and loco- 
motive materials may be based on information the 
layman and the railroad man may not have. 

It may be, too, that those men are not convinced 
—as we are not convinced—that the utmost is being 
extracted from the existing railroad plant. We have 
had things to say in this column before about the neces- 
sity for positive orders to bring about equity in shipping 
practices and capacity use of cars and locomotives, as 
contrasted with pleas for “cooperation.” 'To the extent 
that such orders have already been issued, our point 
seems to have been well taken. The O.D.T. order 
requiring capacity car loading, for instance, would not 
have been a necessity had such loading already been 
achieved through voluntary cooperation. 

We know that rationing of transportation would 
be difficult. We doubt that it would be “disastrous.” 
We assume such a radical step would not be taken 
except to avoid disaster. But there are a lot of prac- 
tices still prevalent, standing between the present op- 
erating efficiency of the railroads and their maximum 
efficiency, that could be abolished by orders. Those 
who see transportation rationing as “disastrous” ought 
to be the first to advocate such orders. 

There is, for instance, still a good deal of cir- 
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cuitous routing. Perhaps some of the more glaring | 
examples have been eliminated by voluntary coopera- ff 


tion, but the aggregate daily mileage of unnecessary 
transportation caused by the retention by shippers of 
the “right” to route their freight and the continuation 
of intensive railroad solicitation must still be enormous, 
The O.D.T. is going into the matter of cross-hauling, 


Xe aga air 


Surely, unnecessarily long hauls fall into the same | 


category. 


And it still remains to be explained why no order | 


restricting the use of passes has been issued. What 
has been said above applies chiefly to freight cars and 
locomotives. But recent orders of the director of the 
O.D.T. indicate that, if anything, the conditions as 
to passenger transportation are nearer the danger 
point than those as to freight transportation. Maybe 


some of the men on the W.P.B. have heard of these |” 
practices and would be more disposed to allocate vital | 


materials for the building of added rail equipment if 
they could be convinced that the railroads and the 
O.D.T. did not have, in the retention of those prac- 
tices, a backlog of transportation facilities still unused 
for war or essential civilian needs. 


Bunk’? and the ““‘War Effort’ 


The present situation offers much opportunity for 

“bunk” as to the “war effort.’’ It is so easy to 
pretend patriotism as a reason for doing something 
one wishes to do anyhow. 

For instance, is there much question as to whether 
the railroads, in some instances, are not taking ad- 
vantage of the desire for steel scrap to abandon some 
of their lines they have long wanted to abandon because 
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they do not pay? And is the disposition to lengthen | 


transcontinental freight schedules due entirely to sug- 
gestion from the O.D.T., or a gladsome grabbing of 
an excuse to get away from a more or less faster sched- 
ule compelled in the past by pressure from shippers? 

We are many times reminded of the little boy who 
announced that he was going to observe Lent by giving 
up salt mackerel—he didn’t like it anyhow! 


And the awards of insignia by the government to fF 


various plants for production accomplishments often 
make us smile. The workers are merely doing what 
they are well paid for and collecting overtime when 
they work more than forty hours a week—and in most 


cases they are glad to get this extra work and pay. f 


What less would they be doing, with the same oppor: 
tunities, if their country was not at war? 


We do not, of course, doubt that there is much fF 
But we § 


real desire and effort to help win the war. 
would like to see these efforts viewed sanely and praise 
distributed where it is actually deserved instead of 
in such generous portions without reason as to excite 
ridicule rather than sympathetic approval. 
stance, a young man or woman who quits his job t0 
become a “war worker” at a higher salary is not seek 
(Continued on page 834) 
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The last seven days have served to 
remind Commission men that time 
flies. For instance, on October 
5, Chairman Aitchison completed 
twenty-five years of service. A 
few days before that Frank C. 
Stratton, chief of the section of dockets, completed an exact 
half century of service on the staff of the body that is only five 
years older than Stratton, who came in as a messenger boy. 

On account of the proximity of the two anniversaries, those 
interested determined to have a joint celebration. The party 
was attended by members of the Commission, its staff, and 
practitioners. Naturally there were speeches and, because 
Aitchison once had a chorus composed of Commission employes, 
there was singing, in addition to flowers and oratory. 


Anniversary Week for 
Commission Men 





It’s easy to come to a conclusion 
about a matter when the one 
reaching the conclusion really 


Somebody's Got to 
Pay the $5,000 Finger 


Stuttering Rate 


the law hedging the matter 
about, or when the conclusion- 
reaching one doesn’t suspect 
that there is a cactus hedge sur- 
rounding it. For illustration, 
consider the $5,000 rate in Supplement No. 4 to Interboro Tariff, 
M. C.-I. C. C. No. 7 (see Traffic World, September 26, p. 701). 
It was easy to suggest that the affected shipper would pretend 
to pay the rate and that then the carrier would ask, on the 
informal docket, for leave from the Commission to refund down 
to the subsequently established rate, the one intended when the 
finger of the typist stuttered. 

That’s the rule in the case of unintentionally high rail rates. 
But not so with regard to the motor carrier part of the inter- 
state commerce act as construed by the Commission itself. In 
Tennessee Eastman Corporation vs. Louisville and Nashvillle, 
pointed out by Milton P. Bauman, of New York, the Commission 
held that it had no authority to do anything on the informal 
docket it did not have on the formal docket. 

In that case, in which the Commission referred to Arizona 
Grocery vs. Atchison, Topeka and Santa Fe, 284 U. S. 370, it 
laid down that construction. In the Arizona Grocery case the 
Commission found it could not award reparation when it con- 
demned a rate prescribed by itself. In other words, it could not 
change its mind about the reasonableness of a rate it had pre- 
scribed and make the railroad refund the difference between 
the rate it first thought reasonable and its later conclusion. 
Mr. Bowman suggests a court may have retroactive jurisdiction 
with regard to such charges, but not the Commission. So, appar- 
ently, if any one has shipped on the $5,000 rate, he will have 
to pay the charge and pray for justice from a court, the Com- 
mission, under the motor carrier act, being powerless to show 
sense. 





In support of a motion for indefi- 
nite postponement of the recently 
held hearing in No. 28300, Class 
Rate Investigation, 1939, and No. 
28310, Consolidated Freight Clas- 
sification, Anheuser-Busch, Inc., of 
St. Louis, by W. E. Rosenbaum, 
its consulting traffic manager, sug- 
; gested that the recently declared 
policy of the transportation .committee of the War Production 
Board on the elimination of “purported cross-hauls and waste 
In the use of the nation’s transportation facilities’ was some- 
thing to be taken into consideration. It said that elimination of 
purported cross-hauling meant the localization of industry, with 
undoubted great effect on the use of transportation facilities, 
€ven to the extent of disuse by reason of the discontinuance of 
businesses for the duration of the war. 

_ Mr. Rosenbaum called attention to the fact that the W. P. B. 
Policy had resulted, on August 1, in the concentration of the 
Industry of stove-making into 195 small plants and the shutting 
up of the large ones or their conversion into war production 
Plants. And, if industry does not concentrate itself, it is the 


Elimination of Cross 
Hauling as Factor in 
Class Rate Making 


knows practically nothing about. 
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implication of W. P. B. utterancés, that board wil: itself order 
concentration. . : , 

Anheuser-Busch, Inc., said that, in view of this localization 
of industry, it should be obvious that there would be created a 
future revolutionary economy of highly restricted commerce 
involving distribution only within limited areas “with attendant 
short hauls from producing points, all diametrically opposite 
to the policy of freedom of movement in interstate commerce 
upon which our nation was founded and heretofore thriven.”’ 

Much of that reminds one of the talk while the first World 
War was going on. The world would never again be the same, 
was the burden of remarks, especially by youngsters who indi- 
cated that they were going to take over everything and see to 
it that it was much better done than it had been under their 
fuddy-duddy parents and grandparents. 

Perhaps after this war, folks in Mansfield, Ohio, for in- 
stance, will spurn beer made in St. Louis and drink only that 
made in Mansfield, or at Upper Sandusky, Ohio, the latter being 
within beer truck distance from Mansfield, and, therefore, the 
Pennsylvania will have no beer to haul from St. Louis to the 
center of Ohio. By the same sign, the central Ohioans will 
refuse to use yeast made by Anheuser-Busch, or any of its 
candy or table syrups. Therefore, a class rate structure con- 
cocted—if that’s how class rate structures come into being— 
in the war period would be of no use after the end of the war, 
usually referred to as the emergency. 

All of which may be amusing to one who recalls that a 
dominant strain of blood in this country, England, and Ger- 
many, is that of tribes that appeared, no one knows from where, 
on the Elbe, in the third century B. C.; also that they have 
engaged in many wars among themselves—in fact, more wars 
among themselves than clashes with men of different races; 
and, finally, that, if any war produced any change that was 
marked, the historians failed to record it. The lesson from 
this might be deemed to be that, labor as War Production and 
other boards may with theories and orders, the individuals 
composing this nation will do about as much cross-hauling after 
this war as they did before. 

In time of great demand for cars such as this, physical 
limitations, it might be suggested, will cause the elimination of 
a good deal of cross-hauling. Wholesalers in and around Mans- 
field, for example, may not be able to get cars for St. Louis 
beer, so they will drink that which they can obtain and like it, 
or do without. But that’s no bar to governmental agencies 
worrying about cross-hauling. In the event they can’t find facts 
concerning cross-hauling to worry about, they may turn atten- 
tion to the great waste in the production of codfish eggs, a half 
dozen or so fish of size for human eating being the product of 
about a million eggs. But the other eggs become food for other 
fish—so what? . 





What looks like the beginning 
of at least a conflagration of 
words is to be seen on the hills 
of Arlington, Va., across the 
Potomac from Washington. 
There the War Department 
has put up a building for hous- 
ing itself that will. cost about 
$70,000,000 instead of the $35,- 
000,000 intended by Congress—which .body is nominally the 
holder of the country’s purse. 

This doubling of the expenditure, apparently, is on execu- 
tive order. In the first place, President Roosevelt ordered a 
change of site. Representative Engel, of Michigan, brought un 
the subject in a report of the House committee on appropria- 
tions, the body that is supposed to tell people in the executive 
and judicial branches of the government how much they may 
spend. The original cost was estimated at $35,000,000, with a 
million added for grading, etc., so as to create a parking lot for 
10,000 automobiles for the 40,000 clerks, etc., intended to be 
housed. 

When President Roosevelt changed the site, the building was, 
it was reported, to be reduced in size. But, instead of reduc- 
tions, the cost figures rose to staggering heights. The cost of 
the building itself rose to $49,194,000. The roads, etc., that 
were to have cost a million called for a total of $9,534,000. 
Terracing and landscaping alone will cost $2,372,041. That one 
departmental building, in the end, will probably cost more than 
three times the cost of the Capitol and the Library of Congress. 
Doubt is expressed as to whether Congress would have ap- 
proved the project had it suspected what “was being put over 
on it.” Engel had great trouble, he said, in getting the facts, 
one of the pleas being that it was a military matter, of value 
possibly to the enemy, and, therefore, data sent to him were 
marked “confidential.” 

It is one of the greatest “hush-hush” things Washington 
has ever known. Why, nobody has explained. But now that 


Expenditure of Millions 
in Excess of Congres- 
sional Appropriations 
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some of the covering has been removed there may be some 
revelations about what may be termed appropriations by execu- 
tive orders instead of acts of Congress. 

There is a statute, or was a few years ago, imposing a fine 
of $2,500 on anyone who spent more money for a given purpose 
than was appropriated for it. So far as can be recalled no one 
ever had that penalty laid on him. Anyone suggesting its en- 
forcement nowadays probably would be sent to Gallinger Hos- 
pital, the institution in Washington to which are sent such 
persons as are suspected of having wheels in their clocks that 
go in the wrong direction. 


The National Industrial Traffic 
League and The Traffic World, it 
might be suggested, recently ‘‘fell” 
for a bit of what might be re- 
garded as clever advertising for 
the Government Printing Office. 
The League announced that the 
printing office had issued Volumes 
9 and 10, of Chairman Aitchison’s 
work entitled “Interstate Commerce Acts Annotated.” A copy 
of the announcement reached the Commission’s public reference 
room and thence notice of the accomplishment was published. in 
the Traffic World (see September 26, p. 721). 

There was nothing wrong about the announcement except 
that it did not tell the public that the volumes had been issued 
months before. One traffic manager, at least, ordered the 
volumes only to discover, when they came, that he had acquired 
the volumes about a year ago. 

Secretary Bartel, without admitting that the announcement 
got to the Commission’s public reference room, said that, so far 
as his force was concerned, it had nothing to do with the appear- 
ance of the announcement in the public reference room. The 
general public there obtains access to what the Commission 
desires to make public, but there is no assurance that its an- 
nouncements are the only things that might get in among the 
papers it gives out.—A. E. H. 


Government Printing 
Office Gathers Up a 
Few More Shekels 





“Bunk”? and the *“*‘War Effort’ 


(Continued from page 832) 


ing ‘to “serve his country.” He is not to be criticized 
for bettering himself financially, but he ought not to 
claim credit, nor receive it, for “patriotism.” The same 
is true of many who actually get into the so-called 
“armed forces” but in what are really civilian jobs, 
accompanied by commissions and better pay than they 
were getting before. 

Let’s keep our eyes a little clear and save our 
bouquets for those who really deserve them. There 
are plenty such—and there will be more. 


Taxes and Transportation 


The Senate finance committee hag reported to the Senate 
H. R. 7378, the new tax bill, minus the House provisions for 
imposing taxes on amounts paid for transportation of property, 
but including the House proposal for an increase from 5 per 
cent to 10 per cent in the taxes on amounts paid for trans- 
portation of persons. 

The committee has voted tentatively to increase the pas- 
senger tax to 15 per cent, but on a final vote retained the 
House provision as to the rate but expanded the exemption 
from the tax pertaining to personnel of the army, navy, marine 
corps, coast guard, authorized cadets and midshipmen, travel- 
ing in uniform at their own expense when on official leave, 
furlough, or pass, to include members of the military or naval 
forces of any of the United Nations traveling in uniform of such 
nation. 

As to the tax on transportation of property the committee 
said in its report to the Senate that the office of Price Ad- 
ministration advised that the proposed tax would add greatly 
to the cost of production and handling of food and other ne- 
cessities and would be reflected in higher prices for the ar- 
ticles, and for that reason would aid inflation. 

The bill increases the present tax of 4% cents a gallon 
on lubricating oils to 6 cents, as provided by the House. Neither 
the House nor the Senate committee voted to increase the fed- 
eral tax on gasoline. 

Provisions in the bill relating to discharge of indebtedness 
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and reorganization of railroad corporations are explained in 
the committee report as follows: 


Income from the Discharge of an Indebtedness 


In the case of a corporation, the existing law excludes from gross 
income amounts of income attributable to the discharge of the tax- 
payer’s indebtedness, if at the time of such discharge the taxpayer 
was in an unsound condition. This provision does not apply to such a 
discharge occurring in a taxable year beginning after December 31, 
1942. The House bill extended this date to December 31, 1945, but 
retained the requirement that the taxpayer be in an unsound financial 
condition. 

Your committee believes these restrictions unnecessarily strict and 
that they deny, the benefits of this section in any meritorious cases, 
Consequently, the committee bill removes the necessity that the tax- 


payer be in an unsound financial condition at the time of the discharge i 
in order | 


of the indebtedness. The present law requires the taxpayer, 
to secure the benefits of this section, to consent to the regulations 
regarding the adjustment of basis provided in section 113 (b) (3) of the 
Internal Revenue Code. This requirement is retained in the com- 
mittee bill. Moreover, as in the House bill, the benefits of this pro- 
vision are limited to such discharges occurring in taxable years be- 
ginning before January 1, 1946. 


The provisions above described apply to corporations generally. In | : 


the case of railroad corporations which have a modification or cancela- 
tion of their indebtedness pursuant to an order of a court in a receiver- 
ship proceedings or in a proceeding under section 77 of the national 
bankruptcy act such cancelations or modifications of indebtedness are 
excluded from gross income. Moreover, the basis of the property of 
such railroad corporations is not reduced through such a transaction, 


Nonrecognition of Loss in Certain Railroad Reorganizations 


In recent years many railroad corporations have been required to 
go into receivership or into bankruptcy. To continue their operations, 
it is necessary to reorganize such companies. The question as to 
whether or not reorganizations of this type constitute tax-free re- 
organizations for income-tax purposes has caused considerable concern, 
Recent decisions of the Supreme Court have not clarified this situa- 
tion. If the reorganization is affected in such a manner as to consti- 
tute a tax-free reorganization, the basis of the property in the hands of 
the reorganized company is the same as its basis in the hands of the 
old corporation. Thus for the purposes of computing the invested 
capital of the reorganized corporation under the excess-profits tax the 
basis of the property paid in to the old corporation for stock would 
not be diminished. If, however, the reorganization is not tax-free, 
the invested capital of the reorganized corporation is reduced. 

As a result of this situation, many railroad corporations will simply 
remain in receivership or bankruptcy for extended periods of time. It 
is felt desirable regardless of whether such reorganizations are taxable 
or tax-free in the income-tax sense to permit the basis of the property 
to go over undiminished to the reorganized corporation. 

The committee bill provides, therefore, that in the case of such 
reorganizations in taxable years beginning after December 31, 1939, 
the basis of the property of the old corporation shall not be reduced 
if the transfer of the property is in pursuance of an order of a court 
having jurisdiction of such corporation in a receivership proceeding 
or in a proceeding under section 77 of the national bankruptcy act. 

In the case of street, suburban, or interurban electric railway com- 
panies which are common carriers in interstate commerce a _ similar 


provision is made with respect to property transferred after December 
31, 1934. 


The Senate agreed to the finance committee amendments 
affecting transportation. The bill, when completed by the 
Senate, will be sent to a conference committee to adjust the 
differences between the House and Senate versions. 


FREIGHT CLAIM INCREASE 


Freight loss and damage claims reported by the member 
railroads of the freight claim division, Association of Ameri- 
can Railroads, in the first six months of 1942, were 46.4 per 
cent higher than in the first six months of 1941, according to 
figures compiled by the division. The total for the first half 
of 1942 was $15,572,717, as compared with $10,636,850 for the 
first half of 1941, an increase of $4,935,867. Percentage in- 
creases by months were: January, 39.6; February, 35.8; March, 
50; April, 51.2; May, 49.5; June, 52.7. 

For the twelve months ending with June, 1942, the increase, 
compared with the preceding 12 months, was from $21,203,023 
to $28,418,910, or 34 per cent. Broken down by causes, the 
heaviest percentage increase in those two comparative periods 
was in claims paid for loss of entire package, 103.8 per cent. 
Percentage increases in other types of claims were: Flood, 
fire or marine, 61.1; concealed damage, 58; delay, 43.9; unlo- 
cated damage and improper handling, 40.3, and defective equip- 
ment, 25.7. 

Considered in relation to the total freight revenue, the 
increase in claims in the first half of 1942 was not as heavy as 
the 46.4 per cent would indicate, because in the same period 
there was an increase in the freight revenues of United States 
railroads of 33.3 per cent, from $2,006,026,327 to $2,673,161,613. 
The increase in the ratio of loss and damage to revenue, the 
first six months of this year over the first six months of last 
year, was from .51 to .56. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
Truck Certificate Restriction no effort to obtain service from other motor carriers. It said 


By a second report and order on reconsideration in MC 
71536, Arrow Carrier Corporation Common Carrier Applica- 
tion, the Commission, division 5, has further amended the 
findings in the prior reports, 17 M. C. C. 389 and 21 M. C. C. 
159, so as to delete therefrom a restriction “that applicant 
shall transport no shipment, in interstate or foreign commerce, 
between Pennsylvania points, where the entire transportation 
by applicant in connection with such shipments would be be- 
tween such points.” 

The Commission also revised the authority previously 
granted, with respect to pickup and delivery service at ten 
terminals in Pennsylvania “and within a radius of 10 miles 
of each of those terminals,” saying that the use of the qualify- 
ing words “in pickup and delivery service’’ was obviously in- 
appropriate, that the applicant’s terminal areas at those points 
would not extend as much as 10 miles beyond their city limits, 
and that it was the Commission’s intention to authorized ap- 
plicant to serve off-route points within such radii. 

With respect to the restriction on service between Penn- 
sylvania points, the Commission said: 


It has been our consitent practice, in issuing certificates under 
either section 206(a) or 207(a) of the act, to attach restrictions of the 
type described . . . only in those cases where the special facts so require 
or indicate that the public interest would be furthered thereby. On 
further consideration of the record herein, it does not appear that any 
such special facts exist in this proceeding which would justify the in- 
clusion of the restriction. While it is true, as stated in the prior re- 
port, that there is no substantial evidence that applicant has engaged 
in interstate transportation within Pennsylvania, it has not been our 


practice to require such a showing. The limitation will accordingly be 
removed. 


Motor for Rail Service Question 


_An independent motor carrier performing collection and 
delivery service for a railroad at points along its line may not 
institute operations between fixed termini so as to perform a 
substituted service for that railroad, and thus invade the field 
of competing motor carriers, the Commission, division 5, has 
held in a report in MC 14552, Sub. 1, J. V. McNicholas Trans- 
fer Co.,—Extension—Regular Routes in Ohio. 

In the instant case, the Commission found public con- 
venience and necessity not to require operation by applicant 
as a common carrier by motor vehicle of general commodities, 
with exceptions, between Youngstown, O., on the one hand, and 
Louisville, North Jackson and Ravenna, O., on the other, over 
regular routes, and denied the application. By the application, 
applicant sought authority to institute operations between 
fixed termini over definite routes, solely for the purpose of 
performing a substituted service for the Pennsylvania Rail- 
road Co. It suggested that the certificate, if granted, contain 
conditions to insure that the service would be auxiliary to 
or supplemental of the rail service, and that “applicant shall 
not serve any point not a station on a rail line of the railroad.” 
_ The report said that all the points proposed to be served 
in operations to and from Youngstown were served by appli- 
cant for the railroad in certain periods between September 
25, 1936, and November 1, 1941, under written contracts. But, 
on the latter date, service was discontinued when applicant 
was informed by a supervisor of the Commission’s Bureau of 
Motor Carriers that regular route operating authority was 
required for its continuance. The report pointed out that in 
the period in which applicant served the railroad there were 
no fixed schedules and no coordination of rail schedules with 
applicant—applicant serving the railroad at such times as it 
was called on to do so. Applicant proposed to resume the serv- 
ice between fixed termini and over definite routes. 

In support of the application, the report said the railroad 
Showed that the utilization of motor service would not only 
expedite the movement of its less-carload freight, but would 
also enable it to conserve its box car equipment and to dis- 
pense with certain expensive switching operations in congested 
terminal areas. 

Certain motor carriers opposed the application. One of 
these carriers, Motor Express, Inc., the report said, served 
all of the points and all of the routes described in the applica- 
tion. It said the record indicated that the railroad had made 


there was no showing, and applicant and the railroad did not 
contend, that the service could not be satisfactorily performed 
by one of the protesting carriers. In its conclusions, the re- 
port said: 


The railroad utilized applicant’s service because applicant per- 
formed collection and delivery service for the railroad at several of 
the points, was available at all times, and it was a matter of con- 
venience for the railroad to have one operator perform both services. 
On exceptions, applicant contends operating authority should be granted 
to it, citing Kansas City S. Transport Co., Inc., Com. Car. Application, 
28 M. C. C. 5, and urges that the railroad for whom the service is to 
be performed should be permitted to select a carrier in which it has 
confidence and which has been serving it rather than requiring the 
railroad to utilize the service of a competing carrier. In the case cited, 
applicants were either the railroads themselves or their motor carrier 
subsidiaries. Authority was granted to applicants because, as the 
Commission found, the coordinated service through the Voluntary co- 
operation of all or some of the existing carriers would not be prac- 
ticable and the useful public purpose which the proposed operations of 
applicants would serve could not be achieved effectively through the 
use of existing facilities. Here applicant and protestant are inde- 
pendent motor carriers and there is no showing that the service can- 
not be performed as well by protestant as by applicant. Under the 
circumstances, the action of the joint board in denying the application 
was proper. See Railway Exp. Agency, Inc., Extension—Wakefield, 
Mich., 31 M C. C. 683. 


MOTOR SCOURED WOOL RATES 


Dealing with rates that became effective in May, 1941, 
by reason of the vacation of the suspension order, the Com- 
mission, by division 3, in MC-C-249, Shoddy and Scoured Wool, 
Pennsylvania and New Jersey to North Carolina, has found 
unjust and unreasonable less-truckload common carrier com- 
modity rates on scoured wool, in bags or bales, from Philadel- 
phia, Pa., and Camden, N. J., to Leaksville and Spray N. C., 
and ordered the schedules to be canceled. It has also found 
unreasonably low the minimum weight in connection with 
truckloads on scoured wool, 8,000 pounds and prescribed a 
minimum of not less than 11,000 pounds, to be established 
not later than November 15. This report also embraces I. and 
S. M-1464, Anti-Freeze Boxes, Wool, New Jersey and Penn- 
sylvania to North Carolina. The anti-freeze mixture rates and 
those on fiber boxes were withdrawn after they were sus- 
pended, said the report. 

The report said that the cancellation of the less-truckload 
commodity rates, as ordered, would bring the class rates into 
effect and that therefore no order respecting them was nec- 
essary. The 11,000 pound minimum is to be used in connection 
with rates of 84 cents to Leaksville, Spray and Mayodan, and 
95 cents to Charlotte and Mount Jolly, all in North Carolina. 


“Stayed” Bus Operation Status 


Inasmuch as actual operation over certain of applicant’s 
routes did not begin until long after the effective date of 
the act, applicant was entitled to no benefits under either 
the “grandfather” clause or interim provisions of the act, and 
the fact that applicant held certificates and a stay of operation 
from the Kentucky commission was of no avail as actual 
operation was necessary to obtain the benefits of these pro- 
visions, said the Commission, division 5, in a report in MC 
32783, Southeastern Greyhound Lines Common Carrier Applica- 
tion, embracing MC 36113, Capital Coaches, Inc., Common 
Carrier Application (now assigned docket number MC 32783, 
Sub. No. 15). 

The Commission decided in favor of the applicant the 
question whether the basic rights to operations conducted over 
its routes by others, under leases, remained in the applicant. 

In MC 32783, the Commission found Southeastern Grey- 
hound Lines (Kentucky corporation), of Lexington, Ky., en- 
titled to continue operations as a motor common carrier of 
passengers, baggage, express, newspapers and mail between 
designated points in Indiana, Kentucky, Ohio, Tennessee and 
West Virginia, over 16 specified routes. In Sub. No. 15, the 
Commission found Southeastern Greyhound entitled to continue 
similar bus operations between Troy and Brundidge, Ala., over 
a specified route, serving all intermediate points. 

As to a number of routes in Kentucky over which it had 
never operated, applicant, said the report, claimed “grand- 
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father” rights over them on the ground that it owned state 
certificates authorizing operations over such routes and had 
held stays of operation from the Kentucky authorities in 
periods of non-operation. It added that applicant was not 
entitled to “grandfather” rights in respect of those routes, 
notwithstanding the stays of operation or the reasons therefor. 

Provisions of the standard lease in effect with respect to 
the routes leased to other operators made it clear, the report 
said, that applicant intended to retain the operating rights 
under its state certificates, and that upon the termination of 
the lease those rights should revert to it as lessor and owner 
of the certificate. 

“None of the lessees disputes applicant’s claim of ‘grand- 
father’ rights over the leased routes,” said the Commision. 
“We conclude that the basic operating rights over these routes 
have always remained in applicant.” 


SEABOARD FINANCING 

The Commission, division 4, by an order in Finance No. 
13472, Seaboard Air Line Railway Co. Receivers Reconstruc- 
tion Financing and Guaranty, has revoked the certificate of 
November 4, 1941, as modified by an amendatory order of De- 
cember 6, 1941, in so far as it approved the purchase, or pur- 
chase and guaranty, or guaranty, by the Reconstruction Fi- 
nance Corporation, of Seaboard Air Line Railway equipment- 
trust certificates, series KK, in excess of $2,346,000. The Com- 
mission previously approved purchase of $2,448,000 of certifi- 
cates by the R. F. C., but the R. F. C. purchased $2,346,000 
of such certificates. The Commission said the R. F. C. did not 


contemplate the purchase of any additional certificates of that 
issue. 


Motor Carrier to Elect Its Status 


The Commission, by division 5, in MC-70136, H. J. Mark 
Contract Carrier Application, has found the applicant entitled, 
subject to election, to continue operation as a contract carrier 
of such commodities as are handled by the Great Atlantic & 
Pacific Tea Co. between Pittsburgh, Pa., on the one hand, and 
specified points in Ohio and West Virginia in the vicinity of 
Steubenville, O., and Wheeling, W. Va., on the other, over 
irregular routes, because of grandfather rights. 

In MC-70135, on May 13, 1938, the Commission authorized 
the applicant to operate as a common carrier of general com- 
modities in this same territory. The applicant, according to the 
report, has been transporting for the same organization since 
1920. 


Inasmuch as the applicant might transport as a common 
carrier the same traffic transported as a contract carrier, it was 
clear, said the report, that the opportunties for discrimination, 
undue preference and advantage, between shippers with respect 
to services, rates and practices sought to be avoided by the 
provisions of section 210 of the motor carrier act, would exist 
if applicant were authorized to continue the common and con- 
tract operations to which the Commission found him otherwise 
entitled. It expressed the view that the objectionable features 
of the dual operation might be eliminated by revising the appli- 
cant’s common carrier authority by eliminating therefrom the 
right to those commodities transported as a contract carrier. 
The record showed that the only commodities actually trans- 
ported as a common carrier were better and eggs and occa- 
sionally shipments of fresh produce. Thus, the report said, it 
appeared that the revision of the applicant’s presently held 
authority would not seriously impair his revenues, and in such 
event the dual operation as a common and contract carrier 
which would result would be consistent with the national trans- 
portation policy. In the event the carrier was not willing to 
follow that procedure, there would remain, said the report, 
another alternative—that of divesting itself, by withdrawal or 
transter of its right as either a common or contract carrier. 

So as to afford Mark an opportunity to make an election 
of the authority desired, the Commission said it would withhold 
for sixty days the issuance of any operating authority. 


Chicago-Omaha Water Service 


Stating that at the present time it had no assurance that 
the authority would be exercised, even if granted, and that it 
should not grant a certificate until the time came when naviga- 
tion conditions would be such that applicant was fit, willing, 
and able to perform the service, the Commission, by division 
4, in a report in W-685, Omaha Barge Towing Co., Omaha, 
Neb., Common Carrier Application, has denied applicant au- 
thority to continue an operation instituted between January 
1, 1940, and February 1, 1941, as a common carrier in the 
transportation of commodities generally between Omaha, Neb., 
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and Chicago, Ill., serving intermediate points on the Missouri 
and Mississippi Rivers and the Illinois waterway. Applicant 
sought a certificate of public convenience and necessity to con- 
tinue that operation. 

The report said applicant owned and operated one towinz 
vessel of 500 horsepower and that that vessel had been char- 
tered to Central Barge Co., since completion of its construction 
in July, 1941. On November 7, 1940, it said, applicant’s prede- 
cessors, Henry Ogrem and Frank H. Prucka, a partnership, 
completed an experimental trip between Omaha and Chicago 
with a chartered towing vessel of 160 horsepower. Because of 
channel and other difficulties encountered on that trip, the 
report said, neither applicant nor its predecessors had attempted 
to continue the operation. It said applicant contended that it 
was willing to perform the service on certification of the Mis- 
souri River by the United States Engineers as safe for com- 
mercial navigation, and on construction of docking facilities 
at Omaha. A number of shippers at Omaha, the report added, 
had stated that there was need of service by carriers by water 
to round out a complete general transportation service to and 
from Omaha. It said all these shippers stated ther willingness 
to use applicant’s services. 

“Under the provisions of section 309(a) applicant is per- 
mitted to continue, pending the determination of its applica- 
tion, those common carrier services instituted between Jan- 
uary 1, 1940, and February 1, 1941,” says the Commission. 
“The application was filed on the form prescribed for use in 
such cases. If applicant were fit, willing, and able to perform 
the proposed service, and if the service were required by the 
present or future public convenience and necessity, applicant 
should have been continuously engaged in the operation since 
the experimental trip in November, 1940.” 


Forwarder’s Motor Operations 


Various phases of the motor carrier operations conducted 
by the applicant as a part of, or in connection with, its opera- 
tion as a freight forwarder were considered by the Commission, 
division 5, in a report in MC 84098, Sheldon Transfer & Storage 
Co., Inc., Holyoke, Mass., Common Carrier application. 

Division 5 found the applicant entitled to continue opera- 
tion as a motor common carrier with respect to: (1) paper 
and paper products, (a) from points in Berkshire and Hamp- 
den counties and Hardwick township, Mass., to Holyoke,, and 
(b) from Holyoke to Boston, Mass.; (2) paper and paper 
products; equipment, materials and supplies used in the opera- 
tion of paper mills; machinery; and articles requiring special 
equipment or specialized handling because of size or weight, 
between Holyoke and points within 10 miles thereof, on the 
one hand, and, on the other, New York City, points in Orange 
and Sullivan counties, N. Y., and points in Connecticut; (3) 
paper and paper products from Holyoke to points within 10 
miles thereof, and (4) general commodities, with exceptions, 
(a) between Holyoke, Springfield and Chicopee, Mass., and (b) 
between Holyoke, Easthampton and Southampton, Mass., over 
irregular routes. 

The report said that at Holyoke applicant consolidated 
shipments of paper and paper products originating at New 
England paper mills into carload shipments and forwarded 
them generally by rail to points in 33 states and Canada. It 
said some shipments were transported by applicant in its own 
vehicles to Boston and New York and thence forwarded by 
water carriers to Texas and Pacific coast points. On comple- 
tion of the rail or water movement, the shipments were picked 
up by motor carriers for delivery to the consignees, either in 
local drayage or line-haul service, the report noted. It added 
that the traffic had ranged in volume from 37,000,000 to 68,- 
000,000 pounds a year. 


Applicant’s service, continued the report, consisted of two 
types of operations: (1) “indirect” operations, wherein ab- 
plicant performed no physical transportation by motor vehicle, 
and (2) “direct” operations, wherein applicant performed 
physical transportation by motor vehicle, in the origin terri- 
tory. The “indirect” operations, it said, covered situations 
where the shipments were transported from point of origin 
by motor carriers other than applicant, the shippers, or the 
railroads, to applicant’s terminals at Holyoke, where ap- 
plicant consolidated the shipments into carloads. The Commis- 
sion said it was clear that applicant was entitled to common 
carrier authority for continuance of the “direct’’ operations. 

Applicant’s “indirect” operations, said the report, appeared 
to fall within the definition of a freight forwarder set forth in 
section 402(a)(5) of the act and accordingly would be subject 
to part IV of the act. Consequently, as to such operations no 
authority for the continuance thereof might be granted in this 
proceeding, it stated. 

With respect to the distribution of pool-car shipments 
received by rail at Holyoke from points beyond Massachusetts, 
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the Commission said this transportation was exempted to the 
extent it was performed wholly within Holyoke or between 
contiguous municipalities or within a zone adjacent to and 
commercially a part of Holyoke. The limits of that zone had 
not been determined, but it was doubtful if the zone included 
all points within 10 miles of Holyoke, the report added. There- 
fore, it said, applicant would be authorized to continue opera- 
tions from Holyoke to points within 10 miles thereof to the 
extent such transportation was not exempt because entirely 
within the Holyoke commercial zone. 

After observing that since prior to the statutory date av- 
plicant had transported general commodities in line-haul serv- 
ice between certain stations of the Boston & Maine Railroad, 
the traffic moving on the billing of the Boston & Maine Trans- 
portation Co. under contractual arrangements with the latter, 
the Commission said: 


There appears to be no question as to the Transportation Com- 
pany’s responsibility to the shipper. However, in our opinion, the 
vehicles owned by applicant were operated under its direction and con- 
trol and under its responsibility to the general public. This conclusion 
is not only supported by the contract itself, which provides that the 
means and manner of performing the transportation shall be within 
the control of the truckman. The Transportation Company appears to 
have had no interest in the conduct of the operations other than to re- 
quire adequate and satisfactory service. Consequently, applicant is 
entitled to ‘‘grandfather’’ rights in respect of the traffic moving on the 
billing of the Transportation Company ... but no authority is required 
to continue the collection and delivery service incidental to such line- 
haul operations. The operation to be authorized involves service only 
at specifically identified points—there being no intermediate or off- 
route service as such. Conditions which might ordinarily impel the 
designation of regular routes do not exist, and consequently, in the 


interest of flexibility of service we feel warranted in authorizing opera- 
tion over irregular routes. 


Coordinated Rail-Motor Service 


A plan of the Illinois Central Railroad Co., and its sub- 
sidary, the Yazoo & Mississippi Valley Railroad Co., to use 
motor-vehicle equipment leased from the Railway Express 
Agency, Inc., in coordination with their rail operations be- 
tween specified points in Arkansas, Alabama, Mississippi, and 
Tennessee, is embodied in a report of the Commission, divi- 
sion 5, in MC 86779, Sub. 2, Illinois Central Railroad Co., Ex- 
tension—Alabama, Mississippi, and Tennessee, embracing MC 
101491, Yazoo & Mississippi Valley Railroad Co., Common Car- 
rier Application. 

_ The Commission has granted certificates, subject to condi- 
tions, authorizing the transportation of general commodities. 
with exceptions, between points in Alabama, Mississippi and 
Tennessee by the Illinois Central in MC 86779, and between 
points in Arkansas, Mississippi and Tennessee by the Yazoo & 
Mississippi Valley in MC 101491. The service to be performed 
by the applicants is to be limited to that which is auxiliary to, 
or supplemental of, their rail services. 

The report said the proposed motor carrier operations 
would be conducted under unified control and supervision by 
officials of the applicant corporations. The operations proposed 
are similar to those that the Illinois Central is now conducting 
in Illinois, Kentucky, and Tennessee, wherein the use of motor 
vehicles is substituted for less-carload rail service. Shipments, 
the report said, were to be consolidated at large shipping 
points such as St. Louis, Mo., Chicago, Ill., Indianapolis, Ind., 
Memphis, Tenn., and New Orleans, La., to be shipped in car- 
load quantities to certain key or break-bulk points located on 
the proposed motor carrier routes where they would be trans- 
ferred to motor trucks for delivery to destination. Conversely, 
freight is to be collected at various freight depots and trans- 
ported by motor vehicle to rail distribution points where it will 
be consolidated and forwarded on through trains. 


As compensation for use of the equipment leased from the 
Railway Express Agency, Inc., the report said applicants would 
pay 12% cents a truck mile. Twenty-three motor vehicles, it 
Said, were to be used in connection with the operations. Col- 
lection and delivery service in terminal districts now main- 
tained by applicants for less-carload shipments, according to 
the report, is to be continued under the proposed arrangement. 
Trucks performing the line-haul service will not perform any 
collection and delivery service, said the report, adding: 


Applicants propose to use trucks in lieu of rail ‘‘package car’’ 
service now provided through use of way-freight trains. The opera- 
tions of these trains will be continued for the transportation of car- 
load freight. No new service is to be inaugurated, but present rail 
service will be improved by coordinating it with motor service, with 
the prospect that such improvement will result in substantial traffic 
gains. Generally the proposed service will save from 2 to 60 hours 
in transit time for less-than-carload shipments. However, in a few 
Instances there will be no saving of time, 


The Commission said it was of the opinion that the pro- 
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posed service would serve a useful public purpose and that 
such operations would not endanger or impair the operations 
of existing carriers contrary to the public interest. It added 
that applicants’ rail service between certain key or break- 
bulk points, as specified in its findings, however, was adequate, 
and no public need existed for substituted motor carrier 
service between such points. 


BOAT SERVICE FOR PUERTO RICO 


The Commission, in W-884, has authorized the applicant, 
M. S. Vencedor, Inc., of New York, to establish, on one day’s 
notice, on general commodities, rates from New York and 
Philadelphia on the one hand and points in Puerto Rico via 
south Atlantic ports on the other, and on sugar only from 
the island to continental United States points, on the other. 
The service is to be performed by barges on the intracoastal 
canal to the ports and vessels of the company between the 
continental and insular ports. The war, it was represented to 
the Commission, had disrupted service between the island and 
the mainland. 

Barges were loaded for transporting traffic before appli- 
cation for authority to operate was sought, on the belief that 
transportation of the sort intended could be performed with- 
out applying to the government for permission, it was said 
at the Commission. On account of that lack of understand- 
ing, it was said, the matter was expedited so that traffic prac- 
tically in transit at the time might be moved with the mini- 
mum of delay. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not te printed in full in the permanent series of motor carrier 
reports oj the Commission. Mimeographed copies of such reports i* 
ful! may be obtained by prompt application to the Commission.) 


*MC 8726, J. H. Peters, Omaha, Neb., common carrier, 
embracing MC 52758, MC 53980, Sub. 3, and MC 44055, Sub. 
7, which are the numbers assigned to Willard Rietveld, of 
Des Moines, Ia., Des Moines Transportation Co., Inc., Chicago, 
lll., and Bos Truck Lines, Inc., Marshalltown, Ia., respective 
purchasers of potential operating rights of applicant. On re- 
consideration, findings in prior report, 23 M. C. C. 816, modi- 
fied, and certificates granted as to continuance of operations 
by applicant’s successors in interest as common carrier of 
specified commodities, over regular routes, between Chicago, 
Ill., Des Moines, Ia., Omaha, Neb., and Denver, Colo., serving 
specified intermediate and off-route points, and over irregular 
routes, from and to specified points in Colo., Neb., Kan., Ia., 
and Ill. 


*MC 7141, Sub. 1, Laurice J. Wilkinson, East St. Louis, III., 
common carrier. Certificate granted. Grain, grain products, 
and manufactured mill feeds, from East St. Louis, Ill., to St. 
Charles, Mo., and to points in St. Louis county, Mo. 

*MC 15945, Sub. 2, Will C. Bringwald, Vincennes, Ind., ex-’ 
tension. On reconsideration, findings in prior report reversed 
and certificate granted as to extension of operations as a 
common carrier of specified commodities from and to specified 
points in Ind. and O. 


*MC 70579, Sub. 2, Harry H. Speckeen, Ortonville, Minn., 
extension. Certificate granted. General commodities, with ex- 
ceptions, between Minneapolis, St. Paul, and certain adjacent 
or contiguous points in Minn. 


*MC 339, Sub. No. 1, Lincoln Movers, Inc., Seattle, 
Wash. Certificate granted. Household goods between Seattle 
and points within 25 miles thereof, on the one hand, and points 
in Ore. and Calif., on the other, over irregular routes. Com- 
missioner Lee, dissenting, said he thought the Commission 
should allow the authority for which application was made 
(transportation of household goods between points in Wash., 
on the one hand, and points in Ore. and Calif., on the other). 

*MC 1171, Sub. No. 3, Hall Motor Freight Co., Denver, 
Colo. Certificate denied. General commodities between Kansas 
City, Mo., and Lake City, Mo., over regular routes. Commis- 
sioner Lee, concurring in part, said he would issue temporary 
authority to expire not later than December 31, 1944. 

*MC 20927, Citizens Transfer & Storage Co., Parkersburg, 
W. Va., embracing MC 20926, Same. Certificate granted, in 
MC 20927, for continuance of operation as to general commodi- 
ties from Parkersburg, W. Va., to Marietta and Belpre, O.. 
and between Parkersburg and specified points in W. Va.; steel 
cylinders from Marietta to Parkersburg; oil field equipment 
and supplies between points in Wood county, Pa., on the one 
hand, and all points in O. and Pa., on the other, and household 
goods between points in specified W. Va. counties, on the 
one hand, and all points in O., Pa., Ky., N. C., Va., Md., N. J., 
N. Y., and D. C., on the other, over irregular routes. License 
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denied, in MC 20926, on a finding that the operations covered 
by the application are wholly inconsistent with the functions 
of a broker and that a license for continuance of such opera- 
tions is not required. The report said applicant was an agent 
for United Van Lines, that all shipments of household goods 
not transported by applicant were turned over to United Van 
Lines for handling or arrangement of the actual transportation. 
that applicant received a certain commission for that service, 
but that it exercised no control whatsoever over or responsi- 
bility for the selection of the carrier who performed the actual 
transportation. Commissioner Lee, dissenting in part, said that 
“in view of the liberality which we generally have shown in 
the issuance of household goods authority,’”’ he would substitute 
the State of West Virginia for the named counties in that 
state. He added that it seemed absurd to authorize transporta- 
tion of general commodities from Parkersburg to Marietta 
and only steel cylinders in the reverse direction. 

*MC 4150, Wooley Bus Lines, Inc., Buffalo, N. Y. Certifi- 
cate granted, for continuance of operation as to passengers and 
baggage, in charter operations, in round-trip tours beginning 
and ending at points in Allegany, Cattaraugus, Erie, Monroe, 
and Niagara counties, N. Y., and extending to points in IIl., 
Ind., Md., Mass., Mich., N. J., O., Pa, Vt., and D. C., and 
to specified ports of entry on the U. S.-Canada boundary, over 
irregular routes. 

*MC 25607, Sub. No. 2, Leroy Bryfogle, Slatington, Pa. 
Certificate granted. Lumber and certain related products from 
Baltimore, Md., and Newark, N. J., to points in specified 
counties in Pa., over irregular routes. 

*MC 29515, Sub. No. 1, Earl Byron Bartley, Port Matilda, 
Pa. Certificate granted. New automobiles, restricted to initial 
or primary movements, in truckaway service, from Detroit, 
Mich., to points in specified counties in Pa., over irregular 
routes. 

*MC 29633, Sub. No. 1, John Elwood Dunlap and John 
Lovell, Muncy, Pa. Certificate granted. Sheet steel from 
Youngstown and Cleveland, O., and points within 10 miles of 
each to Houghesville and Shavertown, Pa.; scrap metal from 
Hughesville and Shavertown to the aforesaid origin points for 
sheet steel; new furniture, skeleton crated, from Hughesville 
to points in Md. and D. C. and specified parts of N. Y. and 
N. J., and boilers, heaters and castings from Williamsport, 
Pa., to points in Conn., Del., Md., Mass., N. J., N. Y., O., R. L., 
Va., W. Va., and D. C., with return of damaged or rejected 
shipments, over irregular routes. 

*MC 45662, Sub. No. 1, Astor Trucking Corp., New York, 
N. Y. Certificate denied. Specified commodities from points in 
New York commercial zone to points in specified part of N. J., 
over irregular routes. 


*MC 45937, Emile Carrier, Nashua, N. H., embracing MC 
38839, Same as successor to Leo A. Trombly, and Sub. No. 2, 
Emile Carrier. Certificate granted in MC 45937 for continu- 
ance of operation as to household goods and as to milk, cream 
and buttermilk between specified points in N. H. and Mass. 
Certificate or permit denied, under grandfather clauses, in 
MC 38839, as to solid fuel from Boston, Mass., and specified 
points in the vicinity thereof, to points in Hillsboro countv. 
N. H., over irregular routes. Certificate granted in MC 38839, 
Sub. No. 2, as to coal and coke from specified points in Mass. 
to specified points in N. H., over irregular routes. 


*MC 52110, Sub. No. 7, Brady Transfer & Storage Co., Fort 
Dodge, ta. Certificate granted. Seafood from Boston, Glou- 
cester and Provincetown, Mass., to Altoona, Erie, Pittsburgh, 
and Scranton, Pa., Kansas City, St. Joseph and St. Louis, Mo., 
Grand Island, Lincoln, Omaha, and Scottsbluff, Neb., Hutchin- 
son, Kansas City, Topeka and Kansas City, Kan., Duluth, Min- 
neapolis, and St. Paul, Minn., and Aberdeen, Madison, and 
Sioux Falls, S. D.; ink, paste and mucilage from Gloucester 
to Cleveland, O., over irregular routes, through R. I., Conn., 
N. ¥., N. J., ind., Dl., and fa. 


*MC 55218, Sub. No. 2, Boston-New York Transportation 
Co., Inc., Chelsea, Mass. Certificate denied. General commodi- 
ties between Chelsea and Boston, Mass., on the one hand, and 
New York City and Philadelphia, on the other, over two regu- 
lar routes, serving certain intermediate and off-route points. 
The Commission said that it was doubtless true that the grant- 
ing of the requested authority would result in a more profitable 
operation by applicant, but that it would be at the expense 
of other operators. 

*MC 59807, Johnie Hall, North Wilkesboro, N. C. Certifi- 
cate granted for continuance of operation as to new furniture 
from North Wilkesboro and points in N. C. within 70 miles 
thereof, to points in specified part of Tenn., and as to general 
commodities, with exceptions, from Newport and Nashville, 
Tenn., to specified area in N. C., over irregular routes. Cer- 
tificate granted, also, as to bakery products from Chattanooga, 
Tenn., and stoves and ranges from Franklin, Tenn., to points 
in specified part of N. C., over irregular routes. 





TRAFFIC WORLD 


*MC 61969, F. R. Blake, embracing MC 61265, Sub. No. 15, 
Southeastern Motor Truck Lines, Inc. (this being the number 
assigned to the title application after the purchase, subsequent 
to the hearing herein, by Southeastern Motor Truck Lines, 
Inc., of the operating rights covered thereby pursuant to MC 
F-1793). Certificate granted to Southeastern Motor Truck 
Lines, Inc., as successor in interest to F. R. Blake, for con- 
tinuance of operations as to packinghouse products and sup- 
plies from and to specified points in Ky. and Tenn., over regu- 
lar routes. 

*MC 74293, Sub. No. 2, Paul Redner, Minneapolis, 
Minn. Certificate denied. General commodities between Min- 
neapolis and St. Paul, Minn., on the one hand, and Chicago, 
Ill., on the other, cver regultr routes serving designated inter- 
mediate and off-route points. 

MC 102096, Contract Carriers, Inc., Jacksonville, Fla. Cer- 
tificate denied. Alcoholic and malt liquors, including high 
wires, from points in Conn., Ill., Ind., Ky., N. J., N. Y. and O. 
to points in Fla., and agricultural commodities, fish, and ordi- 
nary live stock from points in Fla. to points in Conn., Ill. 
ind., Ky., Md. Mass. N..J. N: ¥.,.N. €, GG, Pa... Va. and 
W. Va., over irregular routes. The Commission said that “the 
advantages of applicant’s proposed service are a somewhat 
speedier service which, however, is available only on advance 
notice, delivery of an entire shipment at one time instead of 
in successive installments, a minor inconvenience which ex- 
isting carriers can alleviate, and reduce damages to shipments 
in transit, a rather speculative advantage.” It added that “in 
contrast to these slight benefits to the shippers, we must 
consider the resultant detriments to the existing carriers.” 


*MC 102697, R. B. Hugo, Jr., Norfolk, Va. Permit granted. | 


Packing house products for a certain class of shipper, between 
Norfolk and Newport News, Va., and from Norfolk and New- 
port News to points within 20 miles of Norfolk, other than 
Virginia Beach, Va., with rejected, returned or damaged ship- 
ments on return, over irregular routes 

*MC 54435, The Michigan Motor Freight Lines. Inc., De- 
troit, Mich. Certificate granted for continuance of operation 
as to general commodities, with exceptions, between specified 
points in Ill., Ind., Ky., Mich. and O., over 55 specified routes. 

*MC 42871, Linnea Nelson, Charles Chilberg and Herbert 
Chilberg, embracing Sub. No. 1, Same. On further hearing 
in MC 42871, findings in prior report, 26 M. C. C. 121, affirmed, 
and certificate granted for continuance of operation as to hay 
and straw from Albion, Batavia and Caledonia, N. Y., to Avon, 
Ellington, Hazardville, Manchester, Hartford, Rockville, Staf- 
ford, Simsbury, Talcottville, Torrington, Unionville, Thompson- 
ville, Vernon, Windsor and Windsorville, Conn., over irregular 
routes. Certificate granted, in Sub. No. 1, as to wool, wool 
waste, wool yarn, and bags and spools used in transportation 
of those commodities, between points in Mass. east of the 
Connecticut River, Providence, Woonsocket and Pawtucket, R. 
I., and Hartford, Hazardville and Somersville, Conn., on the 
one hand, and New York, N. Y., Jersey City, Passaic, Newark 
and Camden, N. J., Philadelphia, Pa., and points in Pa., within 
30 miles of Philadelphia, on the other, and between Hazardville, 
Conn., on the one hand, and Millbury and East Douglas, Mass., 
on the other, over irregular routes. 


*MC 66788, Sub. 3, Raymond Bros. Motor Transportation, 
Inc., St. Cloud, Minn., extension. Certificate granted. General 
commodities, with exceptions, between points in Minn., also to 
and from Fargo and Southwest Fargo, N. D., as off-route 
points in connection with applicant’s presently authorized 
routes. 

*MC 35628, Sub. 4, Interstate Motor Freight System, De- 
troit, Mich., extension. Certificate granted. General com- 
modities, with exceptions, between Sheridan, Mich., and speci- 
fied points in Mich. 

*MC 34497, Sub. 1, Joseph Giarraputo & Sons, Inc., Brook- 
lyn, N. Y., extension. Permit granted. Macaroni, Danielson, 
Conn., to Philadelphia, Pa., New York, N. Y., Providence, R. I, 
and Boston, Cambridge and Somerville, Mass. 

MC F-1949, United States Trucking Corporation, New 
York, N. Y., issuance of note, embracing MC F-1295, Same, 
issuance of note. Authorizes issuance by applicant of a 4 per 
cent secured promissory note of face amount $620,000 in ex- 
change for its unsecured 4 per cent demand note of like amount 
now outstanding. 

*MC 102270, Keansburg and New York Bus Co., Keans- 
burg, N. J., common carrier. Certificate denied. Passengers 
and their baggage between Keansburg and New York, N. Y. 

*MC 6607, Sub. 2, John Minnehan, Malden, Mass., exten- 
sion. Permit denied. Specified commodities between Boston, 
Mass., on the one hand, and Melville and Quonset Point, R. L. 
on the other. 

MC 12227, North Coast Transportation Co., Seattle, Wash., 
broker. License granted at to the arranging transportatiton of 


x 
t 
id 
‘ 


uD 


15, 
ber 
ent 
1es, 
MC 
uck 
on- 
up- 
eU- 


Olis, 
flin- 
AZO, 
iter- 


ber- 
high 
a ©). 
yrdi- 
Tl., 
and 
“the 
vhat 
ance 
d of 
ex- 
ents 
ban 
must 


nted. 


ween 
New- 
than 
ship- 


, De- 
ation 
cified 
utes. 
rbert 
aring 
rmed, 
>» hay 
Avon, 
Staf- 
\pson- 
‘gular 
wool 
tation 
f the 
et, R. 
n the 
ewark 
within 
dville, 
Mass., 


tation, 
eneral 
ilso to 
-route 
orized 


n, De- 
com- 
specli- 


Brook- 
iielson, 
, Re. 7, 


» New 
Same, 
1 4 per 
in ex- 
amount 


Keans- 
sengers 
- # 

- exten- 
Boston, 
t BR. & 


Wash., 
titon of 


apy SRT 


pL ana a PAT Par TH 


sade 


ee 


October 10, 1942 


persons, baggage, express, and newspapers, in interstate or 
foreign commerce, at Seattle. 

*MC 13123, Wilson Freight Forwarding Co., Inc., Cincin- 
nati, O., common carrier. On reconsideration, certificate granted 
as to continuance of operation, general commodities, with ex- 
ceptions, to, from or between points in O., Pa., N. Y., N. J., 
Mass., D. C., Md., Va., W. Va., N. C. and Tenn. 

*MC 15348, R. L. Andersen, Omaha, Neb., contract carrier, 
embracing Sub. 5, Same, extension. Permit granted. In MC 
15348, findings in prior report, 24 M. C. C. 821, modified so as 
to authorize continuance of operation as a contract carrier of 
butter, eggs and dressed poultry from Omaha, Neb., to Chi- 
cago, Ill., and dairy products, dairy by-products, and manufac- 
tured or prepared food products and advertising material from 
Chicago, Freeport and Joliet, Ill., to Sioux City, Ia., and Omaha 
and Lincoln, Neb. In MC 15348, Sub. 5, authority granted as 
to operation as a contract carrier of dairy products, dairy by- 
products, and manufactured or prepared food products, from 
Chicago, Freeport and Joliet, Ill., to specified Neb. points. 

*MC 18929, Charles A. Infantino, Pittsburgh, Pa., common 
carrier, embracing MC 52674, Sub. 1, Sunset Transportation, 
Inc., common carrier, which is the number and name assigned 
to the title application after purchase by Sunset Transportation, 
Inc., of Scranton, Pa., of operating rights covered thereby pur- 
suant to MC FC 16240. Certificate denied under the grand- 
father clause. Alcoholic liquors between points in Pa., N. Y., 
N. J., Md. and BD. C. 

*MC 19193, Sub. 1, Fred. B., Samuel A., and J. Donald 
Lafferty, Altoona, Pa., extension. Permit granted. Such mer- 
chandise as is dealt in by wholesale, retail, and chain grocery 
and feed business houses, and in connection therewith equip- 
ment, materials, and supplies used in the conduct of such busi- 
ness, between Pittsburgh and Altoona, Pa., on the one hand, 
and Kane, Pa., on the other. 

*MC 22199, Sub. 4, Bates Motor Transport Lines, Inc., Chi- 

cago, Ill., extension. Certificate granted. General commodi- 
ties, with exceptions, to and from points within 10 miles of 
Dayton, O., and those within 10 miles of Columbus, O., as off- 
route points in connection with applicant’s presently authorized 
regular-route operations. 
*MC 23718, Sub. 1, Henry Fritz, Holland, Minn., exten- 
sion. Certificate granted. Feed and grain, between Holland, 
Minn., and points in Minn., within 20 miles thereof, on the one 
hand, and points in S. D. and Ia., within 50 miles of Holland, 
on the other. 

*MC 80558, Moses A. Savin, New London, Conn., common 
carrier. Certificate granted. Continuance of operation, gen- 
eral commodities, with exceptions, between points in R. L., 
Conn. and Mass. 


*MC F-1888, Lang Transportation Corporation, Vernon, 
Calif., purchase, Northern Transportation Co., Los Angeles, 
Calif. Authorizes purchase by the former of certain operat- 
ing rights of the latter. 


*MC F-1877, Freight, Inc., Akron, O., purchase, Luther E. 
Moore. Authorizes purchase by the former of operating rights 
of the latter, dba Akron-Cleveland-Dover and Mansfield Ex- 
press, of Akron, O. 


*MC F-1837, Frisco Transportation Co., St. Louis, Mo., 
purchase, Powell Bros. Truck Lines, Inc., embracing MC 
F-1865, Same, purchase, Theodora A. Bryan, and MC F-1884, 
Same, purchase, G. W. Moore. Authorizes purchase by the 
former of certain operating rights and property of Powell Bros. 
Truck Lines, Inc., of Springfield, Mo., and operating rights and 
property of Theodora A. Bryan, dba Midwest Freight Lines, of 
Wichita, Kan., and G. W. Moore, dba City Transfer, of Mount 
Vernon, Mo. The report said the transactions would enable 
the St. Louis-San Francisco Railway Co. to use service by 
motor vehicile to public advantage in its operations and would 
not unduly restrain competition. 

*MC F-1829, T. E. and G. E. Mercer, dba T. E. Mercer 
Teaming & Trucking Contractor, Fort Worth, Tex., purchase, 
Orville Dowzer. Authorizes purchase by the former of operat- 


ing rights of the latter, dba Merchants Transfer & Storage Co., 
of Hutchinson, Kan. 


Railroad Abandonments 


_ Investigation by the Serfate interstate commerce com- 
mittee of requisitioning by the government of track and other 
materials in railroad lines, as proposed in the resolution offered 
by Senator Reed and other senators (see Traffic World, Octo- 
ber 3), was authorized by the Senate. The resolution was 
agreed to after brief discussion in which Senator McNary, of 


regon, minority leader in the Senate; Senator Chavez, of ° 


New Mexica; Senators Milliken and Johnson, of Colorado; 
Senator Holman, of Oregon; Senator Hatch, New Mexico, and 
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Senator Reed, of Kansas, alluded to requisitioning of lines 
in their states. 

In recommending favorable action on the resolution, the 
interstate commerce committee said the question of abandon- 
ment or continued operation of branch-line railroad mileage 
was an important one, and, in the light of the existing uncer- 
tainty as to the available supply of motor vehicles, was becom- 
ing increasingly important. Continuing, it said: 


This is emphasized by the greater uncertainty in the availability 
of rubber tires necessary to operate existing motor vehicles. 

Heretofore railroad branch-line operation could be discontinued only 
through authority of the Interstate Commerce Commission after public 
hearings. Under the general war-power authority the War Production 
Board, through the Reconstruction Finance Corporation and the Office 
of Defense Transportation, has been ‘‘requisitioning’’ steel rails from 
various sources, including branch lines where operation has ceased. 
Sometimes this discontinuance of operation has been authorized by the 
Interstate Commerce Commission; sometimes outright purchases have 
been made by the War Production Board; and sometimes requisitioning 
has been made of the steel rail on branch lines where the Interstate 
Commerce Commission has refused authority to discontinue operation. 

It has been difficult to obtain definite information on the policy 
which is being followed; and it has been impossible, so far, to obtain 
definite information as to the amount of steel rail which will be needed 
or the amount of steel rail available from sources other than the aban- 
donr °nt of railroad branch lines. The whole situation is so confused 
that it seems desirable to obtain definite information for the benefit 
of the Senate. The resolution only proposed an investigation which 
will be carried on in Washington, D. C., and so far as is apparent, 
no expense will be involved and no funds are requested for that purpose. 


W. P. B. to Take More Rails 


While the Senate was considering the resolution the War 
Production Board announced it had requisitioned 22 branch 
lines embracing 1,200 miles of track and that at least 100 
others would be requisitioned. The track would be used in 
combat areas, in shipyards and naval depots, and in naval 
and military projects, it said. The coming weeks, it said, 
would see increased activity in the requisitioning and removal 
of lines the Office of Defense Transportation and the army and 
navy found were not fulfilling strategic needs. Demolition 
contracts, it said, would be handled by the Metals Reserve 
Corporation. Chairman Nelson, of the W. P. B., wired Mayor 
Haegler, of Cimmarron, N. M., commending pledge of support 
for requisitioning of track of the Rocky Mountain and Santa 
Fe (see Traffic World, September 26, p. 705). When the reso- 
lution was taken up in the Senate, Senator Barkley, Demo- 
cratic leader, inquired whether the resolution arose from a 
situation involving an isolated case of requisitioning and how 
general the practice in question had become. He said he did 
not wish to participate in the adoption of a resolution to 
investigate the War Production Board or any other agency 
on -the basis of an isolated case “in which someone does not 
want rails taken up.” 

Senator McNary referred to the requisitioning of the 
Union Pacific’s Shaniko’s branch in Oregon (see Traffic World, 
September 26, p. 705). He said the branch served a wheat- 
producing section and that there were deep canyons on either 
side of the track. 

“With a shortage of tires,” said he, “it would seem im- 
possible to move the wheat and cattle and sheep from that 
section next year. I think those responsible are taking into 
consideration the immediate need for rails without considering 
the future. It seems to me that such action amounts almost 
to confiscation of farm properties.” 

Senator McNary said he had gone into the matter and 
had found “a want of coordination” between the War Pro- 
duction Board, the Metals Reserve Corporation, the Office of 
Defense Transportation and the Interstate Commerce Com- 
mission. 

“In one instance,” he continued, ‘‘the Interstate Commerce 
Commission held a hearing on September 8. Before it could 
submit a report the Metals Reserve Company went into action 
on the advice of the War Production Board, which says it has 
been authorized by the War Department to do this particular 
job. 

“T believe the whole situation could be saved if the various 
agencies could reason together and determine the economic 
situation which confronts the farmers. No one wants to deny 
the government or the War Department the use of needed 
rails; but they probably could be obtained elsewhere, rather 
than by taking from a farming community, rails which are 
needed to meet the need of commerce for next year.” 

Senator Chavez said the thing about which farmers were 
complaining was that rails were seized before the Commission 
had acted on applications seeking authority to abandon the 
lines. 

Senator Milliken said a recent effort was made to requisi- 
tion “a whole railroad system in Colorado.” On his protest, 
said he, a full hearing was promised. 
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Senator Reed said the situation involved was widespread— 
that it extended all over the country. He referred to requisi- 
tioning of Santa Fe branch lines in Kansas without abandon- 
ment first having been authorized by the Commission. 

A subcommittee of the Senate interstate commerce com- 
mittee, headed by Senator Johnson, of Colorado, began hear- 
ings October 6 under the resolution adopted by the Senate. 
The other members of the subcommittee are Stewart of Ten- 
nessee; McFarland of Arizona; Reed of Kansas, and Gurney 
of South Dakota. 

From J. W. Bertch, chief of the special projects salvage 
section; Arden Yinkey, his assistant, and Charles R. Baxter, 
chief of the materials redistribution section, of the War Pro- 
duction Board, the committee members sought information as 
to the rail requisitioning activities of W. P. B. 

Inquiry was made of the War Department and of the 
Office of Defense Transportation as to the relation of a rail- 
road, the rails of which were sought, to the need of the 
railroad in the war effort, it was stated. 

The War Department was asked, it was stated, whether 
the railroad was considered indispensable to the war effort 
from the military standpoint. The O. D. T. was asked whether 
the railroad was essential to war transportation requirements 
and “essential,” it was explained, included civilian traffic as 
necessary in war-time transportation. 

Senator Reed said he understood that the War Department 
test was whether the line was needed for movement of troops 
and war materials. One of the witnesses said the department 
in one instance had said a line was necessary to haul tomatoes 
for the army. 

Senator Reed said he had been informed that the O. D. T. 
was not required to make any findings as to public convenience 
and necessity—no finding as to the needs of the community 
served by a line as to which inquiry was being made. 

Mr. Bertch remarked that the finding as to public con- 
venience and necessity was -“a function of the Interstate Com- 
merce Commission,” but he said that the demands for rail for 
war purposes were such that the “normal” procedure could 
not be adhered to. He admitted that the W. P. B., under the 
requisitioning act of October 16, 1941, was taking “drastic” 
action and that no doubt it caused “some hardship.” 

Senator Reed made the point that if the W. P. B. proceeded 
as it was that probably 30,000 to 40,000 miles of track would 
be requisitioned, in time. Mr. Bertch thought that was pos- 
sible but did not think it would be necessary to requisition 
that much track. 

Requisitioning of rail had been put off as long as possible— 
and probably too long—said Mr. Bertch. He referred to the 
great need for rail for tracks serving war-time plants con- 
structed and being constructed since the war began. The board 
had requisitioned 11,854,867 lineal feet of rail, said he. Other 
sources for used rail were rail made available by new rail 
replacements and rail in private plants, it was stated. From 
July 1 to August 1, it was stated, the railroads laid 7,500,000 
lineal feet of new rail. 

Mr. Bertch emphasized that the government to date had 
no stockpile of used rail and said that a stockpile must be 
built up to meet emergency needs. 

Mr. Bertch said fourteen different divisions in the War De- 
partment were consulted when it was proposed to take up track 
in a railroad. 

Major E. T. Butler, representing the Army and Navy Muni- 
tions Board, and Lieutenant Colonel Fred G. Sherrill, chief of 
materials and equipment section, operations branch, construc- 
tion division, Corps of Engineers, testified at the subcom- 
mittee’s hearing October 7 on the needs of the armed forces 
for relay rail, including rail at manufacturing plants working 
on war material. 


Testimony given by the army officers before the Senate 
subcommittee was to the effect that for the period April 22 
to September 30 this year 63,180,218 lineal feet of relay rail 
had been allocated for army, navy and Maritime Commission 
war plant needs. It was explained there were 10,560 feet of 
track in a mile of railroad—the computation being made for 
the two parallel rails—and that therefore the 63,180,218 feet 
was the equivalent of approximately 6,318 miles of track. Not 
all the relay rail came from railroads, either by reason of 
abandonment of lines or replacement of old rail by new, it 
was explained. Some of it came from tracks in private plants. 
“Allocation” of rail, it was explained, meant the estimated 
needs and not that the rail had actually been obtained. 

Senators Hatch, of New Mexico, and Brooks, of Illinois, 
protested to the committee against procedure in the matter 
of requisitioning of track in New Mexico and in Illinois. Sen- 
ator Brooks discussed the requisitioning of the track in seg- 
ments of the Illinois Terminal Railroad. 

Byron Gray, of Topeka, Kan., who represented protestants 
of five counties in the area south of Emporia, Kan., affected 
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by requisitioning of the Emporia-Benedict Junction and Mad- 
ison-Moline lines of the Santa Fe, reviewed the abandonment 
proceedings before the Commission as to those lines. The 
Commission has not yet decided these cases. Mr. Gray built 
up a case in support of the contention that the lines were 
needed to serve the area involved. 


Railroads May Hold the Bag 


Director Eastman, of the O. D. T., in referring inci- 
dentally to steel needs of the railroads in testimony October 
8 before the O’Mahoney subcommittee of the Senate committee 
on public lands, said that, legally, a railroad whose rails were 
requisitioned by the War Production Board in instances where 
the Commission had not authorized abandonment, would have 
to replace the rails and operate the line after the war. The 
Commission, said he, under the law, was the only body that 
could authorize abandonment and discontinuance of operations. 
He was not questioning the requisitioning power being exer- 
cised now but merely pointing out where the affected railroad 
stood as a matter of law with respect to discontinuance of 
operations. 

Mr. Eastman said, at the request of the War Production 
Board, the O. D. T. gave “a quick glance” at lines the W. P. B. 
wished to requisition and reported whether they were needed 
in the war effort as transportation agencies. He said the 
O. D. T. did not pass on the question of public convenience 
and necessity in making its determination. 


B. & O. 


The Baltimore & Ohio Southwestern Railroad Co., and 
the Baltimore & Ohio Railroad Co., jointly have applied to 
the Commission, in Finance No. 13963, for a certificate per- 
mitting abandonment and removal by the former of its line 
extending from a point near Omaha, Ill., to a point near 
Shawneetown, IIl., approximately 17.65 miles, and abandonment 
of operation thereof by the latter, lessee. Applicants said 
traffic was insufficient to justify the expense of operation ann 
maintenance of the line. 


Milwaukee 


Trustees of the Chicago, Milwaukee, St. Paul & Pacific 
railroad Co., in Finance No. 13964, have asked the Commission 
for authority to abandon the road’s line extending from Eaton- 
ville to Elbe, in Pierce county, Wash., 14 miles, and to acquire 
a new line railroad extending approximately one mile northerly 
to Eatonville to a point near Elbe, approximately 12.66 miles. 
Applicants said a portion of the line proposed to be abandoned 
would be inundated by reason of a power development project 
being constructed by the city of Tacoma, Wash., necessitating 
relocation of the line. There located line is to be constructed 
by the city. 

Northern Pacific 


By a report and certificate in Finance No. 13882, Northern 
Pacific Railway Co., abandonment, the Commission, division 4, 
has permitted abandonment by the Northern Pacific of that 
part of its Wilkeson branch line extending from Carbonado 
to Fairfax, approximately 6.23 miles, in Pierce county, Wash. 


Delaware & Northern 


The Commission, division 4, by a report and certificate in 
Finance No. 13931, Delaware & Northern Railway Co. Aban- 
donment, has permitted abandonment by the Delaware & 
Northern, as to interstate and foreign commerce, of its entire 
line of railroad in Delaware county, N. Y., extending from 
Arkville to East Branch (approximately 37.32 miles. 


Santa Fe 


“It cannot be concluded that local shippers who are un- 
able to support a railroad can justly demand continued rail 
transportation service simply because the branch is utilized for 
the movement of through traffic which could be handled to the 
same advantage over other routes,” says the Commission, di- 
vision 4, in a report in Finance No. 13774, Atchison, Topeka 
& Santa Fe Railway Co. Abandonment, wherein it authorized 
abandonment by the Santa Fe of its line of railroad extend- 
ing from Florence, Kan., to Eldorado, Kan., approximately 
27.54 miles. It has issued a certificate effective 30 days from 
October 1. 


Applicant averred that the branch had been operated at a 
loss for several years and that there was insufficient traffic to 
warrant continued operation. The Commission said the facts 
of record warranted the conclusion that the branch should 
be abandoned. Communities at the termini of the branch, it 
said, would continue to have ample rail transportation facili- 
‘ties. The necessity for continued operation did not extend 
beyond the needs of the tributary territory, said the Commis- 
sion adding that that territory had insufficient traffic to sup- 
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port the branch. It was true, it said, that considerable traffic 
was handled over the branch in bridge movement, but the ap- 
plicant showed that retention of the branch was unnecessary 
for that purpose because most of the bridge traffic could be 
handled as expeditiously and economically over other lines 
of its system. The Commission said it would reserve jurisdic- 
tion to consider the question whether conditions should be im- 
posed for the protection of employes who might have been ad- 
versely affected by the abandonment, as requested by railway 
employe organizations. 

The Commission, by division 4, in Finance No. 13775, 
Atchison, Topeka & Santa Fe Railway Co. abandonment, has 
issued a certificate permitting abandonment by the Santa Fe 
of its branch line extending from Kiowa to Gerlane, approx- 
imately 9.9 miles, in Barber county, Kan. The certificates 
provides that the Commission reserve jurisdiction to consider 
the question whether conditions should be imposed for the 
protection of employes adversely affected by the abandonment, 
as requested by the Brotherhood of Railroad Trainmen. The 
Commission said that although the line had been operated in 
the past at a profit, “the record is clear that substantial 
expenditures for flood control and maintenance are now 
necessary if the line is to continue in operation.” Rehabilita- 
tion and continued operation, it concluded, would impose an 
undue burden on the applicant and interstate commerce. The 
abandonment was opposed by farmers and ranchmen and the 
State Corporation Commission of Kansas. They feared they 
would be without transportation because of the tire rationing 
program. 


Rock Island 


In a report in Finance No. 13769, Chicago, Rock Island 
& Pacific Railway Co. Trustees Abandonment, Examiner R. 
Romero has recommended that the Commission, division 4, find 
that the present and future public convenience and necessity 
permit abandonment by the trustees of the Rock Island’s 
branch line extending from Lawton to Grandfield, Okla., ap- 
proximately 33.96 miles. He said the Commission should re- 
tain jurisdiction to consider the question of whether condi- 
tions should be imposed for the protection of employes ad- 
versely affected by the abandonment, as requested by railway 
employe organizations. 

“There are eleven employes on the branch, but,’’ says the 
examiner, “because of the scarcity of labor probably they will 
encounter no difficulty in obtaining employment on other lines 
of the applicants.” 

The examiner said the branch had operated at a substantial 
loss for the last two years and the present or prospective traffic 
was insufficient to warrant continued operation. The serious- 
ness of the tire shortage was generally recognized, said the 
examiner, “but we cannot conclude from the evidence that the 
communities affected by the abandonment eventually will be 
deprived entirely of motor transportation facilities.” The 
abandonment was opposed by shippers and the Corporation 
Commission of Oklahoma. 


Southern Pacific 


_ _The Southern Pacific Co. has applied to the Commission, 
in Finance No. 13966, for authority to abandon that portion 
of its so-called River Farms branch extending from Knights 
Landing Junction to Boyer, approximately 13.95 miles, in Yolo 
and Colusa counties, Calif. Applicant said the amount of 
traffic on the line did not justify its continued maintenance 
and operation, and abandonment would enable the recovery 
of vitally needed material. 


The Southern Pacific Railroad Co., and the Southern 
Pacific Co., jointly have asked the Commission, in Finance 
No. 13965, for authority to abandon that portion of the so- 
called South San Francisco branch owned by the former and 
operated by the latter, as lessee, at or near Baden, in San 

ateo county, Calif., extending from milepost 11.488 to mile- 
post 12.079, a little more than one-half mile, together with 
all sidings, spur tracks and appurtenances. Applicants said 
the line was not required for the handling of traffic and its 
a would enable the “recovery of greatly needed 
materials.” 


St. L.-S. F. 


By a report and certificate in Finance No. 13850, St. 
Louis-San Francisco Railway Co. Trustees et al. Abandon- 
ment, the Commission, division 4, has permitted abandonment 
by the trustees of the St. L.-S. F., debtor, and the Kansas City 
Southern Railway Co., of an interchange track connecting the 
railroad lines of the applicants in Jasper County, Mo. 


East Broad Top & Coal Co. 


In Finance No. 13967, the East Broad Top Railroad & 
Coal Co., has asked the Commission for authority to abandon 
that portion of its Shade Gap branch extending from Shade 
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Gap to Neelyton, 4.1 miles, in Huntingdon county, Pa. In- 
sufficient traffic is the reason assigned for the abandonment. 
Applicant said that recoverable materials were greatly needed 
by it for maintenance of main line or other branch tracks. 


Cc. & E. i. 


The Chicago & Eastern Illinois Railroad Co., has applied 
to the Commission, in Finance No. 13968, for authority to 
abandon and dismantle the southeasterly part of its Sullivan 
county branch, in Sullivan county, Ind., approximately 1.46 
miles. Applicant said that for a considerable length of time 
the line had served no industries and there had been no traffic 
of any description handled thereover. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
tn it have been suspended. Suspension orders contain snany sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Trafic Bulletin.) 


In I. and S. No. M-2108, the Commission has suspended 
from October 3 to May 3 the operation of certain schedules as 
published in supplement No. 6 to tariff MF I. C. C. No. 85 of 
the Central States Motor Freight Bureau, Inc., Agent, Chicago, 
Ill. The suspended schedules propose to increase the classifica- 
tion exceptions rating on mattresses, less-truckload, from first 
class to 250 per cent of first class, applicable between points in 
central territory. 

In I. and S. No. M-2109, the Commission has suspended 
from October 3 until May 3 the operation of certain schedules 
as published in supplement No. 50 to joint tariff MF I. C. C. 
No. 105, published by Mid-Western Motor Freight Tariff 
Bureau, Inc., Agent, Kansas City, Mo. The suspended schedules 
propose to cancel the participation of Mid-America Truck 
Lines, Inc., Minneapolis, Minn., in the tariff named above. 

In I. and S. 5152, the Commission has suspended from 
October 5 until May 5 the operation of certain schedules as 
published in Chicago Express tariff I. C. C.-F. F. No. 4 and 
supplement No. 2 to Lifschultz Fast Freight tariff I. C. C- 
F. F. No. 1. The suspended schedules propose to reduce the 
forwarder rates on books,. drugs and cotton or rayon piece 
goods, less truckload, from New York, N. Y., to Chicago, Ill. 
The following is illustrative: 


Books, present rate 139, proposed rate 124; drugs, present rate 124, 
proposed rate 112. 


In I. and S. 5153, the Commission has suspended from 
Octeber 7 until May 7 the operation of certain schedules as 
published in supplements 67 and 69 to Agent J. R. Peel’s tariff 
I. C. C. 3272. The suspended schedules propose to reduce the 
rates on fresh meats and packing house products, in carloads, 
from Kansas City, Mo.-Kan., to various destinations in Ar- 
kansas and Oklahoma. The following is illustrative: 


Rates in cents per 100 pounds to Little Rock, Ark., from Kansas 
City, Mo.-Kans., on fresh meats, present rate 64, proposed rate 60; on 
packing-house products, present rate 53, proposed rate 50. 


In I. and S. M-2111, the Commission has suspended from 
October 7 to May 7, the operation of certain provisions pub- 
lished in contract carrier schedule MF ICC No. 9 of N. B. 
Bierchbach, dba Nick’s Produce Co., Lemmon, S. D. The sus- 
pended schedule proposed to establish reduced contract-carrier 
charges on potatoes and sugar in lots of 500 pounds from 
Lemmon, S. D., to four points in North Dakota, and to estab- 
lish a reduced minimum charge for shipments wegihing 24 
pounds or less from Mobridge, S. D. 


COMMISSION ORDERS 


MC 2180 Sub. No. 30, Burlington Transportation Co., extension, 
U. S. Highway 85A. Recommended order which became effective as 
order of Commission August 24, vacated. Reopened for formal hearing. 

MC C-317, Dale Resler vs. Hunter Clarkson, Inc. Request of com- 
plainant for oral argument denied. 

MC C-347, W. M. Daniels vs. Fred Rose. 
to strike answer of defendant overruled. 

Ex Parte MC 35, exemption of casual, occasional or _ reciprocal 
transportation of passengers by motor vehicle. Order of March 21 
further modified to become effective November 1. 

No. 28629, Commonwealth of Kentucky et al. vs. Ill. Cent. et al.; 


Motion of complainant 


and No. 28689, Illinois Coal Traffic Bureau vs. A. & W. et al. Brief 
filed by C. A. Reis, intervener, stricken from record. 
MC 46599, John W. Healzer, common carrier application. Order 


of May 4 vacated. Reopened for further hearing solely with respect 
to right of applicant to continue transportation of general commodi- 
ties, between Kansas City, Mo., and Chicago, Ill. Order of November 
14, 1941, as subsequently modified to become effective May 15, in so 
far = = denied applicant right to continue above-described operations, 
vacated. 


No. 28770, intrastate rates on grain and grain products in Texas; 
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and No. 28787, Texas Industrial Traffic League vs. Abilene & Southern 
et al. Following portions of brief filed on behalf of Kansas-Missouri 
River Mills and Board of Trade of Kansas City, Mo., stricken from 
record: All of page 6 except first paragraph; all of pages 7, 8, 9, 10 
and 11 and first four lines of page 12. 

MC C-246, transportation activities of Brady Transfer & Storage 
Co. Request of respondent for oral argument denied. 

W-359, Cornell Steamboat Co., contract carrier application. Effec- 
tive date of certificate and order of June 15 further postponed to 
January 24, 1943. 

MC F-1948, Ralph M. Bowman, purchase, J. D. Jordan, Jr. Ap- 
plication requesting approval under section 210a(b) of temporary opera- 
tion by Ralph M. Bowman, dba Bowman Transportation Co., Attalla, 
Ala., of properties of J. D. Jordan, Jr., Centre, Ala., denied. 

MC F-1959, Cross Transportation, Inc., purchase, Milton L. Lahn. 
Application requesting approval under section 210a(b) of temporary 
operation by Cross Transportation, Inc., Bridgeton, N. J., of certain 
properties of Milton L. Lahn, dba Lahn Motor Transportation, Bridge- 
ton, N. J., denied. 

MC F-1972, Don B. Smith and A. F. Mathews, control, Northern 
Motor Express, Inc. Application requesting approval under section 
210a(b) of temporary operation by Don B. Smith and A. F. Mathews, 
Detroit, Mich., of properties of Northern Motor Express, Inc., Saginaw, 
Mich., denied. 

W-390, Warrior & Gulf Navigation Co., contract carrier applica- 
tion. Effective date of permit and order issued July 8, further post- 
poned to February 16, 1943. 

W-406, Ohio Barge Line, Inc., contract carrier application. Effec- 
tive date of permit and order issued July 8 further postponed to Feb- 
ruary 16, 1943. 

MC 79528 Sub. No. 1, John MacCallum, application for exemption. 
Order of May 28 vacated. Reopened for further proceedings. 

W-81, McAllister Lighterage Line, Inc., contract carrier applica- 
tion; and W-217, McAllister Bros., Inc., contract carrier application. 
Order entered July 28 further modified to become effective December 
1 instead of October 15. 

MC 67234, United Van Lines, Inc., common carrier application. Re- 
opened for further hearing. 

MC C-109, Mid-Western Motor Freight Tariff Bureau, Inc., vs. 
Dwight Weinland, dba Weinland Truck Line et al.; MC C-109 Sub. No. 
1, Same vs. Frank W. Miller et al.; and MC C-109 Sub. No. 2, Same vs. 
Dwight Weinland. Orders of February 25, 1941, and March 24, 1941, 
vacated and complaints dismissed. 

1. & S. No. 5111, scrap paper, eastern ports to Hartsville, S. C. 
Order entered August 6 further modified to become effective October 
21 instead of October 11. 

No. 28572, Rickert Rice Mills, Inc., et al. vs. Abilene & Southern 
et al. Order entered June 2 further modified to become effective 
January 11, 1943, on not less than 30 days’ notice. 


MOTOR FINANCE CASES 


MC F-1816, Joseph Pomprowitz, purchase—Marty Edward Walsh. 
Purchase by Joseph Pomprowitz, doing business as L. C. L. Transit 
Company, of Green Bay, Wis., of operating rights of Marty Edward 
Walsh, doing business as Walsh Truck Line, of Chicago, Ill., approved 
and authorized, subject to condition. 

MC F-1821, L. V. Metz, purchase—Penn Ohio New York Express 
Corp. (Vedder White, Trustee). Purchase by L. V. Metz, doing busi- 
ness as Nypano Motor Transport Company, of Erie, Pa., of operating 
rights of Penn Ohio New York Express Corp. (Vedder White, Trustee), 
also of Erie, approved and authorized, subject to condition. 

MC F-1973, Leonard J. Russell (Effie May Russell, Executrix), 
lease—E. S. Kranz. Application for authority under section 210a(b) 
of Leonard J. Russell (Effie May Russell, Executrix), doing business 
as Russell Freightways, of Casper, Wyo., for temporary operation of 
motor-carrier rights and properties of E. S. Kranz, of Denver, Colo., 
granted October 7, 1942, subject to conditions. 


PETITIONS FOR REHEARING, ETC. 


No. 13535 et al, Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask approval under finding 27 to permit publication 
of a rate of 33 cents a 100 pounds (subject to Ex Parte 148 increases) 
on building or roofing slabs, reinforced concrete, without glass inser- 
tions or corkboard insulation, carloads, minimum weight 60,000 pounds 
from Chicago, Ill., to Lake Charles, La. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask approval under finding 27 to permit publication 
of a rate of 42 cents a 100 pounds (subject to Ex Parte 148) on light 
soda ash, in bulk, in cars, or in bulk in bags or barrels (not less than 
100 pounds each) carloads, minimum weight 80,000 pounds, except when 
in covered hopper cars loaded to full visible capacity, actual weight 
but not less than 63,000 pounds will apply, from Baton Route, North 
Baton Rouge, Lake Charles, La., and Corpus Christi, Tex., to Pryor, 
Okla. 

No. 27747, Mississippi Cotton Seed Crushers Association vs. A. B. 
& C. et al. Railroads, defendants, ask further postponement of effec- 
tive date of order of June 2, as amended July 13. 

W-81, McAllister Lighterage Line, Inc., contract carrier applica- 
tion; and W-217, McAllister Bros., Inc., contract carrier application. 
McAllister Lighterage Line, Inc., and McAllister Bros., Inc., ask re- 
consideration or formal hearing and extension of effective date of 
order. 

No. 14661, Southwestern Interstate Coal Operators’ Association et 
al. vs. Arkansas Western et al. Missouri-Kansas-Texas asks modifica- 
tion of order. 

No. 28076, State Corporation Commission of Virginia et al. vs. A. 
C. & Y. et al. Crosse & Blackwell Co. asks leave to intervene and re- 
consideration of order of June 8. 

MC F-1913, Fitterling Transportation Co., Inc., purchase, Kansas 
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City-Illinois Express, Inc. Fitterling Transportation Co., Inc., asks 
authority temporarily to operate motor-carrier properties of Kansas 
City-Illinois Express, Inc. 

MC F-1979, Gateway City Transfer Co., Inc., purchase, Wynberg 
Truck Line. Gateway City Transfer Co., Inc., asks authority tem- 
porarily to operate motor-carrier properties of Hubert A. Wynberg 
and John Wynberg, dba Wynberg Truck Line. 


FINANCE APPLICATIONS 

MC F-1984. Colorado-Wyoming Express, Denver, Colo., asks au- 
thority to lease part of the properties of Rex Shepherd, dba Motor 
Express Co. of Wyoming, Salt Lake City, Utah. Applicant said the 
primary purpose of the transaction was to conserve equipment through 
the elimination of duplicating services. 

MC F-1985. Carroll J. Roush, Galen J. Roush, Galen J. Roush, 
Jr., Ruth Roush, Emma Roush, David P. Roush, Sarah Roush and 
G. John Roush, of Akron, O., stockholders in Roadway Express, Inc., 
and The Shippers Freight Forwarding Co., motor carriers, ask au- 
thority to acquire control of Motor Freight, Inc., of Akron, O., through 
ownership of its stock. 

MC F-1986. Wooleyhan Transport Co., Wilmington, Del., asks 
authority to purchase the trucking business of George A. Mullin, dba 
Mullin’s Express, Philadelphia, Pa., and temporarily to operate. 

MC F-1987. Luper Transportation Co. of Oklahoma, dba Luper 
Transportation Co., Pottawatomie, Okla., asks authority to purchase 
operating rights of Keystone Freight Lines, Tulsa, Okla., and tem- 
porarily to operate. 

MC F-1988. Pierce Freight Lines, Inc., Penn Yen, N. Y., asks 
authority to purchase general commodities operating rights from El- 
mira, N. Y., to points in New York and Pennsylvania within 65 miles 
of Elmira, of A. C. Rice Storage Corporation, Elmira, N. Y., and tem- 
porarily to operate. 

MC F-1989. Peerless, Inc., Olympia, Wash., asks authority to 
purchase 25 shares of common stock of Karst Freight Lines, Inc., so 
as to obtain money for working capital. 

MC F-1990. Dalby Motor Freight Lines, Inc., Lubbock, Tex., 
asks authority to lease for one year operating rights in Texas, to- 
gether with a warehouse and freight depot in Seagraves, Tex., of 
Doake Hearne, dba Seagraves Truck Line, Seagraves, Tex. 

MC F-1991. Newton H. Benscheidt, dba Hutchinson Cider & Vine- 
gar Works, Hutchinson, Kan., asks authority to lease for the duration 
of the war part of the motor carrier operations of the S & C Trans- 
port Co., Inc., Hutchinson, Kan., and temporarily to operate. 

MC F-1992. Amsterdam Despatch, Inc., Amsterdam, N. Y., asks 
authority to purchase operating rights of M. C. Wilkinson, dba Utica- 
New York Transportation, New York, N. Y., and temporarily to 
operate. 





Barge Lines Fear Ruin 


The Southern Water Carriers’ Conference, a protestant in 
I. and S. M-1822, Water-Motor Rates Between New Orleans, 
La., and Houston, Tex., in a reply to exceptions of respondent 
water-motor route operators, asserts that the attempted in- 
filtration of the superior water-motor route into the slower all- 
water route between New Orleans and Houston would only re- 
sult in the elimination of the present war service, or drastic 
loss in revenue to the latter through necessary rate reductions 
by the all-water route, would completely destroy a stabilized 
rate structure now in effect between the all-water and compet- 
ing all-truck and all-rail routes and establish a dangerous rate 
principle. 

This conflict would result, according to the reply of the 
water conference, from establishment by the Red River Barge 
Line, of class and commodity rates between New Orleans and 
Houston over a water-motor route via Beaumont, Tex. Under 
those rates, the Red River Barge Line would perform the 
water service between New Orleans and Beaumont and the 
Southern Motor Line would perform the Beaumont-Houston 
part of the service. That route would compete with the Coyle 
Lines and the River Terminals Corporation, barge operators. 
— water-motor rates were suspended on protest of the barge 
ines. 

As a basis for the water-motor rates, the respondents, said 
the conference, took the all inclusive rates of the protestants 
and subtracted therefrom the drayage allowance for transfer 
at New Orleans, and then published the net figure as a joint 
through water-motor rate, applicable from respondent’s docks 


at New Orleans, but inclusive of store door delivery by motor 
truck at Houston. 


Generally speaking, said the conference, the water-motor 
rates so arrived at, were the same as or less than the all-water 
rates of protestants after deduction for drayage. Because 
protestants’ experience had shown that they required a lower 
rate than applied via any faster competitive mode of trans- 
portation whether it be all-rail, water-rail, all-motor or water- 
motor, they requested the Commission to suspend the proposed 
water-motor rates, which was done. 

In conclusion the conference said the record contained no 
testimony from the shipping public that the proposed water- 
motor rates were required either by public convenience or ne- 
cessity and no shipper or receiver appeared at the hearing in 
support thereof. The conclusion was that the attempted in- 
filtration would result in the situation hereinbefore described. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Cotton Piece Goods Rates Too Low 


A proposal of The Motor Carriers Traffic Asociation of 
Greensboro, N. C., to establish new commodity rates on un- 
finished cotton piece goods, on minimum weights of 10,000 
and 20,000 pounds, to displace the present any-quantity rates, 
referred to as reduced rates, has brought a recommended 
report of condemnation from Examiner W. M. McCaslin in 
I. and S. No. M-2029, Cotton Piece Goods, North Carolina 
and South Carolina to Chicago, Ill. The examiner said he 
found, from a consideration of all the evidence, that the sus- 
pended rates had not been shown to be just and reasonable, 
and said they should be canceled. 

The proposed rates, said by the report to have been pro- 
posed for Turner’s Transfer of Greensboro, were suspended 
on protests of the Southern Motor Carriers Rate Conference 
and southern railroads. 

According to the reports, the rates were proposed for the 
alleged purpose of reducing operating costs and mileage 
operated in handling such traffic, on the theory that shippers 
would hold their small orders until they could have a minimum 
load, in conformity with odrers of the O. D. T. relative to the 
mileage operated by motor vehicles. Present shipments, the 
report said, weighed from 160 to 7,000 pounds from the mills, 
consolidated into truckloads at Greensboro, and delivered at 
Chicago by a pick-up and delivery carrier at a cost of 8 to 
15 cents a hundred pounds. 

Protestant, Southern Motor Carriers Rate Conference, the 
examiner said, contended, in opposing the rates, that they were 
too low to be compensatory, would create a burden on other 
traffic; that the rates subject to the 20,000 pound minimum, 
if permitted to become effective, would precipitate a rate war 
between rail and motor carriers, disastrous to both, and con- 
trary to the national transportation policy. The rail carriers, 
the examiner said, contended that in addition to being unrea- 
sonably low, the rates would result in a disruption of the 
prevailing rate adjustment on cottnon piece goods that had 
been in effect for a long time and create discrimination against 
points other than Chicago. 


Examiner McCaslin said the rates, subject to the 20,000 
pound minimum, would produce a revenue of only 20.7 cents 
a truck-mile, whereas the admitted cost of operation was 20.6 
cents in the first half of this year. 


Rail-Motor Competitive Rates Rule 


“The establishment of rates the same in amounts as the, 
competitive rates does not necessarily result in a parity of 
rates where, as here, there is a disregard of the other factors 
which determine the aggregate transportation charges, such 
as pick-up and delivery services and the substantial difference 
in the minimum weights,” says Examiner L. J. Kassel in a 
recommended report in I. and S. M-1784, Barbour Transporta- 
tion-Commodities in Central and Southwestern Territories, in 
support of a recommendation that the Commission condemn 
proposed common carrier motor rates on metallic cadmium, 
compressed gasses, chocolate coating, and related articles. 

Examiner Kassel said motor carriers should be permitted 
to establish reasonably compensatory rates to meet the rates 
of competitive transportation agencies but he came to the 
conclusion that those on chocolate coating and related articles 
under suspension, did not meet the test laid down by him. His 
proposed condemnation, however, was without prejudice to 
filing others in consonance with the views expressed by him. 
The proposed rates, which he said would yield revenues as low 
as 16.2 cents a loaded truck-mile, even less revenue if the 
respondent’s average amount of operated empty miles were 
added to the distances before the truck-mile revenues were 
computed, appeared to be unduly low and less than the com- 
petitive necessity, which the respondent contended was the 
basis for the proposed rates. 

Barbour proposed reduced rates on metallic cadmium, 
minimum 12,000 pounds from Bartlesville and Henryetta, Okla., 
to Chicago, Cleveland and Detroit and points taking the same 
rates; and on compressed gasses, including anhydrous ammonia, 
Minimum 15,000 pounds, from East St. Louis and St. Louis to 

nid, Okla., and points taking the same rates. As to them 


the examiner said they should be condemned as unlawful, 
because they were less than truckloads and the respondent 
was authorized to transport in truckloads only. Another pro- 
posal was to reduce the truckload rates on chocolate coating 
and related articles from Chicago, Milwaukee and St. Louis 
to Dallas, Fort Worth and Waco, and points taking the same 
rates. Examiner Kassel said they should be condemned on 
the ground they had not been shown to be just and reasonable. 

The proposed rates were suspended on protests of the 
Mid-Western Motor Freight Tariff Bureau, Inc., and the 
Southwestern Freight Bureau on behalf of its rail carrier 
members. The examiner expressed the opinion that the rates 
on chocolate coating and the related articles, minimum 20,000 
pounds, should not be less than the following: To Dallas, 
Fort Worth and Waco, 98, 98 and 104 cents from Chicago; 
101, 101 and 107 cents from Milwaukee; and 80, 80 and 87 


cents from St. Louis and points of origin and destination taking 
the same rates. 


Tobaceo Minimum Too High 


Condemnation of present and proposed motor carrier rates 
based on a minimum of 36,000 pounds on cigarettes, tobacco 
and related articles from, to and between points in North 
Carolina and Pennsylvania, in view of the policy adopted by 
the Commission in Rugs and Matting, East to Western Trunk 
Line Territory, 31 M. C. C. 195, is suggested by Examiner 
W. W. McCaslin in a report in I. and S. M-1995, Cigarettes 
and Tobacco between North Carolina Points and Philadelphia, 


embracing MC C-339, Tobacco Products, North Carolina to 
Pennsylvania. 


Specifically, the examiner found, in the title proceeding, 
reduced commodity rates on cigarettes, tobacco and related 
articles between Winston-Salem and Durham, N. C., on the 
one hand, and Philadelphia, Pa., on the other, subject to 
minimum of 36,000 pounds, not just and reasonable. He said 
the suspended schedules should be ordered canceled and the 
proceeding discontinued without prejudice to the establishment 
of truckload rates of 72 cents, minimum 20,000 pounds. In 
MC C-339, he found rates of motor carriers members of the 
Southern Motor Carriers Rate Conference and the Middle 
Atlantic States Motor Carriers Conference, Inc., on tobacco 
products and related articles from Durham, Reidsville, and 
Winston-Salem, N. C., to Philadelphia, of 72 cents, and from 
Reidsville to Pittsburgh, Pa., of 82 cents unjust and unreason- 
able to the extent that they were subject to minimum of 36,000 
pounds. He proposed that those rates, based on a minimum 
of 20,000 pounds, be found just and reasonable. 


In Rugs and Matting, East to Western Trunk Line Terri- 
tory, supra, the Commission adopted as a policy the condemna- 
tion as unreasonable of a volume minimum weight, unless it 
was shown “clearly that, as a result thereof, motor carriers 
can handle the traffic at the volume minimum weight at 
costs per 100 pounds which are less than the costs incurred 
at a reasonable truckload minimum weight.” In that case the 
motor carriers sought a 30,000-pound minimum. The Commis- 
sion found 20,000 pounds as a reasonable truckload minimum. 

As to the instant case, the examiner said respondents did 
not contend, nor did the record establish, that motor carriers 
could handle “this traffic” at a volume of 36,000 pounds more 
economically than they could handle the traffic at a reasonable 
truckload minimum weight. To the contrary, it said, it was 
apparent that single shipments of 20,000 pounds could be trans- 
ported more economically. It was respondents’ plan to load 
one truck to capacity and place the balance in another with 
less-truckload freight, according to the report. But, the re- 
port said, it was not established that less-truckload traffic was 
always, or even usually, available for transportation in that 
manner between the points under consideration. 


“The present war emergency requires the use of all trans- 
portation facilities to the fullest extent consistent with safety 
and efficient operation, and all possible elimination of empty 
or partially loaded mileage,” says the examiner. “In establish- 
ing truckload or volume rates, the effect of the minimum 
weights applicable thereto upon the operations of the motor 
vehicles transporting the traffic, in respect to empty or par- 
tially loaded mileage, must be considered.” 
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Proposed Reports 
Calcined Magnesite 


No. 28803, Canada Glue Co., Ltd., vs. Canadian National 
Railways et al. By Examiner Carl A. Schlager. Dismissal 
proposed. Rate of 99 cents charged, calcined magnesite, shipped 
October 14, 1939, from Ingomar Calif., to Brantford, Ont., Can- 
ada, not shown to have been unreasonable. 


Juices, Etc. 


I. and S. M-1943, Juices, Flavoring Compounds—Colum- 
bus, Ga., to Southwest. By Examiner Richard Yardley. Pro- 
posed less-truckload commodity rates on unfermented fruit 
juices and bottlers’ artificial or natural flavoring compounds, 
from Columbus, Ga., to destinations in Arkansas, Louisiana, 
Missouri, Oklahoma and Texas, not shown to. be just and rea- 
sonable. Schedules filed by Southern Motor Carriers’ Rate 
Conference, Mid-Western Motor Freight Bureau, and J. D. 
Hughett to become effective February 14, 1942, and later, and 
suspended until September 14, 1942, on protest of southwestern 
rail carriers, proposed to be ordered canceled and proceeding 
discontinued. 


Mining Timbers 


No. 28777, Patten-Blinn Lumber Co. vs. Tucson, Cornelia & 
Gila Bend Railroad Co. et al. By Examiner Leonard Way. 
Dismissal proposed. Rates, rough mining timbers, Los Angeles 
Harbor, Calif., to destinations in Arizona on the A. T. & S. F., 
not unreasonable or unduly prejudicial; but rate of 32 cents 
charged on mining timbers from Los Angeles Harbor to Yucca, 
Ariz., between March 20 and May 20, 1941, inapplicable and in 
violation of long-and-short-haul part of the fourth section. The 
examiner said the defendants should be authorized to waive 
outstanding undercharges. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
@f 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parttes, or 
the order has been stayed or postponed by the Commission State 
in which applicant has home office is shown in “‘black face’’ type. 
utth name of town or city following.) 


New Jersey (Elizabeth)—-MC 52574, Sub. 1, Elizabeth 
Freight Forwarding Co., Inc., extension. Permit proposed. 
Bakery goods and containers therefor, between points in N. Y., 
N. J., and Pa. 


Kansas (Mound City)—MC 13584, Sub. 1, Harold W. Car- 
bon, extension. Certificate proposed. Specified commodities, 
to and from North Kansas City, Mo., as an off-route point to 
applicant’s presently authorized regular-route operations. 

Kansas (Elmdale)—-MC 1069, Sub. 1, Paul Evans, exten- 
sion. Certificate recommended. Specified commodities, to and 
from North Kansas City, Mo., as an off-route point to ap- 
plicant’s presently authorized regular-route operations. 

Kansas (Hope)—-MC 961, Sub. 2, Claude H. Wagner, ex- 
tension. Certificate recommended. Specified commodities, to 
and from North Kansas City, Mo., as an off-route point to 
applicant’s presently authorized operations. 

iNinois (Grayville)—-MC 102181, Sub. 1, O. H. & F., Inc., 
extension. Denial of certificate proposed. Oil field equipment 
between points in Ala., Ark., Colo., Fla., Ga., Ia. Kan., La., 
N. M., Okla., Pa., Tex., W. Va., and Wis. and between points 
in. those states, on the one hand, and points in IIL, Ind., Ky., 
Miss., Mo., Neb., O., Tenn., and the lower peninsula of Mich., 
on the other. Although applicant’s services had been requested 
by many shippers, the report said when consideration was given 
to the large number of carriers already operating in the terri- 
tory, and the fact that of the testimony of several witnesses, 
only three instances of slow service, and none of failure of 
service was shown, “it must be concluded that applicant has 
failed to prove that public convenience and necessity demand 
additional facilities.” 

New Jersey (Paterson)—-MC 103728, Anthony Sorce, Sal- 
vatore Sorce, and Vincent Sorce, contract carrier. Denial for 
want of prosecution proposed. Perishable fruits and vegetables, 
groceries, and freight, New York, N. Y., to Paterson, N. J., and 
points in Pa. 

Kansas (Garnett)—MC 59371, Sub. 1, R. E. Horn, exten- 
sion. Certificate proposed. Specified commodities, to and from 
North Kansas City, Mo., in connection with applicant’s pres- 
ently authorized operations. 

Pennsylvania (Allentown)—-MC 34782, Sub. 1, Amandus 
S. German, extension. Permit recommended. Such merchan- 
dise as is dealt in by wholesale, retail and chain grocery and 
food business houses, from Allentown, Pa., to points in Hunter- 





TRAFFIC WORLD 


don, Sussex and Warren counties, N. J., with return of empty 
containers to Allentown. 

Kansas (Pleasanton)—-MC 29824, Sub. 1, Nathan A. Edds, 
extension. Certificate recommended. Specified commodities, 
to and from North Kansas City, Mo., as an off-route point to 
applicant’s presently authorized regular route operations. 

Connecticut (Stratford)—-MC 23558, Sub. 1, Angelo Ven- 
der, extension. Certificate proposed. Passengers and their 
baggage, in round-trip charter operations, from points in Conn., 
on the one hand, to points in Del., Me., Mass., N. H., N. J., 
N. Y., Pa., R. I., Vt. and D. C., on the other, and return, ex- 
cept as already authorized in MC 23558. 

Kansas (Lincolnville)—MC 21634, Sub. 1, Bob Burke and 
Ted Haefner, extension. Certificate recommended. Specified 
commodities, to and from designated points in Kan. and Mo. 

Georgia (Atlanta)—-MC 14133, Sub. 2, Consolidated Van 
& Storage Cos., Inc., extension. Recommends grant of a cer- 
tificate under section 210a (a) of the interstate commerce act, 
as amended by the second war powers act, 1942, authorizing 
temporary operation until December 31, 1944, as a common 
carrier of household goods for the U. S. Government, between 
all points in Ala., Fla., Ga., La., Miss., N. C., S. C., Tenn. and 
Va. The report found that permanent authority as sought was 
not required by public convenience and necessity but that tem- 
porary authority should be provided. 

Kansas (Fort Scott)—MC 366, Sub. 1, James H. Clark, 
extension. Certificate proposed. Specified commodities to and 
from North Kansas City, Mo., as an off-route point to appli- 
cant’s presently authorized regular route operations. 

New York (Franklin Square)—-MC 57031, Leonard Mafera, 
common carrier. Denial of certificate proposed under the 
“grandfather” clause. General commodities between points in 
N. Y. and N. J. 

New Mexico (Albuquerque)—MC 54527, Sub. 1, San Juan 
Basin Lines, Inc., common carrier. Certificate proposed. Pas- 
s€ngers, baggage, express, and mail between Albuquerque and 
the New Mexico-Colorado state line. 

Washington (Mount Vernon)—MC 44345, Sub. 1, E. R. 
Holeman, extension. Certificate proposed. General commodi- 
ties, with exceptions, from and to La Conner, Wash., in off- 


route service in connection with applicant’s present operations 


over authorized regular routes. 

Massachusetts (Lyonsville)—-MC 41626, Sub. 2, Earle H. 
Elwell, extension. Certificate recommended. Fresh fruits, in 
containers, points in Mass. and Vt., to Hudson and German- 
town, N. Y., and empty containers in the reverse direction; 
lumber, between points in Mass., Conn., R. I., Vt., N. J., and 
N. Y.; and logs, points in Mass., to Brattleboro, Vt. 

Illinois (Chicago)—-MC 20697, Sub. 2, Willett Co., exten- 
sion of operations. Permit recommended. Such commodities 
as are dealt in by chain mail-order stores, for a certain class 
of shipper, from Louisville, Ky., to points in Ind., within 30 
miles thereof. 

New York (Hudson)—MC 17025, Sub. 1, Earl Joseph Col- 
well, extension. Certificate proposed. General commodities, 
between specified points in N. Y., with restrictions. 

Washington (Olympia)—MC 9179, Sub. 1, C. R. McRostie, 
extension. Certificate proposed. Baggage of passengers, be- 
tween Olympia and East Olympia, Wash. 

New York (New York)—MC 2199, Kohler Coach Co., Inc., 
common carrier. On further hearing, denial of certificate pro- 
posed under the “grandfather” clause. Passengers and their 
baggage, in charter operations, between all points in the U. S. 

Ohio (Bridgeport)—-MC 96460, John Conway, contract car- 
rier. Denial proposed. New automobiles, in driveaway, tow-bar 
a South Bend, Ind., to Bridgeport, O., and Wheeling, 

. Va. 


Wisconsin (Ashland)—-MC 44865, H. J. Fromholz and R. L. 
Fromholz, common carrier. Certificate proposed. Continuance 
of operation, household goods, between points in Wis., Minn., 
and the upper peninsula of Mich. Dual operations proposed 
to be authorized. 

Massachusetts (Northampton)—-MC 95050, Sub. 7, Stan- 
ley W. Wasko, Edward Wasko, and Frank W. Wasko, exten- 
sion. Denial of application for a certificate proposed for want 
of prosecution. General commodities between points in Mass., 
R. L, Conn, Vt., N. H., N. Y., N. J. and Pa. 


New Jersey (Paramus)—MC 93104, Sub. 2, Cornelius Win- 
ters, extension. Dismissal of application for a certificate pro- 
posed at applicant’s request. Fertilizer, in bags, Philadelphia, 
Pa., to points in N. J. and N. Y., and from New York, N. Y., 
to specified points in N. Y. 

Ontario, Canada (Stratton)—-MC 103918, N. Sanford 
Cameron, Sr., common carrier. Certificate recommended. 
Pulpwood, from the international boundary between the U. S. 
and Canada, through the port of entry at International Falls, 
Minn., to International Falls. 

Wyoming (Kirby)—-MC 79528, Sub. 1, Ex John MacCal- 
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lum, application for exemption. Certificate of exemption from 
compliance with the provisions of part II of the act proposed 
on finding applicant’s operation, as a common carrier solely 
within Arizona, of general commodities, with exceptions, be- 
tween Kirby and Gebo, Wyo., to be of such nature, character, 
and quantity, that exemption thereof from regulation would 
not substantially affect or impair uniform regulation by the 
Commission of transportation by motor carriers engaged in 
interstate or foreign commerce in effectuating the national 
transportation policy. 

Tennessee (Nashville)—-MC 78632, Sub. 26, Hoover Motor 
Express Co., Inc., extension. Denial of certificate proposed. 
General commodities, with exceptions, between Chattanooga, 
Tenn., and Birmingham, Ala. 

New Jersey (Long Branch)—-MC 73935, Nathan Hoffman, 
common carrier. Certificate proposed. Continuance of op- 
eration, specified commodities, between Long Branch, N. J., 
and New York, N. Y. : 

Missouri (Springfield)—-MC 66808, Sub. 2, Powell Bros. 
Truck Lines, Inc., common carrier. Certificate proposed. Con- 
tinuance of operations, general commodities, with exceptions, 
between Conway and Fort Smith, Ark., and between Russell- 
ville and Fort Smith, Ark. 

Illinois (Alton)—-MC 59734, Charles H. Ohley and J. S. 
Nickell, common carrier. Certificate proposed on further hear- 
ing as to continuance of operation, general commodities, with 
exceptions, between Grafton, Ill., and a radius of 7 miles 
thereof, on the. one hand, and Alton, Ill., on the other, and 
between St. Louis, Mo., and Alton, Ill., via the Lewis and Clark 
bridges, over specified routes, with service to the off-route 
point of Godfrey, Ill. Prior report was made in 29 M. C. C. 
705. 

Washington (Seattle)—-MC 55415, Sub. 3, Lloyd E. Eckert, 
extension. Denial of certificate proposed. General commodi- 
ties, with exceptions, serving Seattle and Spokane, Wash., over 
irregular routes, and Wenatchee, Seattle, Davenport, and Soap 
Lake, Wash., over regular routes, in connection with presently 
authorized operations. 

Massachusetts (Gardner)—-MC 46586, Sub. 7, William 
Charles Gerrard, extension. Certificate recommended. House- 
hold goods and used office furniture, between points in Mass., 
within 25 miles of Gardner, on the one hand, and points in 
Conn., Me., N. H., N. Y., R. I. and Vt., on the other. 

Minnesota (St. Paul)—-MC 41732, Sub. 1, Dayton Lapham, 
extension. Certificate proposed to be granted Harry Jaffa, 
dba Jaffa Transportation and Jaffa Transit, of Minneapolis, 
Minn., substituted in lieu of applicant, as to general commodi- 
ties, with exceptions, between specified points in Minn. 


Tennessee (Paris)—-MC 82688, Sub. 3, Chester F. Kemp, 
common carrier. Certificate proposed. Household goods, be- 
tween Paris, Tenn., and points within 40 miles thereof, on the 
one hand, and all points in Ala., Ga., S. C., N. C., Va., Ky., 
Mo., Ark. and Miss., on the other. 


New York (Binghamton)—MC 25306, Sub. 1, Robert Lewis. 
extension. Certificate proposed. General commodities, with 
exceptions, between Binghamton, Johnson City, and Endicott, 


N. Y., on the one hand, and specified points in Pa., on the 
other. 


South Carolina (Darlington)—-MC 11842, Chaffee Jones, 
Jr., and Willie Jones, common carrier. Certificate proposed. 
Continuance of operations, specified commodities from and to 
specified points in Va., N. C., S. C., Ga. and Md. 

Ohio (Massillon)—-MC 65200, L. C: Reynolds, common car- 
rier, embracing Sub. 1, Same, extension. Certificate proposed 
as to continuance of operation in MC 65200,: tanks (other than 
military) and heavy machinery, in truckloads only, between 
Massillon and certain territories in W. Va., Pa., Chicago, III, 
and Vassar, Mich., and extension of operation in MC 65200 
Sub. 1, as to the aforementioned commodities to include added 
parts of Pa. and Mich., and the transportation of fabricated 
steel, and rivets. 

Kansas (Dodge City)—-MC 29803, Sub. 3, Ira Crouse, ex- 
tension. Certificate proposed on further proceedings. Com- 
modities as specified in the certificate issued in MC 29803, 
to and from North Kansas City, Mo., to the extent that appli- 
cant is presently authorized to serve Kansas City, Mo. 


North Carolina (Burlington)—-MC 14181, Sub. 7, Associated 
Transport, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, over U. S. highway 70A between its 
points of intersection with U. S. highway 70 near Hillsboro 
and University, N. C., serving no intermediate points. 

New York (New York)—MC 75570, Joseph Sattenstein, 
common carrier. Certificate recommended. Household goods 
between New York, N. Y., points in Long Island, N. Y., and 
Points in Bergen, Essex, Hudson and Union counties, N. J., on 
the one hand, and points in Ala., Conn., Del., Fla., Ga., IIL, 
Ind., Ky., Me., Md., Mass., Mich., Mo., N. H., N. J., N. Y., 
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N. C.,. 0; Pa, 2: 2S: Cc. Tenn; Vt. Va. W.. Va.,. Wis and 
D. C., on the other. 

Minnesota (Minneapolis)—-MC 73596, Ballard Storage & 

Transfer Co., common carrier, embracing Sub. 1, Same, exten- 
sion. Certificate proposed as to continuance of operation, 
household goods, in radial service, between points in Minn., on 
the one hand, and points in Colo., Conn., Ill., Ind., Ia., Ky., 
Mich., Mo., Mont., Neb., N. J., N. M., N. Y,. N. D., O., Va., 
Wis., and D. C., on the other, and in non-radial service between 
Ill., on the one hand, and Wis., Tenn., Ill., Ind., Ia., and Pa., on 
the other, between Mo., Ia., and Wis., on the one hand, and 
Ia., O., Mich., on the other, and between N. J. and Pa., and 
between Md. and Ia.; and operation in radial service between 
Minn. and Mass., and in non-radial service between Ill. and 
Mich., of household goods. 
Kansas (Marion)—MC 71557, Sub. 3, Abe L. Reh, exten- 
sion. Certificate proposed. Malt beverages from Kansas City, 
Mo., to Marion and Hillsboro, Kan., with return of empty malt 
beverage containers. 

New Jersey (Mountainside)—-MC 2880, Sub. 1, Somerset 
Bus Co., Inc., extension. Certificate proposed. Passengers and 
their baggage, between Somerville, N. J., and New York, N. Y. 

Ohio (Hamilton)—-MC 51255, Haeckl’s Express, Inc., com- 
mon carrier, embracing MC 51255, Sub. 2, Same, and MC 75531, 
Lenox Trucking, Inc., contract carrier. On further hearing, 
the two applicant corporations proposed to be found to be 
under common control, ownership and management, and that 
under section 210 of the act the holding of both a certificate 
and a permit is consistent with the public interest and the 
policy declared in section 202(a) of the act, except for trans- 
portation of the same commodities between the same points 
and over the same routes. It is proposed that the permit au- 
thorized in MC 75531, prior report, 31 M. C. C. be modified by 
deleting therefrom authority to transport certain commodities, 
which commodities are not being transported under said au- 
thority, and that the certificate authorized in MC 51255, prior 
report 11 M. C. C. 73, be modified by deleting therefrom au- 
thority to transport certain specified commodities between points 
in Ohio, on the one hand, and points in Ind., on the other. 

New Hampshire (Hanover)—MC 72139, Arthur C. Bar- 
wood, contract carrier. On further hearing, certificate pro- 
posed on finding applicant’s operations to be those of a common 
rather than a contract carrier. Motion picture films and acces- 
sories, including advertising matter, between Lewiston, Me., 
and Rumford, Me., over specified routes, serving all interme- 
diate points and the off-route points of Madison and Livermore 
Falls, Me. 


Live Stock to and from the South 


Declaring that it was physically impossible to establish the 
rates prescribed by the Commission on the date required and, 
moreover, that the decision was a “great disappointment” and 
not acceptable to them, official and southern territory rail car- 
riers have asked the Commission to postpone from December 1, 
1942, to February 1, 1943, the effective date of its order in I. and 
S. No. 4779, Livestock to and from the South, and related cases, 
and to extend to December 1, 1942, the time in which they may 
file a petition for reconsideration and/or further hearing. The 
case involves rates on livestock within all of southern territory, 
from all of southern to all of official territory and from western 
— to southern territory (see Traffic World, August 29, 
p. 469). 

In its report the Commission found assailed rates unreason- 
able to the extent they exceeded or might exceed for joint-line 
and single-line application one-factor distance rates as _ pre- 
scribed by it. The petitioners said the measure of rates was to 
be determined “by the shortest route over which carload traffic 
can be moved without transfer of lading,” and the rates were 
required to be established between all points in southern terri- 
tory and from all points in southern territory to all destinations 
in official territory “on a strict mileage basis.” 

The petitioners asked for extension of the effective date of 
the Commission’s order so as to enable them to compute the 
short-Jine distances, figure out the prescribed rates and put them 
in tariff form. The petitioners said there was no publication 
that contained the short-line distance between points in southern 
territory and points in official territory and that they did not 
have “these through distances.” They said it “is no exaggeration 
to say that the establishment of the rates prescribed in this case 
will require hundreds of thousands of distance computations.” 
They said that at the present time they were shorthanded and 
many cf their employes were inexperienced. That was due to 
the fact, they added, that a great number of experienced em- 
ployes were now in the armed forces. Moreover, they said the 
traffic departments of the carriers were busier than in normal 
times. They declared that it was impossible to say just how 
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long it would take to do the work, but that it could not be com- 
pleted before February 1, -1943. ; 

As to their request for an extension of time within which 
to file a petition for reconsideration and/or further hearing, the 
petitioners pointed out that the record in the case consisted of 
4,007 pages of testimony and 391 exhibits, that the decision itself 
covered 60 mimeographed pages, not including the appendices, 
and said such a petition “necessitates an unusual amount of 
work.” This, they said, was particularly true “since the Com- 
mission’s failure to indicate clearly the grounds upon which its 
findings rest necessitates a more careful check and analysis of 
the sixiy-page report and the large record than would otherwise 
be the case. : 

“The drastic nature of the reductions required in rates 
shown to be unconscionably low justifies the hope that said re- 
ductions were made under the erroneous impression that the 
increases granted in stocker and short-haul rates would, in a 
measure, compensate the carriers for the reductions,” say the 
petitioners. “In any event, we conceive it to be the duty of 
counsel to ascertain, if possible, why the reductions were made 
and to show the Commission what the effect thereof will be upon 
the carriers’ revenues. For the reasons hereinbefore stated, this 
will be a tedious task.” 

The petitioners said they desired to make a traffic study for 
the year 1941 and to be able to state the result thereof in their 
petition, so that the Commission might see what their loss in 
revenue would be as the “result of this decision.” They said 
they feli that a traffic study, to be accurate and not subject to 
the charge that the period selected was not representative, 
should cover a year’s movement. They said they were con- 
vinced that it would require at least 60 days to make such study. 
At the present time, the petitioners pointed out they were “also 
engaged in preparing extensive data for the Board of Investiga- 
tion and Research.” 


Handling Freight at Ports 


The Houston Port and Traffic Bureau, a protestant in 
I. and S. No. 5038, Handling Freight Between Ships and Cars 
at Ports, in a petition prepared by H. B. Cummins, has asked 
the Commission to delete from the decision of division 2 in 
that case (see Traffic World, September 19, p. 639) that part 
which, in reference to the cost of transferring parts of cargo 
too heavy to be handled by means of the ship’s tackle, says 
“the expense (of such handling) is divided equally between 
the railroad and the boat line” and “as such a practice does 
not involve the direct transfer of freight, it would not be 
affected by the proposed provision, and the present arrange- 
ments as to such articles would not be disturbed.” 

The petition said the effect of the sentence was that the 
tariff rule sanctioned by division 2 was construed as having 
no application to shipments that were handled by a floating 
derrick between open-top car and ship, “although the handling 
is performed by the ship’s stevedore or the ship’s contract 
labor, but when similar shipments are also handled by the 
ship’s stevedore or the ship’s contract labor with a shore- 
baser piece of machinery such as a hoist, the conclusion of 
division 2 is that said rule is applicable.” 

The tariff rule which the petition said was sanctioned by 
division 2, provided that “under the application of shipside 
rates, the rail lines will make no allowance or payment for 
transferring freight directly between ships and open-top cars 
by ship’s tackle, ship’s stevedore or ship’s contract labor, alone 
or in conjunction with mechanical or other facilities.” 

Emphasis, in the quotation, was placed on “directly” and 
on that part of it beginning with “alone”. According to the 
petition, neither the respondents, the protestants, nor Exam- 
iner Weems, who heard the case, construed the proposed rule 
as division 2 construed it in so far as shipments handled over 
floating derricks were concerned. Various protestants, the 
petition said, protested the proposed rule for several reasons 
“and the chief among their reasons was their belief that it 
would apply to heavy-lift articles that were handled by floating 
derricks. The petitioners said they believed the final decision 
would turn on a correct answer to this question; “is the han- 
dling of freight all the way between open-top car and ship by 
stevedore labor a stevedoring operation; and, do the railroads 
have any responsibility for such operations ?” 

In conclusion the petitioners said that any tariff rule or 
any unpublished practice that permitted any railroad to absorb 
a part of an unknown stevedoring cost at one port or port 
facility and not at another was bound to create unlawful dis- 
criminations among ports and port facilities because of its 
inescapable effect on steamship and stevedoring services. They 
submitted that the final result would be contrary to the sec- 
tions 1, 3, and 15a of the interstate commerce act. They 
submitted that the direct handling of freight between open- 
tops cars and ship by stevedore labor was no less direct 
when a floating derrick was employed than when a shore-based 
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hoist was used. And, they submitted, whether their concept 
of the meaning of the words “direct” or “directly” was sound, 
they still urged that a difference should not be made in the 
application of the rule urged by the respondents when a floating 
derrick rather than a shore-based hoist was used by the 
stevedore. 


Overcharge Limitations Suspended 


Acting on protests by the National Industrial Traffic 
League, the Chicago Association of Commerce, the Detroit 
Board of Commerce, the Indiana State Chamber of Commerce 
and Automotive Council for War Production, the Commission, 
in I. and S. No. 2110, Overcharges-Limitations thereon in Cen- 
tral States, has suspended item in various tariffs, published by 
the Central States Motor Freight Bureau, Inc., dated to be 
effective on various dates in Oetober, which set up a two year 
period of limitation for the recovery of overcharges. 

The National Industrial Traffic League, in support of its 
request for suspension, points out that there is no provision in 
the mctor carrier part of the interstate commerce act for a 
period of limitation for the recovery of overcharges, or barring 
recovery of undercharges, such as the periods governing pay- 
ments by and recoveries from rail carriers. It says it may be 
in the interest of proper regulation of motor carriers, or desir- 
able from the standpoint of shippers and carriers to have a 
uniform period within which overcharges shall be collected; and 
if such claims are governed by conflicting limitations in the 
statutes of various states, discriminations or inconsistencies 
may result. Nevertheless, says the League, under section 217(b) 
of the motor carrier act, it is the duty of motor carriers to 
collect, receive and retain no more and no less than their pub- 
lished rates, and this duty does not expire in any specified time 
after the movement has occurred. Accordingly, the League 
submitted that to attempt, by tariff rule, to provide a limitation 
for payment or recovery of overcharges is in violation of that 
section. Furthermore, argues the League, if carriers under the 
proposed rule refuse to recognize and refund overcharges and 
at the same time adhere to the practice of collecting under- 
charges accrued under corresponding periods, unjust discrimi- 
nations will result, in violation of section 216(d). 

The proposed rule, the League declares, opens the door for 
undue discriminations and unjust preference in violation of 
section 216(d) in that while it provides that actions for re- 
covery of undercharges shall be begun within the stated periods, 
it does not purport to provide that the carriers subjects thereto 
“will not voluntarily pay such claims or refund such over- 
charges in particular cases, regardless of elapsed time. There- 
fore said the League, the rule was unjust and unreasonable 
and was intended to provide a new practice which would be 
unjust and unreasonable. 

The Chicago Association of Commerce pointed out that the 
proposed rule would limit the time in which shippers could file 
claims for overcharges, but that the state statutes generally 
provided a much longer period and governed the claims by 
carriers for the recovery of undercharges. 


N. Y. C. COAL CODE EXEMPTION 


Trial Examiner D. C. McCurtain, of the Bituminous Coal 
Division of the Interior Department, has recommended to the 
division director, Dan H. Wheeler, that exemption from the coal 
code be granted the New York Central Railroad Co. on coal 
that, according to the examiner’s findings, is produced and con- 
sumed by the railroad. He recommended the exemption with 
respect to seven mines in Pennsylvania previously operated by 
the Clearfield Bituminous Corporation, now a wholly owned 
subsidiary of the railroad. 

The examiner found that the New York Central had leased 
from its subsidiary, on a royalty basis, the mines for which 
exemption was sought, had purchased outright the Clearfield 
corporation’s mining equipment, had taken over the mining 
personnel and establishing a coal mining department through 
which it operated the mines and paid the mine employes. On 
the basis of those findings, the examiner concluded that the 
New York Central was a producer entitled to exemption from 
section 4 of the bituminous coal act. That section provides for 
minimum prices, prescribes certain reports to be made to the 
division, and sets fair competition standards for coal producers. 


N. Y. COMMUTATION FARES 


The Commission, in No. 28816, Commutation Fares in New 
York State, has overruled motions made by Leon Henderson, 
Price Administrator, for discontinuance of this proceeding. 
The latter made the motion on the ground that an increase in 
fares would tend to increase the cost of living. 

However, Henderson was not the only mover in that case. 
Motions for vacation of the order instituting the investigation 
were made by the Public Service Commission of New York, 
the Transit Commission of New York and others. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests ef National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. Nevada.) Where railroad entered into 
contract with live stock service company, which was owned 
by meat packing companies which were also transporters of 
live stock over railroad, under which service company received 
more than actual cost of feed supplied at rest station for live 
stock in transit over railroad, contract was in violation of fed- 
eral statutes and general principles of law governing interstate 
commerce because it permitted meat packing company as a 
shipper of live stock to obtain service at rest station at actual 
cost and to make a profit on performance of similar services 
for other shippers. 45 U. S. C. A. Secs 71, 72; 49 U. S. C. A. 
Secs. 1 (5), 2; 3 (2), 6.00. 

Where railroad entered into contract with live stock serv- 
ice company, which was owned by meat packing companies, 
under which railroad was to pay to service company more than 
the actual cost of feed furnished by company at rest station 
for live stock transported over railroad, railroad was not en- 
titled to recover from shipper an amount in excess of actual 
net cost to service company for services rendered by it on 
account of shipper’s live stock shipments, or in excess of actual 
net cost to one of meat packing companies for similar service 
during the same period, in absence of evidence establishing 
such amounts. 45 U.S. C. A. Secs. 71, 72; 49 U. S. C. A. Secs. 
1 (5), 2, 3 (1), 6 (7). 

The court could not consider counter claim seeking decree 
invalidating a contract between the plaintiff and a company 
which was not a party to the action. (Sou. Pac. Co. vs. H. 
Moffat Co., 45 Fed. Sup. 924.) 


VIOLATION OF SERVICE ORDER 71 


The Commission has been advised that on October 5 in 
the U. S. Court for the northern district of Illinois, at Chicago, 
a judgment in the sum of $2,700 was entered against Charles 
M. Thomson as trustee of the Chicago and Northwestern Rail- 
way Co., in a civil suit brought by the United States for a 
penalty arising out of the failure of the carrier to comply 
with the Commission’s service order No. 71. 

The suit charged eighteen violations of that order by rea- 
son of action of the carrier in furnishing single-deck live stock 
cars in lieu of double-deck live stock cars that had been or- 
dered by Armour and Company for shipments of hogs from 
Green Bay, Wis., to Chicago, IIl. 


Motor Act Prosecutions 


: Digests of statements issued by the Secretary of the Commis. 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules wnd regulations thereunder, appear below.) 


Eastern Kentucky district. Huey Motor Express, Inc., 
of Florence, Ky., was fined $1,500 after having entered a plea 
of guilty to an information charging it with operating as a 
motor common carrier of property without a certificate from 
the Commission authorizing such operation, with permitting 
its drivers to remain on duty for weekly periods of time in 
excess of those permitted by the motor carrier safety regula- 
tions prescribed by the Commission, and with failing to have 
in its files doctors’ certificates of the physical fitness of its 
new drivers. The court required payment of $500 of the fine 
and suspended execution of the sentence as to the remaining 
$1,000 and placed the defendant on probation for two years. 

Western Pennsylvania district, at Erie. Benjamin F. Fields, 
of Erie, Pa., was fined $500 and costs September 28 on a plea 
of guilty to an information of 20 counts charging him with 
operating as a common carrier of property, for compensation, 
without a certificate and with failing to issue freight or expense 
bills. The fine was imposed on the first 5 counts of the informa- 
tion and was required to be paid. The court suspended imposi- 
tion of sentence on the remaining counts and placed the de- 
fendant on probation for 2 years. 





_ The federal court at Chicago has fined Frank C. Starr, 
Chicago, a representative of the Red Ball Transit Company, a 
motor common carrier, $15, on finding him guilty of violating 
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the act by giving a refund of $15 to David M. Fine, Chicago, 
in connection with a shipment of household goods to Mr. Fine 
in January, 1941. The defendant pleaded not guilty to a crimi- 
nal information of one count charging him with the violation, 
but the court judged him guilty after hearing testimony by 
H. J. Lucier, special representative to Secretary Bartel of the 
Commission’s bureau of motor carriers, who said the defendant 
collected charges on the shipment and refunded $15 of the 
collected charges to the consignee. 


CLASS RATE INVESTIGATION 


There was no suddenness in the closing, October 1, of the 
hearing at Indianapolis, Ind., begun on September 22, in No. 
28300, Class Rate Investigation, 1939, and No. 28310, Con- 
solidated Freight Classification (see Traffic World, September 
26, p. 717), as indicated in some quarters, according to Chair- 
man Aitchison. The hearing, members of his staff pointed 
out, was held in accordance with a schedule announced Sep- 
tember 24. The hearing was planned not to interfere with 
the chairman’s duty of attending the regular monthly con- 
ference of the entire Commission in the first part of October 
and sitting on the bench to listen to arguments that might 
be scheduled on cases requiring disposition by the entire Com- 
mission. 

The Commission has announced the resumption of hearings 
in those cases at Columbus, O., Hotel Deshler, on November 
16, at 10 a. m. eastern war time, before division 2, the co- 
operating state commissioners, and Examiners Paul O. Carter 
and W. J. Koebel of the Commission’s staff. 


FAILURE TO INCREASE TEXAS RATES 

Failure of the Texas Railroad Commission to permit in- 
creases in Texas railroad rates, fares and charges the same as 
those authorized by the federal commission in interstate rates 
results in unjust discrimination against interstate commerce, 
and prefers shippers and manufacturers in Texas to the preju- 
dice of shippers and manufacturers located at New Orleans 
who desire to ship into Texas. So declares the New Orleans 
Joint Traffic Bureau in a brief in No. 28846, Increase in Texas 
Rates, fares and charges, the proceeding instituted by the Com- 
mission respecting Texas’ failure or refusal to permit increases 
equal to those in Ex Parte 148. 

Refusal of the Texas body to permit increases in Texas, 
the New Orleans organization said, widened the spread be- 
tween the rates heretofore paid by competitors in the two 
states, in favor of Texas shippers on shipments made from New 
Orleans to Texas as compared with rates paid by shippers in 
Texas in making shipments between points in Texas. The New 
Orleans body illustrated its point by citing precise rates on 
various commodities such as sugar, syrup, roofing, wooden 
boxes, fertilizers, bags, cotton bale covering, iron and steel 
articles, furniture, and beer. 


MOTOR CARRIER BUREAU WORK 


The following changes affecting supervision of the field 
work of the Bureau of Motor Carriers have become effective, 
says a Commission announcement. 

District Director Richard T. Eddy, who was in charge of 
District No. 16 at San Francisco, Calif., has been transferred to 
the position of senior examiner. Mr. Eddy had formerly been 
an examiner with the Commission. 

District Director Pete H. Dawson, who was in charge of 
District No. 10 at Kansas City, Mo., has been transferred and 
placed in charge of District No. 16. 

District Supervisor William L. Snodgrass has been trans- 
ferred from district No. 3 with headquarters at Harrisburg, 
Pa., and has been placed in charge as district director of dis- 
trict No. 10. Mr. Snodgrass was general superintendent of 
traffic for the Indiana Railroad at Indianapolis for five and 
a half years; superintendent of traffic for the Indiana Service 
Corporation at Fort Wayne, Ind., for five years; freight agent 
for the Chicago, Indianapolis and Louisville Railroad at 
Lafayette, Ind., for eight years; and was in charge of shipping 
and billing for the A. B. Kushbaum Co., in Philadelphia, Pa., 
for two years preceding his entrance into the service of the 
Bureau of Motor Carriers. 


NICKEL PLATE DIVISIONS 


Attorneys for the New York, Chicago & St. Louis, replying 
to the complainant’s motion, in No. 28877, Thomas L. Little 
vs. N. Y. C. & St. L. et al., a stockholder’s complaint about 
divisions accepted by the Nickel Plate, for a clarification of the 
defendants’ answer, express the opinion that complainant’s mo- 
tion is not made in good faith. In addition they assert it is a 
renewal of the complainant’s past effort, mentioned in the 
Nickel Plate’s answer, to obtain information in regard to the 
traffic and business of the Nickel Plate’s patrons; and that it is 








848 


a further manifestation of complainant’s intention and purpose 
to harass the defendant and waste the time of its personnel. 
Wherefore, the railroad submitted that the motion was without 
substance or merit, should be denied and that the complaint be 
dismissed. 

. While labeled as a motion that the Nickel Plate’s answer 
be made definite and certain, the paper offered by the complain- 
ant, the railroad declares, is in reality a very different thing. 
That was true, said the reply, because the motion specified no 
particulars in which the Nickel Plate answer was indefinite 
or uncertain. In other words, there was, said the carrier, noth- 
ing in the answer which was lacking in clarity. In the circum- 
stances, the reply said, no reply would ordinarily be necessary. 
The reply was submitted, the lawyers said, to demonstrate that 
the motion, as well as the complaint and all that lay behind it, 
could be traced directly to the complainant’s own misappre- 
hension and confusion. The reply said the motion was appar- 
ently intended as a means by which the complainant hoped to 
obtain information in regard to the business and traffic of 
Nickel Plate shippers. The railroad said that it had been unable 
to find reference to a single case in which the Commission re- 
quired a railroad to prepare and submit a traffic study as an 
incident to or part of an answer to a complaint. 

The Commission well knew, said the reply, that studies of 
traffic in important complaint cases represented expensive and 
time-consuming undertakings, and, as the rules of practice al- 
lowed only 20 days for an answer, those rules were wholly 
inconsistent with the demand that traffic studies be required 
as a necessary part of an answer. 


Why Hoch-Smith Resolution Failed 


Failure of the Hoch-Smith resolution rule for rate-making 
to accomplish much for agriculture, which was its primary ob- 
ject, is attributed by E. O. Malott, of the Bureau of Agricul- 
tural Economics, U. S. Department of Agriculture, to the con- 
flict between it and the rule of rate-making in section 15a of 
the interstate commerce act. He expressed his view on the 
subject in a publication by the department designated as Ag- 
ricultural History Series No. 4, the title of this particular pub- 
lication being “The Hoch-Smith Resolution, a study of a con- 
gressional mandate on transportation.” 

This research, the preface to it declared, “aimed to study 
the effectiveness of a legislative direction on rate-making to 
a regulatory commission.” In a strict sense the preface added, 
the Hoch-Smith resolution might not be termed a legislative 
mandate, but most of those affected by it looked upon its di- 
rections aS a mandate, although regarded by some as merely 
a political gesture, purporting to give relief to depressed 
agriculture. 

The conflicting mandates about rate-making were the 
direction in section 15a providing for a return of 5.75 or 6 per 
cent on the railroad property and the making of rates for the 
benefit of the products of agriculture in view of the depressed 
condition of that industry. The Hoch-Smith resolution, the 
thesis pointed out, was to aid agriculture while section 15a 
commanded rates aimed to give a specified return on the prop- 
od devoted by the railroad owners, to the service of the 
public. 

According to the Malott production a congressional man- 
date on rate making can be too rigid for practical application 
by the Commission. The resolution, it points out, was construed 
as making no change in the powers of the Commission so it 
continued to make rates :n accordance with its discretion. Un- 
der the caption “lessons for the future derived from the Hoch- 
Smith resolution,” the Mallot production, in part, says: 


Putting aside any attempt to fathom the reasons why Congress 
sanctioned the conflicting mandates, and looking at the effect upon 
the Interstate Commerce Commission, it is evident that the resolution 
resulted in some confusion. The confusion extended not only to the 
“true policy in rate making’’ but also to the rate-structure investiga- 
tion. Before undertaking the investigation the Commission sought the 
advice of ‘‘the public generally, including shippers, carriers, and pub- 
lic authorities,’’ on the interpretation of the resolution and on the 
procedure to be followed under it. In many of the cases which later 
came before the Commission, evidence under the ‘‘rule for rate mak- 
ing’’ was submitted by the carriers, whereas evidence under the “true 
policy in rate making’’ was submitted by the shippers and public au- 
thorities. Actually, the Commission would have been in a better posi- 
tion to use its discretion in making a judgment decision with due 
regard for the public interest if neither mandate had been given by 
Congress. 


Economic Conditions More Effective Than Mandates 


More compelling than Congressional mandates in ultimate effect 
upon rates are economic conditions which affect business, industry, 
and agriculture. Under the ‘‘true policy in rate making’’ of the Hoch- 
Smith resolution, these conditions were to be considered when adjust- 
ing rates. Regardless of whether or not they were considered by the 
Commission and whether they had any effect on the decision, these 
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economic conditions eventually made themselves felt directly or tn- 
directly in the rates. 

Section 15A Set Impossible Condition. The mandate of the ‘rule 
for rate making’”’ given in Section 15a failed because it set an impos- 
sible condition. Rates high enough to provide the 5% to 6 per cent 
return on the value of transportation property were so high as to 
discourage traffic. The use of the reproduction-cost method of deter- 
mining the value of transportation property contributed to the difficulty 
by making the rate base, to which the 5% or 6 per cent was applied, 
generally greater than the rate base would have been had original 
cost or prudent investment been used in its determination. A discus- 
sion of this point is beyond the present study, but the effect of the 
practice is indicated because of the relation of the effect to the Hoch- 
Smith resolution. It is sufficient to point out that the ‘‘rule for rate 
making’’ mandate of Section 15a resulted in rates high enough to dis- 
courage traffic on the railroads and to encourage experimentation with 
other forms of transportation such as pipe lines, motor carriers, and 
water carriers. In this diversion of traffic, the mandate defeated the 
purpose for which it was given—the protection of carrier return. Al- 
though the percentage-return mandate was withdrawn by Congress 
when rewriting Section 15a in 1933, the subsequent placing of motor 
earriers (1935) and water carriers (1940) under the same regulatory 
body with the rail carriers permitted regulatory control of competition. 

Competitive Transportation Aided Some Agricultural Commodities. 
Although the rate-structure investigation may have temporarily cleared 
up some dislocations, the rates prescribed under the mandate of the 
“true policy in rate making’’ were a disappointment, particularly to 
the agricultural groups. The influence of the prior mandate of the 
“rule for rate making’’ was seemingly to restrict, if not to block, the 
full observance of the Hoch-Smith resolution. As a result of the 
competition of motor trucks and barges, some agricultural commodities 
had rates lower than those provided by the Commission under the 
resolution. Economic pressure to overcome the obstacles of high trans- 
portation charges in the movement from farm to market, which stood 
between the producer and a market, had led to experimentation. Cot- 
ton in particular benefited by the transportation competition and re- 
ceived low railroad rates. But agricultural commodities, such as grain, 
which were confined to rail transportation in the movement from farm 
to market, were substantially restricted to the existing rate level. 

In view of the foregoing discussion, it might properly be urged 
that agricultural interests devote their time and energy to improving 
the effectiveness of present means of transportation and to experiment- 
ing with and developing other means, rather than attempting directly 
or through legislative mandate to obtain rate concessions from the 
transportation system. As long as such legislative mandates as the 
‘‘rule for rate making’’ of the original Section 15a serve to hold up the 
transportation rate level, the agricultural interests, and even indus- 
trial and commercial interests who find this maintained rate level 
exceeding the value of the service, will have to seek improved and 
more efficient means of transportation. Out of the seriousness of the 
transportation rate-level problem, may evolve a new system of trans- 
portation unburdened by a heritage of rail-level maintenance. This 
new system will coordinate railroads, motor carriers, and water car- 
riers, so that traffic may benefit from the advantages of each. 


Rate-Structure Dislocation Continuous 


In regard to the rate-structure investigation itself, it can be said 
that it is never really in balance. The rate structure is always under- 
going renovation in large or small degree. Economic changes produce 
traffic changes which in turn result in dislocating the existing struc- 
ture. To an industrial producer who would like to start an industry 
in a new area or to an agricultural producer who would like to reach 
a new market, the rate structure may be a handicap until it is read- 
justed. To an industrial producer who seeks a new source of material, 
or to a market which seeks a new source of agricultural products, the 
existing structure may be an equal handicap. These adjustments are 
constantly being made by the regulatory commission, and in this way 
the rate structure has been built up piecemeal, year after year. A 
wholesale readjustment such as that contemplated by the provision 
for the rate-structure investigation in the Hoch-Smith resolution, places 
a very heavy burden upon the regulatory commission, the carriers, 
and the shippers, and in the end may result in a greater disturbance 


to the traffic movement than does the day-to-day patchwork of current 
cases. 


W. P. B. CONTAINERS BRANCH 


Several changes in the organization of the containers 
branch of the War Production Board have been announced by 


a L. Sheldon, chief of the branch. The announcement 
said: 


W. W. Fitzhugh was named deputy chief of the branch. For- 
merly assistant chief, Mr. Fitzhugh has been with the War Produc 
tion Board for over a year and was at one time chief of the folding 
and set-up box section of the containers branch. He is presdient of 
William W. Fitzhugh, Inc., Brooklyn, N. Y. 


Franklin R Kelly, formerly acting chief of the folding and set-up 
box section, was appointed chief. He has been with the War Produc- 
tion Board since January and has been active in the folding and set-up 
box industry since 1935. 


R. S. Solinsky was appointed chief of the metal can and tube sec- 
tion. He has been with the War Production Board since March, first 
as executive consultant and later as administrator of orders M-81 and 
M-136. He will continue to administer these orders. Mr. Solinsky is 
president of Cans, Inc., Chicago, IIl. 

Roswell C. Mower, formerly chief of the metal can and tube sec 
tion, is now special assistant to Mr. Sheldon. He is vice-president of 
the Manz Corporation, Chicago, Ill. 
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October 10, 1942 


Anti-Trust Laws and Rate Making 


The investigation by the anti-trust division of the Depart- 
ment of Justice of the rate-making machinery of the railroads 
and truck lines continued this week with a steady stream of 
witnesses undergoing questioning by assistants to Thurman 
Arnold, assistant attorney general in charge of the division, 
before a federal grand jury at Chicago. Documents produced, 
in response to subpoenas, reached mountainous proportions, in 
some cases being delivered by trucks. 

Additional subpoenas were served on the Western Trunk 
Line Bureau, the Western Committee of Traffic Executives, 
and numerous truck lines, members and non-members of the 
Central States Motor Freight Bureau. The subpoenas of the 
Western Trunk Line Committee and the Western Committee 
of Traffic Executives differed materially from that served 
earlier on the Illinois Freight Association (see Traffic World, 
Oct. 3, p. 781), in that they did not ask for articles of incor- 
poration and other papers bearing on the general procedure of 
those bodies. Instead, the demands contained in them were 
confined to correspondence and other papers bearing on par- 
ticular rate changes. They were dated to be returnable on 
October 15. The latest of the papers served on members of 
the Illinois Freight Association was returnable October 14, lead- 
ing to the assumption that the affairs of the Western Trunk 
Line Committee were next in line for scrutiny. 

The Central States Motor Freight Bureau subpoena was 
also returnable October 15, but bureau officials were making 
urgent pleas for a postponement on the plea that the volumi- 
nous documents demanded could not be put in shape by that 
time and because, in addition, its rate men would be absent 
for about a week following that date to attend various meetings 


connected with the annual convention of the American Truck- 
ing Associations at St. Louis. 


Interspersed with the railroad witnesses quizzed were a 
number of representatives of motor carriers. It could not be 
learned whether or not these were called with reference to 
their relations with railroad members of the Illinois Freight 
Association, but the identity of some of them, notably T. J. 
Stewart, general freight agent of the Trans-American Freight 
Line, led to the assumption that the division was already delv- 
ing into the complicated truck rate question. The Trans-Amer- 
ican Lines is not a member of the Central States Motor Freight 
Bureau and publishes its rates in individual tariffs. It submits 
its proposed rate changes to the bureau’s standing rate com- 
mittee so that they may be considered by that committee in the 
light of the interest of its members, but it stipulates that its 
action will not be governed by the committee’s recommendations. 
As a matter of fact, however, it has been pointed out that, 
though Trans-American publishes rates at variance with those 
in the bureau tariffs more often than customary with other 


motor carriers, it generally goes along with the committee’s 
recommendations. 


As far as could be learned, the questioning of witnesses 
was confined to the identification of documents—that is to say, 
the witness was required to produce and identify the documents 
purporting to answer the specific demands of the subpoena 
served on his company or organization. There was apparently 
no attempt on the part of the anti-trust division attorneys to 
convince the members of the grand jury of specific illegal acts 
connected with the documents produced and identified. The 
attorneys continued to refuse to answer questions bearing on 
the purpose of the proceedings. The only assumption observers 
could make was that the anti-trust division was gathering every 
possible scrap of paper bearing on rate-making practices it 
thought might be useful in a long and patient search for evi- 
dence upholding Mr. Arnold’s contentions of illegality. The 
thought was that, if and when such evidence was found, it 
would be submitted to the grand jury with a request for action. 
_ The regular term of the jury expired September 30, but 
it was immediately sworn in as a special grand jury for this 
particular task. As such, its term is indefinite, and it may 


— to be recalled at any time the anti-trust division may 
esire. 


The following is an incomplete list of the railroad wit- 
nesses who appeared before the jury: 


R. G. Nicholson, general freight agent, Santa Fe Lines; R. A. Tro- 
villion, assistant freight traffic manager, Illinois Central; R. B. Battey, 
general freight traffic manager, Burlington Route; F. W. Nash, assist- 
ant freight traffic manager, and Theodore Schmidt, general attorney. 
Pennsylvania Railroad; C. D. Pfister, assistant general freight agent, 
Monon Route, all of Chicago; G. T. Barry, chief, rate bureau, Wabash 
Railroad, St. Louis; E. O. Wirsing, general freight agent, St. Louis 
and O'Fallon Railway, St. Louis; W. P. Tuller, general freight agent, 
Soo Line, Minneapolis; W. H. Blair, general freight agent, Toledo, Peoria 
& Western, Peoria, Ill.; C. Leber, secretary, and E. H. Stock, traffic 
manager, Peoria and Pekin Union Railway, Peoria; Fred P. Sackbauer, 
traffic manager, Missouri and Illinois Railroad, St. Louis, Mo.; Herbert E. 
Dunham, assistant general freight agent, Missouri Pacific, St. Louis; 
Harold G. Powell, vice-president, traffic, Illinois Terminal Railway, St. 
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Louis; William T. McNamara, freight traffic manager, Litchfield and 
Madison Railway, St. Louis; Hugh T. Sweeney, chief of the traffic 
bureau, Erie Railroad, Chicago; Sylvester J. Witt, freight traffic man- 
ager, New York, Chicago and St. Louis, Cleveland, O.; Reginald P. 


Paterson, freight traffic manager, Pere Marquette Railway, Detroit, 
Mich. 


Representatives of the Springfield and Southwestern Rail- 
road; the St. Louis and Ohio River Railroad; the Chicago and 
Illinois Midland; the Belt Railway of Chicago, and other rail- 
road members of the Illinois Freight Association, also testified. 

W. G. Oliphant, traffic manager, Federal Barge Lines, New 
Orleans, La., was the only representative of a barge line who 
appeared. The Federal Barge Line, it was pointed out, was a 
party to I. F. A. tariffs naming barge-rail joint rates. 

In addition to Mr. Stewart, the truck witnesses included 
W. M. Hatfield, Spector Motor Service, and Luther E. Moore, 
Century System, both of Chicago. 


The 23 members of the grand jury, all of northern Illinois, 
are: 


Mrs. Winnifred Henry, LaGrange, foreman; Dirk Aardsma, Chi- 
cago; Ella-Gayle H. Adams, Waukegan; Mrs. Mildred Barker, Lake 
Bluff; Morris L. Cannon, Chicago; Mrs. Loava S. Clark, Barrington; 
Gertrude Cullom, Cicero, Truman L. Dahlberg, Maywood; Mrs. Isa- 
belle Doss, Morris; Norman F. Gaarz, Chicago; J. F. Gantor, High- 
wood; Mrs. Nadine Hale Grimes, Highland Park; Mrs. Agnes Keller, 
Chicago; Mrs. Dorothy Kinkaid, Elmwood Park; Peter Nast, Streator; 
John W. Nelson, Morris; Mrs. Helen Ottenheimer, Highland Park; 
Mrs. Ethel E. Otto, Aurora; V. Sabino, Streator; Erwin A. Ulrich, Oak 
Park; Robert E. Wooden, Winnetka; Charles W. Yost, Berwyn; A. W. 
Zawne, Maywood. : 


League Made Anti-Trust Charge 


In privately expressed protests against the investigation, 
it has frequently been said that there has been no shipper 
complaint against rate bureaus or their procedures. In this 
connection, it has been pointed out that on one occasion the 
National Industrial Traffic League, in a brief filed with the 
Commission, said that certain practices of motor rate bureaus 
“very closely” approached “violations of the fundamental prin- 
ciples of the Sherman anti-trust act,” and “conspiracies in re- 
straint of commerce.” 


The brief was in response to orders entered by the Com- 
mission in a number of territorial motor rate cases, requiring 
parties to show cause why effectiveness of minimum rate or- 
ders in those cases should not be suspended (see Traffic World, 
May 9, p. 1230). The pertinent paragraph of the brief, filed 
in response to action of the league at a meeting in Cincin- 
nati, O., April 14, and signed by W. H. Ott, chairman of its 
committee on motor carrier rates, was as follows: 


Unfortunately, in the efforts to stabilize motor carrier rates there 
have been many incidents and occurrences which have challenged at- 
tention of shippers and others as very closely approaching violations of 
the fundamental principles of the Sherman anti-trust act, amounting to 
agreements, and, legally speaking, conspiracies in restraint of com- 
merce. Certainly, carriers desiring to make changes in individual rates 
have been greatly hampered by the influence of other motor carriers or 
officials of organized and incorporated motor carrier bureaus, at least 
so it has seemed. Unfortunately, there have been criticisms to the ef- 
fect that Commission orders in minimum rate cases and pressure at 
times from the Bureau of Motor Carriers have contributed to a situa- 
tion leading to such criticisms. 


CHANDLER ACT REENACTMENT 


The House October 6 has agreed to the Senate amendment 
to H. R. 7121, the bill reenacting, substantially, the so-called 
Chandler act providing for voluntary adjustments of railroad 
financial structures. The amendment limits the act to the 
three years ending November 1, 1945. The measure was sent 
to the President. 


W. P. B. ADVISORY COMMITTEES 


T. Spencer Shore, chief of the W. P. B. division of in- 
dustry advisory committees, has announced the formation of 
a plumbing and heating transportation industry committee, 
with Henry S. Norris, of the division’s plumbing and heating 
branch, as government presiding officer. He announced the 
committee membership as follows: 


L. S. Berne, traffic manager, Hotstream Heater Co., Cleveland, O.; 
J. A. Brough, traffic manager, The Crane Co., Chicago, Ill.; C. C. Craft, 
Iron Fireman Manufacturing Co., Cleveland, O.; Clem. W. Gottschalk, 
general traffic manager, Jones & Laughlin Steel Corporation, Pitts- 
burgh, Pa.; S. J. Hoehnke, traffic manager, Kohler Co., Kohler, Wis.; 
George W. Hoel, traffic manager, The Trane Co., La Crosse, Wis.; 
xX. W. Lutton, traffic manager, Universal Sanitary Manufacturing Co., 
Camden, N. J.; M. T. Northey, traffic manager, Minneapolis-Honey- 
well Regulator Co., Minneapolis, Minn.; E. T. Scheck, L. J. Mueller 
Furnace Co., Milwaukee, Wis.; Benjamin S. Thomas, traffic manager, 
American Radiator & Standard Sanitary Corporation, Pittsburgh, Pa., 


and F. H. Tierney, traffic manager, Reeves Steel & Manufacturing 
Co., Dover, O. 
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Making the Railroad 
Our Road to Victory 


@ You men in industry are working to 
outproduce yourselves. To shatter every 
record you have made. 


Well, America’s railroads were just 
warming up in 41 when they started 
breaking records. But just wait until 


our 42 record is written in the books! 


Every Erie employee is determined to 
haul freight as fast as industry can pro- 
duce it—to keep ’em rolling—to make 
the Iron Pike our Road to Victory. 


Traveling our way? Plan to take your 
meals en route before or after the 
usual times. Everybody can’t be served 
at once. You will be served quicker, 
better in our diners by avoiding the 
rush hours. 


THE HEAVY DUTY RAILROAD 





852 





Air Transportation 





Caribbean Air Service 


The Civil Aeronautics Board announced, October 6, that 
fourteen domestic and foreign companies had responded to the 
board’s order of September 10 inviting anyone with suitable 
and immediately available equipment and personnel to apply 
within 15 days for temporary authority to operate airline 
service between the United States, the Canal Zone, the north 
coast of South America, and the Islands of the Carribbean Sea. 

The board said seven companies declared they had equip- 
ment and personnel available to inaugurate service immediately 
and their applications were consolidated into one proceeding 
for hearing before the board. These companies are: National 
Airlines, Inc.; Express Aereo Inter-Americano, S. A.; Eastern 
Airlines, Inc. (excepting that part of Eastern’s application 
which seeks authority to engage in air transportation south of 
the north coast of South America); British West Indian Air- 
ways; TACA, S. A.; The KLM Royal Dutch Airlines; and Aero- 
vias Nacionales Puerto Rico, Inc. In its order of consolidation 
the board also granted the petition of Pan American Airways, 
Inc., to intervene in the proceeding, it was stated. 


Five of the remaining applications were dismissed because 
the companies did not indicate they had the equipment or per- 
sonnel available for immediate operation, the board said. These 
companies are: Transportes Aeros Columbianos; Aeroplanes 
de Carga Latino-Americanos; Transportes Aeros Venezolanos; 
Colonial Airlines, Inc.; Waterman Airline, Inc. The application 
of W. R. Grace & Co. for amendment of the present operating 
certificate held by Pan American-Grace Airways, Inc., was also 
dismissed. The board declared that a seventh company, Na- 
cional Cubana de Aviacion, S. A., filed an application four 
days after expiration of the 15-day period specified and it was 
also dismissed. 


In its order of September 10 the board stated that “due 
to the war a serious shortage of air transportation appears to 
exist in the Caribbean area . .. and that such conditions may 
adversely affect the national defense.” By consolidating eligible 
applications into one proceeding for hearing the board said it 
expected to ascertain the amount of need for additional air 
transportation in the Caribbean-Central American area, and 
to what extent air carriers now operating in that area can 
meet the war emergency need. 


Pan American N. A.-8. A. Services 


Pan American Airways services between the United States 
and South America are being greatly increase as compared 
with pre-war operations, according to an announcement made 
by the company. This has resulted, it says, from new operat- 
ing procedures made necessary by the war’s diversion of new 
transport aircraft and a major reallocation of the pre-war 
Clipper fleet. 


Under new schedules filed with the Civil Aeronautics Au- 
thority the Pan American will establish a new high-speed 
“stratosphere” express air service between Florida and the 
South American west coast, it says, adding that, cutting half the 
“high speed” services of only a few years ago, the big four- 
engined Strato-Clippers will now shuttle almost continually 
between the two continents. At the same time, it says, the 
service from the United States through Mexico and the Central 
American Republics will be increased in speed. Continuing, 
the Pan American said: 


Together with the trans-Caribbean services, the addition of this new 
schedule from the west now provides the same frequency of service 
between the United States and western South America as is now availa- 
ble between Washington and Chicago. From this Caribbean transfer 
point, the associated company, Pan American Grace Airways, speeds 
schedules down the South American west coast and over the Andes 
to Bolivia and Argentina. 

On the eastern trunk airline, service is also being increased on the 
Miami-Puerto Rico sector of the through route to Rio de Janeiro and 
Buenos Aires, with increased schedules also listed as far south as the 
Brazilian capital. 

Greatly increased schedule speeds will soon be instituted on the 
main inter-continental trunk airlines between the Americas. Before the 
end of the year, the Clippers will begin the first over-land night trans- 
port operations in the international field. Heretofore, only the trans- 
oceanic Clippers made their crossings during the night hours. With the 
institution of day-and-night operations, all points in eastern South Amer- 
ica, as distant as the Amazon on the equator, will be brought within 
24 hours of the United States, with the flights up from Rio scheduled 
for less than 48 hours. With the inauguration of these high speed 
schedules, additional services will also be added to these most distant 
South American Republics. 





TRAFFIC WORLD 


Originally, these new services were to be instituted with a fleet 
of large four-engined transports, originally ordered long before the 
War. When these super-airliners could not be made available, the in- 
ternational services re-arranged routes, perfected new servicing and 
maintenance methods to short-cut the time of the aircraft on the ground, 
and effected a considerable increase in the utilization of the aircraft in 
order to move the greatly mounting wartime passenger and cargo 
traffic between the Americas. 

The airline also revealed that the nationalized airlines of Mexico, 
Cuba, Colombia and Brazil—subsidiaries of the Pan American System— 
are also extending services wherever possible to aid in the movement 
of wartime traffic within the hemisphere. 


AIRPORT OF ENTRY AT SPOKANE 


Herbert E. Gaston, Acting Secretary of the Treasury, has 
announced issuance of a Bureau of Customs regulation desig- 
nating the Spokane, Wash., municipal airport (Felts Field) as 
an airport of entry, for a period of one year from October 1, 
1942, for civil. aircraft and merchandise carried thereon, arriv- 
ing from places outside the United States. 


NEW U. S.-MEXICAN AIR EXPRESS SERVICE 


A new international air service, operating from El Paso 
and Fort Worth, Texas, is providing additional air express 
service direct to Mexico from more than 250 American air- 
port cities, says the air express division of the Railway Express 
Agency. The new services are extensions of the present sched- 
ules to Monterrey and Mexico City. They are in addition to 
the previously existing services through the gateways of Los 
Angeles, Brownsville, Texas, and Miami, Fla. 


WOMEN IN AIR TRANSPORT INDUSTRY 


Increased employment of women in the office and ground 
forces of airlines, where practicable, has been approved in a 
conference between a committee representing organized air 
transport employes, and Otto S. Beyer, director of the division 
of transport personnel of O. D. T., according to an announce- 
ment made by O. D. T. The conference was held on account 
of the problems of future personnel requirements in the rapidly 
expanding air transport industry. 

Among the questions discussed were the effect of the selec- 
tive service law on ground crews, the need for a large scale 
training program for new employes, the recruiting of new per- 
sonnel and methods for obtaining the most efficient utilziation 
of available manpower. Among those attending the conference 
were Charles V. Garman, representing David Behncke, presi- 
dent of the American Federation of Labor Airline Pilots Asso- 
ciation, and J. L. McFarland and T. B. McCue of the Airline 
Mechanics Association. 


COHAN ON FORWARDER REGULATION 


The major benefit of regulation by the Commission of 
freight forwarders, under the new fourth part of the act, will 
be experienced by the smaller shippers, and shippers located 
at small cities, because the act forbids forwarders to give undue 
preference to any shipper, said Louis A. Cohan, commence 
attorney, speaking at a luncheon meeting of the Chicago 
chapter of the Association of Interstate Commerce Commis- 
sion Practitioners at Chicago, October 3. The forwarders, he 
said, would no longer be allowed to “skim the cream” of 
shipper less-carload and less-truckload traffic, and shippers 
generally would obtain better forwarding services. 

He approved sections of the act providing that, though 
forwarders may be owned or controlled by carriers, railroad 
directors of forwarding companies may hold only qualifying 
shares of forwarding company stock, saying that such regula- 
tion undoubtedly would prevent secret control of the for- 
warders. He also approved the new regulation respecting the 
requirements that forwarders need not show “public con- 
venience and necessity” in order to obtain authority to operate, 
pointing out that a comparative open field was granted to 
forwarders under such regulation and that shippers would 
benefit thereby. There would continue to be a need for for- 
warding services, despite the claims of the Pennsylvania Rail- 
road and other railroads to the contrary, because railroads 
“were not designed very well to handle less carload business.” 
he said. 


WESTERN UNION EXPRESS PICK-UP DISCONTINUED 


Pick-up and delivery of express packages by Western 
Union messengers was October 1 suspended for the duration 
of the war, the Railway Express Agency announces. The sus- 
pension was necessary, the agency said, because of the in- 
creased volume of telegraph communication and the shortage 
of messengers. The arrangement had been in effect since 
April, 1934. The express agency, where the Western Union 
service has been available, will continue its regular vehicle 
pick-up and delivery service. Such express offices as have been 
designated receiving offices for Western Union telegrams will 
also continue that service. 
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October 10, 1942 


Price Control and Transportation 
The Traffic World Washington Bureau 


The House and Senate, late October 2, adopted a con- 
ference report on the price and wage stabilization bill, H. R. 
7565, with the text of the measure changed by the conferees 
in such way that the teeth of the Norris amendment, de- 
signed to forestall increases, but not equalization, of rates of 
common carriers (see Traffic World, October 3), were ex- 
tracted. President Roosevelt signed the act shortly after the 
conference report had been adopted, and the following day 
issued an order providing for its administration. 

In lieu of the language of the Norris amendment, the new 
price and wage control act contains a proviso that no common 
carrier or other public utility shall make any “general in- 
crease” in its rates in effect September 15 unless it first gives 
30 days’ notice to the President or such agency as he may 
designate and consents to intervention by such agency before 
the federal, state or municipal authority having jurisdiction 
to consider such increase. 

Commission men and those familiar with its method of 
dealing with proposed increases in rates, fares and charges said 
they could not see that the new law could have any effect on 
the Commission’s method of handling proposed general rate 
increases other than the designattion of the President or his 
representative as a party to such proceedings. They observed, 
also, that no general changes in rates were permitted on less 
than 30 days’ notice without testimony in support of such pro- 
posals. It was noted that the new law did not specify how the 
President or his designated agent should be notified about rate 
increase proposals, but the suggestion was made that the s nd- 
ing of a copy of each tariff to the President or to his represent- 
ative would constitute compliance with the law. 

It was recalled that the Commission recently authorized 
southern railroads to increase their basic passenger fares, in 
coaches, from 1.65 to 2.2 cents a mile, on one day’s notice 
and that they filed tariffs that became operative October 1. 
However, it was stated, the question as to increasing the basic 
fares was passed on, months before, in Ex Parte No. 148; 
hence the southern railroads’ proposal would not have been 
affected by the provisions of the new law relative to common 
carrier rates. The Commission voted not to suspend the pro- 
posed passenger fare increase, despite objections and a request 
for suspension by Price Administrator Henderson, who had 
intervened, notwithstanding the Commission’s approval of pas- 
senger fare increases in Ex Parte 148. 


The rate section of the new law reads as follows: 


That in order to aid in the effective prosecution of the war, the 
President is authorized and directed, on or before November 1, 1942, 
to issue a general order stabilizing prices, wages, and salaries, affect- 
ing the cost of living; and, except as otherwise provided in this act, 
such stabilization shall so far as practicable be on the basis of the 
levels which existed on September 15, 1942. The President may, except 
as otherwise provided in this act, thereafter provide for making adjust- 
ments with respect to prices, wages, and salaries, to the extent that 
he finds necessary to aid in the effective prosecution of the war or to 
correct gross inequities; Provided, That no common carrier or other 
public utility shall make any general increase in its rates or charges 
which were in effect on September 15, 1942, unless it first gives thirty 
days’ notice to the President, or such agency as he may designate, and 
consents to the timely intervention by such agency before the federal, 


state, or municipal authority having jurisdiction to consider such in- 
crease, 


Senator Brown, of Michigan, as spokesman for the Senate 
banking and currency committee, said, in discussing the con- 
ference committee report, that the principal change in the first 
section of the bill was that the Norris amendment, “which 
gave the President an all-over control of public utility and 
common carrier rates,” was stricken from the bill. 

.. There is substituted for it,” he said, “a provision which 
will require any public utility which asks for an increase in 
rates to notify the President and to assent to the appearance 
of such agent as the President may designate to appear in 
behalf of the consuming public before the appropriate railroad 
or public utility commission, be it a state, federal or municipal 
commission.” 

Norris Bill in Committee 


Senator Brown said the chairman of the Senate banking 
and currency committee (Senator Wagner, of New York) had 
authorized him to say that the committee would consider the 
Norris bill, S. 2767, to prohibit increases in the rates or 
charges of common carriers or other public utilities without 
prior approval by the Price Administrator (see Traffic World, 
September 12, p. 582, and September 19, p. 676). 

Senator Norris said that what had been substituted by the 
conferees for the original amendment that he had offered and 
that the Senate had agreed to did not, technically, afford “any 
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relief whatever.” However, he added, “morally, I think it 
will result in considerable relief.” The substituted language, 
he averred, did not give the President any right to pass on 
the question of rate incréases, nor any right to appeal “in case 
the board’s decision is against his representative’s ideas.” Sen- 
ator Brown expressed disagreement on the latter point, saying 
he thought the President would have the same right to appeal 
that any other interested party would have. 

“The senator’s idea,” said Senator Norris, “is that if un- 
der the law and the rules and regulations of the body having 
jurisdiction to hear the complaint, or the request, as it would 
be, an appeal is provided for, the President could avail himself 
of that right of appeal.” 

“Yes,” said Senator Brown. 

“T hope that will be the construction placed upon the 
language,” observed Senator Norris. 


He explained his position, further, as follows: 


The only thing the President’s representatives could plead for or 
urge when he appeared at the hearing would be that if the body then 
hearing the dispute should increase the rate, it would very likely inter- 
fere with all that the Price Administrator had done in the fixing of 
prices, because no one will dispute that utility rates enter directly 
into the cost of living. If gas rates, or electric rates, or water rates, 
or freight rates, or street car rates are increased, every single item 
of increase goes directly into the cost of living and hence interferes 
with any attempt to prevent inflation. After all, that is why I am so 
deeply interested in this proposition; I want to prevent inflation, if 
possible. That is the object of our giving someone the authority to fix 
prices and freeze them at a certain level. If any persons or corpora- 
tions have the power to increase any item of the cost of living, and it 
is done contrary to the order of the President or the Price Adminis- 
trator, it will tend directly to overthrow the prices so fixed and will 
throw the whole structure out of gear, thus tending to increase the cost 
of living, and making it necessary to increase all other prices which enter 
into the cost of living, with the result that, as I believe, inflation will 
follow immediately. 

There would be a moral effect, however. When the President’s rep- 
resentative appears before a tribunal having jurisdiction to fix or in- 
crease utility rates, he could say—and that is about all he could 
do—that if the requested increase were granted, it would tend to in- 
crease the cost of living, and hence throw out of gear the entire ma- 
chinery designed to prevent inflation. If the tribunal increased utility 
rates during the war, notwithstanding the kind of showing made by 
the President’s representative, it would in my judgment have a great 
effect upon public sentiment. The tribunal, board, or commission which 
acted to increase rates, in the face of a showing that such action might 
lead to the worst kind of inflation, would find itself in a position which 
no board would want to be in. I think the provision in question will 
have a great moral effect. Therefore, I myself feel disposed to accept 
this language and vote for the conference report. - . We are all 
anxious to get through with this measure, and I think we should all be 
willing to sacrifice something we believe ought to be in the measure 
in order to have it finally passed... 


Senator Brown thanked the Nebraska senator and added 
that he would do what he could to expedite the hearing 
on S. 2767. Senator Norris said he was of the opinion it would 
be rather useless to crowd that bill if the language contained 
in the conference report became the law. 


Senator Bone, of Washington, said he did not feel the 
assurance that Senator Norris felt about the effect of the 
moral interposition of the President in rate cases. He said 
it was common knowledge that for the last 20 years, under 
decisions of the Supreme Court of the United States, utilities, 
such as power companies, had been permitted to pass on to the 
public all their taxes “so that in effect the companies do not 
pay any tax at all.” 


Supports Norris Bill 


“IT hope the Senator from Nebraska will not hesitate to 
press his bill,” he continued, “because hundreds of millions of 
dollars of taxes which the utilities of this country will pay 
from now on in this ghastly war effort will be paid by consum- 
ers. If I buy a railroad ticket I will pay the railroad’s 
taxes. . . If we do not meet this issue head on, but allow the 
largest single aggregate of corporate wealth in the country 
to escape taxes entirely, and make all the people pay such 
taxes in higher living costs, we shall not be discharging our 
duty.” 

Previously, he had said that transportation, power, tele- 
graph and telephone, “all the so-called regulated industries,” 
together constituted “the larges bloc of industrial and economic 
property in the United States.” 


Rankin Move Defeated 


In debate on the conference committee renort in the House, 
Representative Rankin, of Mississippi, urged retention of the 
Norris amendment in the bill as passed by the Senate, contend- 
ing that electric and power rates were likely to spiral to the 
extent that “overcharges” might reach 400, 500 or 1,000 per 
cent. He moved to recommit the conference report to the con- 
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ferees with instructions to the House conferees to accept the 
proviso in the Senate amendment “that rates charged by any 
common carrier or other utility on September 15, 1942, shall 
not be increased without the consent of the President.” The 
House rejected Mr. Rankin’s motion, then adopted the con- 
ference report by a teller vote, 257 to 22. 


Justice Byrnes Administrator 


President Roosevelt, late October 2, after having signed the 
bill, issued a statement about the new law and sent a letter of 
instructions to Price Administrator Henderson. On October 
3 he signed an executive order relating to wages, salaries, 
profits and farm prices, and announced the appointment of 
Justice James F. Byrnes as director of economic stabilization. 
The announcement said Justice Byrnes had resigned from the 
Supreme Court of the United States to accept that position. 
With respect to this appointment, the President said: 


Justice Byrnes is one of the foremost authorities in governmental 
administration in the United States. He knows the economic problems 
of this country whether they concern labor, the farmer, the consumer, 
the small retail store, or the manufacturer. I would never have asked 
him to resign from the Supreme Court were it not for the fact that 
this job is one of the most important positions in this country. I know 
the American people can be sure that in keeping down the cost of 
living he will be fair to everyone. 

This position calls primarily for judicial consideration. The or- 
ganization will therefore be small because the administrative action 
will be carried out by the existing agencies. Justice Byrnes’ patriotic 
action in accepting this appointment deserves the praise and commenda- 
tion of all our citizens. 


The executive order, “providing for the stabilization of 
the national economy,” sets forth provisions under six titles, 
as follows: Title I, establishment of an Office of Economic 
Stabilization; title II, wage and salary stabilization policy, 
title III, administration of wage and salary policy; title IV, 
prices of agricultural commodities; title V, profits and sub- 
sidies, and title VI, general provisions. 


New Board Established 


Title I sets up the Office of Economic Stabilization in the 
Office for Emergency Management of the executive office of 
the President, with an economic stabilization director at its 
head. It establishes in the Office of Economic Stabilization an 
economic stabilization board as an advisory group to the direc- 
tor. Designated as members of that board are: The Secretary 
of the Treasury, the Secretary of Agriculture, the Secretary 
of Commerce, the Secretary of Labor, the chairman of the 
board of governors of the Federal Reserve System, the direc- 
tor of the Bureau of the Budget, the Price Administrator, 
the chairman of the National War Labor Board, and two repre- 
sentatives each of labor, management and farmers to be ap- 
pointed by the President. It names the economic stabilization 
director as chairman of that board, provides that he may in- 
vite for consultation the head of any other department or 
agency, and includes the following additional directives: 


The director, with the approval of the President, shall formulate 
and develop a comprehensive national economic policy relating to the 
control of civilian purchasing power, prices, rents, wages, salaries, 
profits, rationing, subsidies, and all related matters—all for the pur- 
pose of presenting avoidable increases in the cost of living, cooperating 
in minimizing the unnecessary migration of labor from one business, 
industry, or region to another, and facilitating the prosecution of the 
war. To give effect to this comprehensive national economic policy the 
director shall have power to issue directives on policy to the federal 
departments and agencies concerned. . . 

The administration of activities related to the national economic 
policy shall remain with the departments and agencies now responsible 
for such activities, but such administration shall conform to the di- 
rectives on policy issued by the director. 


Limitation of Wage Increases 


With respect to wage increases, the executive order set 
forth, under title II, the following provisions: 


No increases in wage rates, granted as a result of voluntary agree- 
ment, collective bargaining, conciliation, arbitration, or otherwise, and 
no decreases in wage rates, shall be authorized unless notice of such 
increases or decreases shall have been filed with the National War 
Labor Board, and unless the National War Labor Board has approved 
such increases or decreases. 

The National War Labor Board shall not approve any increase in 
the wage rates prevailing on September 15, 1942, unless such increase 
is necessary to correct maladjustments or inequalities, to eliminate 
substandards of living, to correct gross inequities, or to aid in the 
effective prosecution of the war. 

Provided, however, that where the National War Labor Board or 
the Price Administrator shall have reason to believe that a proposed 
wage increase will require a change in the price ceiling of the commod- 
ity or service involved, such proposed increase, if approved by the Na- 
tional War Labor Board, shall become effective only if also approved 
by the director. 


Other provisions of title II prohibit approval of wage 
reductions by the War Labor Board below the highest wages 
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paid for the work in question between January 1 and Sep- 
tember 15, 1942, except for correction of “gross inequities” 
and to aid in effective prosecution of the war; permit the board 
to make exceptions from provisions of title II in the case of 
small total wage increases or decreases; make increases in 
salaries now in excess of $5,000 a year subject to approval by 
the economic stabilization director, except in instances in which 
an individual has been assigned to more difficult or responsible 
work; prohibit salary reductions below the level and with the 
exceptions set forth with respect to wage reductions subject 
to War Labor Board approval; instruct the director to take the 
necessary action to limit salaries so that they will not exceed 
$25,000 after payment of taxes allocable to the sum in excess 
of $25,000, with special provisions designed to prevent undue 
hardship; reaffirm “the policy of the federal government, as 
established in executive order No. 9017 of January 12, 1942,” 
to encourage free collective bargaining between employers 
and employes, and suspend provisions of clause (1) of section 
302 (c) of the emergency price control act of 1942 in so far 
as they are inconsistent with the instant executive order. 


Title III of the order includes the following provisions: 


1. Except as modified by this order, the National War Labor Board 
shall continue to perform the powers, function, and duties conferred 
upon it by executive order No. 9017, and the functions of said board are 
hereby extended to cover all industries and all employes. The National 
War Labor Board shall continue to follow the procedures specified in 
said executive order. 

2. The National War Labor Board shall constitute the agency of 
the federal government authorized to carry out the wage policies stated 
in this order, or the directives on policy issued by the director under 
this order. The National War Labor Board is further authorized to 
issue such rules and regulations as may be necessary for the speedy 
determination of the propriety of any wage increases or decreases in 
accordance with this order, and to avail itself of the services and facili- 
ties of such state and federal departments and agencies as, in the dis- 
cretion of the National War Labor Board, may be of assistance to the 
board. 


Under terms of title V, the director may direct any federal 
department or agency to use its authority to subsidize and to 
purchase for resale, “if such measures are necessary to insure 
the maximum necessary production and distribution of any 
commodity, or to maintain ceiling prices, or to prevent a price 
rise inconsistent with the purposes of this order.” 


General Provisions 


Following are the “general provisions” under title VI of 
the order: 


1. Nothing in this order shall be construed as affecting the present 
operation of the fair labor standards act, the national labor relations 
act, the Walsh-Healey act, the Davis-Bacon act, or the adjustment 
procedure of the railway labor act. 


2. Salaries and wages under this order shall include all forms of 
direct or indirect remuneration to an employe or officer for work or 
personal services performed for an employer or corporation, including 
but not limited to, bonuses, additional compensation, gifts, commis- 
sions, fees, and any other remuneration in any form or medium what- 
soever (excluding insurance and pension benefits in a reasonable amount 
as determined by the director); but for the purpose of determining 
wages or salaries for any period prior to September 16, 1942, such ad- 
ditional compensation shall be taken into account only in cases where 
it has been customarily paid by employers to their employes. ‘‘Salaries” 
as used in this order means remuneration for personal services regularly 
paid on a weekly, monthly or annual basis. 

3. The director shall, so far as possible, utilize the information, 
data, and staff services of other federal departments and agencies 
which have activities or functions related to national economic policy. 
All such federal departments and agencies shall supply available infor- 
mation, data, and services required by the director in discharging his 
responsibilities. 


4. The director shall be the agency to receive notice of any increase 
in the rates or charges of common carriers or other public utilities as 
provided in the aforesaid act of October 2, 1942. 

5. The director may perform the functions and duties, and exercise 
the powers, authority and discretion conferred upon him by this order 
through such officials or agencies, and in such manner, as he may de- 
termine. The decision of the director as to such delegation and the 
manner of exercise thereof shall be final. 

6. The director, if he deems it necessary, may direct that any 
policy formulated under this order shall be enforced by any other 
department or agency under any other power or authority which may 
be provided by any of the laws of the United States. 

7. The director, who shall be appointed by the President, shall re- 
ceive such compensation as the President shall provide, and within the 
limits of funds which may be made available, may employ necessary 
personnel and make provision for supplies, facilities and services neces 
sary to discharge his responsibilities. 


The President, in his letter to Mr. Henderson, ordered the 
placing of price ceilings immediately on all agricultural com- 
modities exempt under the original price control act, includ- 
ing chickens, eggs, cheese, butter, potatoes, and flour. In his 
statement about the new law, he said he was certain that 
“from now on this substantial stabilization of the cost of liv- 
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ing will assist greatly in bringing the war to a successful 


Status of O. P. A. in Rate Cases 


In the proviso of the new law relating to rates of common 
carriers, the words “such agency as he may designate” would 
mean, under terms of the executive order, that Mr. Byrnes as 
economic stabilization director would be the President’s repre- 
sentative in proceedings involving rate increase proposals. 
Section 4 of title VI of the executive order specifically sets out 
that “the director shall be the agency to receive notice of any 
increase in the rates or charges of common carriers or other 
public utilities.” However, section 5 of that title authorizes 
the director to delegate any of the authority conferred on him 
to such officials or agencies as he may determine. Section 4 
of title I of the order says that the administration of activities 
related to the national economic policy shall remain with the 
departments and agencies now responsible for such activities. 
The Office of Price Administration may be selected to repre- 
sent Director Byrnes, as the President’s agent, in opposing pro- 
posed rate increases by common carriers, it is pointed out. In- 
tervention of the O. P. A. in rate cases would constitute no 
new development in proceedings of that sort. The O. P. A. 
heretofore has intervened in many cases before the Commis- 
sion, opposing rate boosts as elements of inflation. 


Effect on Rail Wage Demands 


Although it is set out in section 1 of title VI of the exec- 
utive order that the order does not affect the present adjust- 
ment procedure of the railway labor act, apparently this 
provision pertains only to the procedure, and decisions as to 
whether the wage increases reached under that procedure would 
be approved or disapproved would rest with the National War 
Labor Board, the Price Administrator and, ultimately, the eco- 
nomic stabilization director. 

Accordingly, the demands of the non-operating railroad 
unions for an increase of 27.2 per cent in basic wages (see 
Traffic World, October 3), if granted in whole or in part by 
the railroads or if satisfied in whole or in part through nego- 
tiations under the railway labor act, some believe, would be 
subject to approval ‘ r disapproval by the War Labor Board or 
Director Byrnes, because: 

1. The order says the War Labor Board shall not approve any in- 
crease in the wage rates prevailing on September 15, 1942, unless such 
increase is necessary to correct maladjustments or inequalities, to 
eliminate substandards of living, to correct gross inequities, or to aid 
in the effective prosecution of the war; 

2. The order provides that where the War Labor Board or the Price 
Administrator have reason to believe that a proposed wage increase will 
require a change in the price ceiling of the commodity or service in- 
volved, such proposed increase shall become effective only if also ap- 
proved by the economic stabilization director. 


Wage Rules 


Chairman Davis, of the National War Labor Board, issued 
a Statement calling attention to section 2 of title III of the 
Presidents’ executive order, authorizing the board to issue 
“such rules and regulations as may be necessary for the speedy 
determination of the propriety of any wage increases or de- 
creases in accordance with this order.” 

“We will issue these rules and regulations as promptly 
as we can,” said Mr. Davis. “We shall try to get them into 
such form that there will be a minimum of misinterpretation, 
misunderstanding and confusion. In addition, the board plans 
to issue explanatory bulletins, probably in the form of ques- 
tions and answers... 

“In the meantime, on behalf of the board, I am asking 
every employer and employe who is affected by this order to 
be patient. As to employers and employes who are in the 
midst of contract negotiations, their attention is called to para- 
graph 8 of title II, which says that ‘the policy of the federal 
government . . . to encourage free collective bargaining be- 
tween employers and employes is reaffirmed and continued.’ 

“We respectfully request employers and employes not to 
write, telegraph or telephone Washington with specific in- 
quiries for a few weeks, and not to do so then until they have 
tapped all authoritative local sources of information. . .” 

Noting that this was its first action under the President’s 
executive order of October 3, the National War Labor Board 
announced on October 8 the issuance of an order by it, approv- 
ing all wage increases put into effect on or before October 3, 
but reserving the right to order discontinuance of further pay- 
ment of any such increases which it later might find to be 
inconsistent with the executive order or with any policy formu- 
lated by the economic stabilization director. The board also 
issued a “procedural” order. That order stated that the 
board’s procedures prior to October 3 should remain in full 
force and operation for the adjustment of labor disputes affect- 
Ing wages. The order also provided, said the board, that 

Whenever the board takes jurisdiction over a case the parties 
Shall be deemed to have given notice within the terms of title 
II, section 1 of the executive order.” 


Transportation Board Briefs 





The Transportation Association of America has filed with 
the Board of Investigation and Research—Transportation, a 
brief, supplementing testimony put in before the board some 
months ago by Donald D. Conn, its executive vice-president 
(see Traffic World, July 11, p. 99). The brief says the posi- 
tion of the association, favoring the formation of a limited 
number of transportation systems each authorized to operate 
all types of facilities, was set forth in a statement of policy 
adopted at the semi-annual meeting of its board of directors 
in the spring of 1941, which says that “integration of all types 
of transportation without subsidy represents a sound formula 
for approaching the problems of the industry as a whole,” 
and that “the aim of any sound future policy should be directed 
toward development of a limited number of competitive trans- 
portation systems, each having legal sanction to render all 
types of services.” 

Monopoly and unregulated competition in transportation 
are in the past, the brief says; and the regulated competition 
of today has not solved the problem. Integration, it continues, 
which is “the legalized utilization of transportation facilities 
and instrumentalities of all sorts under unified management,” 
is the “new, sound and logical plan.” 


Transition from the present multitudinous transporta- 
tion agencies, each in practice, confined to the use of a single 
medium, into a limited number of integrated systems, each 
using all mediums, will involve “slow and cautious going,” the 
brief points out. 

There is involved in the transition the explanation of the 
idea to the public and the winning of public favor for it; the 
planning of the steps necessary to effectuation; and the draw- 
ing up of tentative and illustrative systems. 

Public favor for integration must rest on the soundness of 
its economic basis, which lies in preservation of the inherent 
advantages in each type of transportation and adding the 
economy and efficiency resulting from the inter-related opera- 
tions of trucks, trains, ships and airplanes; probable lower 
costs to users following economies in operating costs, and, 
finally, and most important, the certainty of continued private 
investment in transportation because of the greater probability 
of reasonable return. 

On the latter point, the brief refers to the old problem 
of strong and weak carriers. While it recognizes the fact 
that unprofitable and unnecessary lines ought to be abandoned, 
it says that the great spread in earnings between unprofitable 
but badly needed carriers and heavy-traffic prosperous car- 
riers can best be taken up by integration. Reasonable returns 
to investors would reestablish carrier credit and the market for 
carrier securities, it asserts. As a safeguard here, it cites the 
legal requirement of certificates of convenience and necessity 
from the Interstate Commerce Commission for new construc- 
tion, and it urges the extension of this requirement to expendi- 
tures by the government on transportation projects. 


The first step in the process, the brief says, must be the 
removal of “some hampering legislation,” such as the applica- 
tion of the anti-trust act to the regulated carriers and repeal 
of the Panama canal act. Subsidy should be avoided entirely, 
it adds, except where national defense justifies. 


Finally, it points to the probability of integrated transpor- 
tation being “strong enough to undertake research on a broad 
scale” and to “bear the expense of development of new facili- 
ties without having to call on the government for subsidy.” 


Although, in his oral testimony before the board, Mr. 
Conn spoke of the establishment of eleven, fourteen or seven- 
teen transportation systems, “either through outright consolida- 
tion or through the instruments of contractual operating com- 
panies,” the brief does not go into such detail. While it says 
that the association will prepare “some tentative set-ups of 
transportation systems as we visualized them,” it adds that 
“much research and many conferences with interested parties’ 
will have to precede the development of its “pictures,” which 
it expects to put before the board by next June. 


A. T. A. Files Brief 


The American Trucking Associations, Inc., in its brief 
said highway users paid $2,500,000,000 more than their fair 
share of highway costs in the period 1920-40. The association 
argued that the period from 1921 to 1930 was a transition 
stage in which a proper percentage of chargeable costs as be- 
tween highway users and the general public could not be 
determined. For that period the association computed the pub- 
lic responsibility on the basis of $12 per capita for highways 
and $7 per capita for city streets. The balance was charged 
against the highway users resulting in a user deficit of $1,400.,- 
000,000 for the decade. For the 1931-40 period the associa- 
tion charged highway users with 50 per cent of the cost for all 
highways and 30 per cent for city streets. On that basis actual 
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payments by users was shown as exceeding their share for 
the period by more than $4,000,000,000. 


The association brief assailed what it called the public 
utility concept of the highways advocated by the railroads and 
refused to accept the theory that highway users should be 
charged interest and taxes. Among the reasons assigned for 
that point of view were the federal and state functions served 
by highways in addition to providing a place for travel by 
motor vehicle. The brief reviewed the history of federal high- 
way aid in an effort to show that Congress intended to assume 
responsibility for the construction of highways as a federal 
function and as a definite commercial enterprise. But state 
restrictions, the association asserted, defeated the purpose of 
federal aid. A distinction between annual expenditures and 
annual costs was made in the brief. The association held that 
the highway user should be charged only for such money as the 
state actually spent, and not for theoretical costs pyramided, 
as it said, to create a huge deficit against the highway users’ 
contribution which did not actually exist. 


“This inclusion of theoretical interest and taxes can be 
nothing but a device to increase the costs of the highways user 
and to defeat the primary purpose for which highways were 
constructed,” said the brief. 


The association agreed with a statement made by Joseph B. 
Eastman when he was Federal Coordinator of Transportation 
on the question of applying taxes against highway users. Mr. 
Eastman held, it said, that the assessment of taxes would be 
the equivalent of charging the taxpayer twice for the use of 
its own funds. The brief expressed the view that “historical 
investment,” sometimes referred to as “heritage of the past,” 
should be written off as of 1920 because prior to that time 
highway users were not largely responsible for the construc- 
tion of improved highways and other influences were already 
bringing about improvement regardless of motor vehicles. 


The brief contended that allocation of costs by sizes of 
motor vehicles was impracticable, if not impossible. The brief 
supported that claim with a quotation from an utterance by 
Thomas H. MacDonald, Public Roads Administrator. He said: 
“It will have to be recognized at the outset that precision of 
adjustment is impossible; that there is no conceivable means 
by which the exact road costs entailed by the operation of the 
various kinds and sizes of vehicles on the numerous types of 
road service laid under an almost unlimited variety of condi- 
tions, can ever be determined.” The brief also quoted Mr. Mac- 
Donald’s declaration that “it has been urged that heavier 
vehicles do not pay a fair portion of the cost of road building 
and upkeep; in general this is not true although there may be 
specific cases in which it is a fact ... the roads that we are 
building today will stand an 18,000-pound axle load on pneu- 
matic tires; we would not build roads much less than 7 inches 
at the edges and 6 inches at the center no matter what kind 
of loads they were going to carry.” 


Board “Approved” by Truckers 


The brief of the American Trucking Association, Inc., 
hinted that the present membership of the transportation board 
had the approval of the motor carrier industry but did not have 
the sanction of the railroads or rail labor unions. It phrased 
that suggestion as follows: 


The 1940 amendments to the interstate commerce act carried pro- 
vision for the establishment of a Board of Investigation and Research 
with directions to investigate and report on the matter of subsidies. 
The Committee of Six, consisting of three railroad officials and three 
railroad labor union officials, were able to secure passage of the 1940 
amendment, but then they lost control. The President appointed the 
board, but we are reasonably certain that the names of none of the 
present board members appeared on the panel submitted by either the 
railroads or the railroad labor unions. 

Then the Committee of Six, together with all their affiliations were 
ready to abolish the board and one way of doing it was to cut off the 
appropriations. In the meantime the motor carrier industry had ob- 
served that the board members had not been picked from the railroad 
slate. Furthermore, their qualification and personal integrity were 
such that the public, the motor carrier industry and the railroads could 
be assured of an impartial investigation and report. There was a real 
public need for putting these issus at rest; modest appropriations were 
made and the investigations got under way. 


The A. T. A. brief charged that the railroads, after the 
first World War, by instigatiton of anti-truck laws in the vari- 
ous states, sought to destroy highway competition instead of 
meeting it, “by improving railroad service.” It said that “huge 
sums were spent in legislative activities, and many fake civic 
associations were promoted.” Continuing, it said: 

Railroads and railroad labor unions joined forces and political 
strength at the city halls and state capitals. Certain college profes- 
sors, for cash considerations, attached their names to ridiculous ‘‘state- 
ments’’ and ‘‘reports’’ to their railroad employers and this anti-truck 
propaganda was sought to be dignified by identifying writers with the 
names of the respectable institutions with which they were connected. 
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What the propaganda writers said, together with certain other induce. 
ments, had its effect in promoting anti-truck legislation and trade bar. 
riers in many places. 

The activities of the railroads forced the trucking industry to form 
state associations and they in turn formed a national association now 
known as the American Trucking Associations. . . 


The brief said Professors Breed and Downs, witnesses for 
the railroads at the public aids hearings, had been “augment. 


ing their income for several years by writing ‘reports’ for and x 


to the railroads,” and that Mr. Older, highway engineer who 
testified on behalf of the railroads, had participated in the 
reports and presentations. The brief added that “Mr. Older 
has been engaged by the railroads for some years in writing 


‘reports’ and appearing before state legislatures in behalf of 
anti-truck bills.” 


Association of American Railroads 


_ A brief filed with the Transportation Board by the Asso- 
ciation of American Railroads asserted that, while water car- 
riers were receiving public aids of great value and while high- 
ways, used almost entirely by motor vehicles, were provided 
and maintained by government at an ‘‘enormous” cost, cur- 
rently effective public aids to railroads, if any existed, were 
negligible. 

It was plain, said the A. A. R. brief, that the work of the 
board would be wholly without value if inconsistent principles 
or methods should be used in ascertaining and evaluating 
public aids to the several types of carriers. It stated the 
premise that the costs borne by the government for which it 
was not reimbursed, in connection with transportation by a 
particular type of carrier, constituted public aids to that type 
of carrier, and added that “since, in a study of relative econ- 
omy, comparable costs of the several types of carriers must 
be considered, and since public aids are a part of such costs, 
comparable public aids for each type of carrier must be con- 
sidered and comparable methods must be employed in measur- 
ing the public aids to each type of carrier.’’ Elaborating on 
those views, the brief said: 


It will be remembered .. . that a privately operated transportation 
agency, which provides its own facilities, must meet its costs from 
charges paid by the users of its services. It cannot levy toll or tax 
on land owners or other non-users on the theory that they are the 
recipients of consequential benefits. Thus, any theoretical set-off 
against the costs of transportation by such an agency would be purely 
fanciful because it would not point to any possible source of revenue 
from which transportation costs, including the costs of necessary fa- 
cilities, could be met. If the costs of transportation by an agency 
providing its own facilities are to be compared with the costs of trans- 
portation by an agency whose facilities are, in large part, provided 
by the government, it is obvious that the comparison will be meaning- 
less in a study of relative economy unless the full costs are used in 
both cases. ... 

Government aids to a particular type of carrier are a part of the 
cost of transportation by that type of carrier. This brings us back 
again to the necessity of considering comparable costs with respect to 
each type of carrier and of measuring public aid to each type by the 
same standards. If this course is not followed, the investigation can 
develop nothing which will be helpful in the effectuation of the national 
transportation policy. . 


Argument on R. F. C. Loans 


_ _.With respect to aids to railroads, the A. A. R. brief said 
it did not agree with the tentative conclusion expressed by the 
board’s staff that it was reasonable to regard as_ probable 
losses the loans obtained by railroads from the Reconstruction 
Finance Corporation and the Public Works Administration 
and the interest thereon in default on April 30, 1942. It said 
the fact that certain obligations were overdue on a certain 
date was no measure of the loss that might finally be experi- 
enced. The R. F. C., it added, had not yet written off any 
losses from these raiiroads loans, interest and installment pay- 
ments on principal continued to be made, and the collateral 
that secured the loans was still held. It said the same comment 
applied with respect to the P. W. A. loans. 


As to charging a part of the cost of grade crossing elimina- 
tions to the railroads, the brief observed that “for a consider- 
able period” the railroads were required to pay all the cost of 
grade crossing separations, eliminations, and protection. It 
contended that, to the extent that expenditures had been made 
out of federal or state funds for such eliminations, public aid 
had been extended to motor carriers. In fact, it said, the 
main purpose of such eliminations was to benefit the highway 
users thereof. Prior to passage of the Truman-Hobbs act, it 
continued, all the costs of construction, alteration or relocation 
of bridges over navigable streams were met by the railroads, 
and never had the water carriers been called on to pay any 
of the cost of such bridge projects over navigable waterways. 
To the extent that changes in such bridges had been made 
necessary by changes in navigation, whatever public aid had 
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been involved in the cost of such changes had inured to water 
carriers and not to railroads, the A. A. R. averred. 


Aids in Form of Land Grants 


On the question of aids to railroads in the form of land 
grants, the brief maintained that the value of the grants should 
be calculated as of the dates of the respective grants. It said 
that in calculating the average value of such grants it must 
be remembered that a considerable portion of the lands sold by 
the government to citizens in the period of grants to railroads 
was made saleable, and its value and price were increased, by 
the very fact that the railroads had received their land grants 
and had thus been able to build into those states. The A. A. R. 
said it was not taking that factor into account in its calcula- 
tions, however. On the basis of an average sale price of 94.5 
cents an acre, applied to 130,303,668 acres actually patented, 
the resulting amount of $123,136,966 might be regarded as the 
approximate value of the federal land grants to railroads as of 
the time the grants were made, said the brief. With respect 
to land grants by states, it noted, among other things, that 
land in Texas around 1860 was selling as low as 20 cents an 
acre, while in Maine the average price was 44 cents an acre, 
and in Florida it was 70 cents an acre. Therefore, the railroad 
brief contended, an average of 50 cents an acre as of the date 
of the several state grants of land to railroads appeared gen- 
erous. 


“Applying such an average to the 48,883,372 acres included 
in such grants, the result is an aggregate value, at time of 
grant, of not more than $24,442,000,” it said. 

Its subsequent discussion of land grants included the fol- 
lowing: 


Federal grants of land to the railroads were by no means gifts. 
On the contrary, the recipient railroad companies were required to 
make a definite return to the government, in consideration of the 
grants, by transporting government traffic and government mail at 
greatly reduced rates. This requirement is still effective, although it 
has been changed somewhat by recent legislation. ... 


In addition to the reduced rates and fares afforded the government 
by those companies which were recipients of land grants, the govern- 
ment also has received and is receiving reductions from competing 
railroad companies, although such companies never obtained any 
grants. Whether these ‘‘equalization rates’’ were offered or not, the 
government would benefit to the same extent, because it is required 
by law to search out the lowest lawful rates for the transportation of 
its traffic. If equalization rates were not available, the government 
would forward its traffic entirely by land grant routes... 


The Section of Research (of the Federal Coordinator) estimated 
that up to 1937 the amount of ‘‘rate concessions’’ accruing to the gov- 
ernment as a result of the land grant provisions had averaged $2,000,- 
000 per year . . . This, we think, is much too low. For one thing, it 
does not include reductions accruing to the government on account 
of equalization rates... 


A study was made by the Association of Railway Executives for 
a five-year period, 1924-1928, which showed an annual average of more 
than $5,000,000 in that peacetime period, in reductions on government 
freight, troops and mail. The amount of these reductions, of course, 
vastly increases in wartime. They were greatly increased, also, in 
the period of depression following 1930, through increased activity of 
government departments in the transportation of nonmilitary govern- 
ment property. Thus, in 1938, the Interstate Commerce Commission 
estimated the annual reductions, as of that year, exclusive of express 
and mail, at $7,000,000. All these statistics include rate concessions in 
the form of equalization rates. 


Rate Reductions $100,000,000 a Year? 


During the present emergency these reductions in rates and fares 
have been increased many times, and are currently running at the rate 
of several million dollars per month. This is true even though the 
transportation act of 1940 limited the required reductions in rates and 
fares to military traffic. From September 1, 1941, to April 30, 1942, 
a period of eight months, the total reduction on government military 
trafic amounted to more than $60,000,000. This is at the rate of 
some $90,000,000 per year, and there is reason to believe that the an- 
nual rate, as of the date of this brief, exceeds $100,000,000 per year. 
It is clear that by the close of the present war emergency, if no relief 
is afforded the railroads in the meantime from the rate-reduction re- 
quirements, the amount of reductions will have aggregated hundreds 
of millions for the war period alone. . . 

It is obvious . . . that the value of the right of government to 
reduced railroad rates and fares . . . far exceeds the value of the fed- 


oo grants, which we have shown as worth not more than $123,- 
000, . « 


The A. A. R. said the total acreage granted by the federal 
government for rights-of-way amounted to 554,563 acres, ex- 
clusive of 73,105 acres contained in general land grants; that 
certain states also made rights-of-way grants to railroads in 
an aggregate of 43,264 acres; that the value of these right-of- 
way lands should be taken at the figure shown for federal land 
grants, or 94.5 cents an acre, and that, on that basis, the total 
value of federal and state right-of-way grants as of the dates of 
the grants would be $565,000. 

The brief declared, further, that it should be borne in 
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mind that railroads had been required to make “very large” 
expenditures for public purposes. To the extent that capital 
expenditures and increased maintenance and operating costs 
had been required of railroads by state, county or municipal 
government for public purposes, it said, they might be con- 
sidered as credits to the railroads against public aids given 
them by the government. It said that over $435,000,000 of such 
expenditures had accumulated within a five-year period, and 
that that fact gave only a slight indication of what the amount 
might be for the entire period of such requirements by govern- 
ment. 


Aids to Waterways 


On the subject of public aids to waterways, the brief 
cited an exhibit by the board’s staff showing that the total 
cost of the federal waterway program administered by the War 
Department to June 30, 1940, was $2,592,877,068, excluding the 
Panama Canal. 


“If these waterway improvements had been made by private 
enterprise,” said the A. A. R., “a tax would have been imposed 
on the assessed value of the improvements. The facilities that 
have been supplied by the government are owned by the gov- 
ernment, and therefore no tax is imposed upon them... . The 
waterway facilities that have been constructed by the govern- 
ment are used as transportation facilities in precisely the same 
way that private property of the railroads is used. A study of 
public aids to water carriers should, therefore, include as one 
factor of public aid a tax on the value of such facilities as have 
been furnished by the government. The government by provid- 
ing waterway facilities has made it possible for the users to 
escape the payment of taxes on the facilities used by them. 
Any study of the relative economy of railroad and water car- 
riers should reflect the same elements of cost both for the rail- 
roads and the water carriers... .” 


In further discussion of waterway costs, the brief cited 
references by a witness for certain water carriers to “low cost 
of water transportation.” 


“He obviously refers to only that part of the total cost 
of water transportation which is borne by the water carrier 
and shipper, and wholly ignores that part which is borne by 
the general public,” the A. A. R. commented. 


Assignment of Highway Costs 


Motor vehicle users of highways, continued the brief, made 
certain payments to government in the form of taxes, but those 
payments amounted to only about one-half of the costs of the 
highways, the A. A. R. averred. It added: 


There is little or no disagreement with respect to the broad steps 
to be followed in measuring public aid to motor vehicles. They may be 
stated briefly as follows: (1) The determination of the annual costs 
of highways; (2) the allocation of such annual costs between motor 
vehicle users, as a whole, and others; (3) the allocation, among the 
several classes of motor vehicles, of that part of annual highway costs 
assignable to motor vehicles as a whole; (4) the ascertainment of high- 
way user payments by motor vehicle operators; and (5) the compari- 
son of such user payments with highway costs assignable to motor 
vehicles. 


The A. A. R. argued that the board should consider escaped 
taxes as public aid to motor vehicles and should include a 
charge for taxes in annual cost of highways. It said the es- 
caped taxes for the period 1921-1937 totaled $1,950,225,000. 
The total annual costs of all highways for that period, it was 
said, was $25,519,089,000. If the items representing escaped 
taxes and annual cost of unsurfaced roads were added to the 
figures of the Coordinator’s Section of Research, the A. A. R. 
added, the total became $31,860,733,000. 

The railroads contended that indirect benefits to lands and 
localities should be disregarded in determining public aid to 
motor vehicles, citing testimony by Professor C. B. Breed that 
benefits of that sort were incident to any transportation agency. 


“Added” Highway Costs for Trucks 


As to allocation of costs, the brief said it should be rec- 
ognized that all vehicles using the highways should share 
the costs that would be incurred in connection with a “basic 
highway” suitable for a “basic vehicle,’”’ such as a passenger 
car or other like vehicle, but that only vehicles the charac- 
teristics of which required a more expensive road should share 
in the added costs necessary as a result of their characteristics. 
Such differences in motor vehicle characteristics affected the 
allocation of both maintenance costs and capital costs, said the 
A. A. R. The brief after a long discussion of various elements 
of highway costs and their allocation, said that the highway 
engineers who testified on behalf of the A. A. R. (Professor 
Breed, Clifford Older and W. S. Downs) found underpayments 
by each of 28 classes of motor vehicles, while the Coordinator’s 
Section of Research had found underpayments with respect to 
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only five classes, overpayments with respect to 22 classes, and 
found that passenger cars exactly paid their way. 

“For common carrier busses, 8 to 20 passengers,” con- 
tinued the A. A. R., “the Section of Research estimated an over- 
payment of $148, while the highway engineers placed the under- 
payment for this group at $491. Private trucks, 3 tons and 
less thar 5 tons, single, were credited by the Section of Re- 
search with an overpayment of $34 per vehicle, while the high- 
way engineers estimated an underpayment of $614. For-hire 
trucks of the same capacity were credited by the Section of 
Research with an overpayment of $31 per vehicle, while the 
highway engineers estimated that this class of vehicle failed 
to pay its way in 1932, on the average, by $877 per vehicle.” 


Conclusions 
The A. A. R. brief stated the following conclusions: 


(1) The central purpose of the board’s investigation is a study of 
the relative fitness and economy of railroads, water carriers, and motor 
earriers. This involved a consideration of relative costs of transpor- 
tation by each type of carrier, including those costs borne by gov- 
ernment through the extension of public aid. The purpose of the 
investigation will be defeated if the same elements of costs are not 
considered with respect to each type of carrier. Therefore, the same 
standards and measures must be employed in determining public aid 
to each type of carrier. 

(2) Collateral benefits to lands, communities, localities and business 
enterprises are brought about by the use of all agencies of transport. 
They should not be considered in determining the extent of public aid. 
The amouric of public aid is not made greater or less by indirect in- 
juries or indirect benefits. 

(3) Carriers which provide their own facilities must look to the 
users of their services for the funds necessary to meet the costs of 
such facilities, as well as all other costs of operation. They cannot 
obtain a part of those funds by levying taxes on land owners and 
others who may be regarded as indirect beneficiaries. If, in the case 
of carriers using facilities provided by the government, indirect bene- 
ficiaries are required to pay a part of the costs of the facilities, an in- 
defensible and chaotic competitive situation is an inevitable result. 

(4) The true costs of transportation by a carrier using facilities 
furnished by government are not reduced by requiring indirect benc- 
ficiaries to pay a part of the costs of such transportation. The rela- 
tive economy of a carrier of this kind, as compared with that of a 
earrier providing its own facilities, must be judged in the light of 
the full costs of transportation, including just compensation for fa- 
cilities used. 

(5) The national transportation policy has for its main objective 
a system of transportation in which each type of carrier occupies its 
proper place. That place cannot be determined unless each type of 
carrier is called upon to bear the full costs of the transportation service 
it performs, including just compensation for facilities furnished to it 
by government. 


(6) Effectuation of this policy depends upon underlying conditions 
in the field of transportation which will encourage the movement of 
traffic by the most economical type of carrier rather than by a type 
of carrier which appears to be economical only because it is able to 
escape the payment of a large part of the costs incident to its opera- 
tion. 

(7) Currently effective aids to railroads, if any exist, are negligible. 

(8) Water carriers are receiving public aids of great value. The 
improved waterway facifities which they use are provided by govern- 
ment at large cost, and the water carriers pay nothing to government 
in return. 

(9) Highways are provided and maintained by government at an 
enormous cost. Almost their only use is by motor vehicles. Certain 
user payments are made in connection with motor vehicle use, but they 
are sufficient to reimburse government for only about one-half of the 
costs of highways. The resulting public aid to motor carriers is of 
tremendous value. This conclusion can be avoided only on the inde- 
fensible theory that public aids to motor carriers can be eliminated or 
minimized by setting off against them indirect benefits to lands and 
localities arising out of the use of the highways by motor vehicles. 
The whole nebulous concept of ‘‘local or land service use’’ of high- 
ways by motor vehicles springs from confusion and breeds confusion. 
It rests upon an attempted classification of motor vehicle use which 
has no foundation in logic or in realism, and it comes to the per- 
plexing conclusion that a large part of motor-vehicle use of the high- 
ways is ‘‘non-motor vehicle’’ use. 


The brief, covering 316 printed pages, including 40 pages 
of appendices, bore a notation that the committee represent- 
ing the A. A. R. with respect to the investigation by the trans- 
portation board was composed of M. J. Gormley, chairman; 
Cc. H. Buford, E. H. Bunnell, A. F. Cleveland, C. S. Duncan, 
J. Carter Fort, and J. H. Parmelee. Attorneys of the A. A. R. 
who collaborated in preparing the brief were: Elmer A. Smith, 
Joseph H. Hays, Amos M. Mathews, J. C. Greenway, Gerald 
D. Finney, and J. Carter Fort. 


Private Truck Owners’ Brief 


Prepared by a committee composed of L. F. Orr, W. H. 
Ott, A. M. Grean, Jr., and J. F. Winchester, a brief of the Na- 
tional Council of Private Motor Truck Owners contended that 
the evidence presented by the highway engineers on behalf of 
the A. A. R. was “without weight and should not be considered 
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as having any probative value.” The brief referred to the rail. 
roads as the “complaining respondents.” It cited the case of 
the United States vs. Boston, Cape Cod & New York Canal 
Co., decided by the U. S. Circuit Court of Appeals, First cir. 
cuit (271 Fed. 877). In that case, said the brief, the court 
said the opinion of an expert witness, Emory R. Johnson, quali- 
fied as an expert on the history and theory of canal transpor- 
tation, as to the probable future revenue based on an increase 
of tolls was, in any aspect, nothing more than a mere guess, and 
that the evidence given by Professor Johnson was incompetent 
and should not have been received. 

Disputing the railroads’ contention that highway users 
should be charged with the values placed by the railroads on 
“hundreds of thousands of miles of country roads and lanes” 
throughout the nation, the N. C. P. M. T. O. brief said the 
railroads overlooked the fact that such roads were feeders to 
the railroads, “who, because of their much greater tonnage 
thus derived, are a much greater beneficiary from this develop- 
ment and according to their reasoning are due to pay a much 
larger proportion of the cost for their upkeep.” Again refer- 
ring to the railroads, the brief said: 


They also charged that all of the width and thickness above a cer- 
tain minimum is due to the presence of highway carriers’ upon the 
highways, when everybody knows that . . . factors they have disre- 
garded draw heavily upon the highways... 


Waste by W. P. A. Charged 


With respect to highway costs, the brief averred that there 
had been enormous waste in construction costs “due to public 
relief expenditures during the past decade.” 

“Even to say that the public received 75 per cent benefit 
from the man hours alleged to have been expended in build- 
ing and improving public highways by relief workers is being 
very liberal minded indeed,” it continued. 

It said that, illustrating “the speculative nature of the 
assumptions being made by your staff,” nothing was intro- 
duced into the record as to the value of city streets in cities 
and towns having a population of less than 30,000, ‘“‘yet the 
board’s witness assumes that the expenditure per capita in 
these unknown areas is the same as it is in other areas of 
greater population, and even these basing figures are not alto- 
gether exact.” This, said the brief, was only a sample of the 
estimates that might ke discovered by examination of the data 
that had been submitted in the record. 

“While your respondents were placed in the position of 
plaintiffs at the hearing,” the brief added, “this is in fact 
an adversary proceeding and we are defendants regardless of 
the ex parte implications. Hence, we repeat that if the board 
should make findings of fact and recommendations that are 
adverse to the defendants, they should be as meticulous and 
painstaking as they would be required to be if they were a 
court of law, and not resort to estimates merely because the 
best evidence is more difficult to procure.” 

The brief said that more than 40 per cent of all communi- 
ties in the country were entirely dependent on motor vehicles 
for transportation It said business men who were highway 
users, including farmers, owned about 90 per cent of the tax- 
able wealth and paid about that proportion of the total taxes, 
federal and state. It noted that 88 per cent of all motor trucks 
were owned by industry and operated as an industrial facility 
and said 88 per cent of all truck owners operated only one 
truck. It added that 98 per cent of private truck mileage was 
within a radius of 100 miles, 88 per cent within 30 miles, and 
93.6 per cent within 50 miles. In its conclusion, it said: 


We believe that the hearings indicated a sparsity of sound factual 
data and we cannot too strongly urge the use of all federal-state 
agencies having to do with highway construction, maintenance, finance 
and planning for the use of the board in formulating its conclusions. 
The importance of weighing only complete factual evidence cannot be 
overemphasized. It will be regrettable if some phases of the inquiry 
cannot accurately be determined due to the lack of such sound evidence. 
It would be better for the board to state that fact and leave a particu- 
lar point unanswered until provision is made for gathering the evidence 
rather than reach conclusions upon insufficient or incomplete evidence, 
for in the latter case, the whole report will be subject to attack. 


Steamship Lines’ Views 


A brief prepared by Parker McCollester, attorney, on 
behalf of the American-Hawaiian Steamship Co. and _ the 
Luckenbach Steamship Co., said that obviously a particular 
waterway or harbor improvement did not benefit all users of 
the facility. It said the dredging of a channel already 35 feet 
deep to a depth of 45 feet was no aid to a carrier whose vessels 
drew only 25 feet. Only by analyzing critically each appropria- 
tion, ascertaining by whom and for whose aid the project was 
undertaken, and discovering what users needed and were 
actually benefited by it could a really correct picture be ob- 
tained, the brief said. 


“But the board’s staff,’ it continued, “have merely 
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shown total expenditures for projects at various ports, and 


' then... have arrived at purported costs per ton of coastwise 


or intercoastal waterborne freight by simply dividing the total 
expenditure by the number of tons of ‘vessel traffic.’ They 
have done even worse, by confining their divisor to the tons of 
‘vessel traffic’ originating or terminating on a particular chan- 
nel and omitting the cargo which was transported through the 
channel. They have disregarded completely all other uses of 
the water of the ports by passenger vessels or ferries, by rail- 
road lighters, by foreign trade ships, by naval vessels. .. .” 

The fact that facilities as ports, such as New York, served 
so many different types of users, the ship lines’ brief declared, 
demonstrated that it was impossible to arrive at any unit 
figure by the ton or ton-mile that would, with any degree of 
fairness or accuracy, represent the cost to the federal govern- 
ment of improvements to be regarded as aids to intercoastal 
transportation as such. It averred that improvements of harbor 
facilities such as dredging of channels at large ports were of 
such general benefit to the public at large and to all types of 
carriers that they did not come at all within the purview of 
government aids to any particular form of carrier. 

Expenditures for new port projects did not necessarily 
represent benefits to intercoastal carriers, the brief argued. 
For the most part, it said, the intercoastal lines formerly 
handled through their main ports any traffic that might be 
moved through these smaller ports and could do so much more 
economically through the former than through the latter. 

“Consequently,” it continued, “when, by reason of local 
pressure of one kind or another, an intercoastal line has felt 
compelled to extend its operations to make calls at some newly 
developed out port, it has not thereby secured new and addi- 
tional cargo, but has merely incurred increased expense in the 
carriage of cargo which it would have gotten through a main 
terminal in any event.” 

The brief said tolls were paid for the use of the Panama 
Canal and that the intercoastal carriers were not receiving aid 
from the federal government in using that canal. 

“We also wish to call to the attention of the board,” it 
said, “that substantial aid may result to some carriers from 
the tax exemptions accorded to subsidized lines on earnings 
which are used for replacement. There is no provision in the 
merchant marine act requiring the return of such financial 
assistance in the event that ships so aided are later used to 
compete in domestic commerce with unsubsidized intercoastal 
or land transportation. Under today’s conditions this form of 
financial aid is so substantial that the construction of a new 
ship out of earnings by an intercoastal carrier would require 
an outlay four times as great as similar construction by a sub- 
sidized line. . . .” 

The steamship lines observed that the sale by the govern- 
ment of the first world war fleet at low prices and the condi- 
tions that ensued therefrom afforded a warning against a repeti- 
tion of the error at the end of the present world war. In its 
conclusion, the brief said that no carrier should have charged 
to it as a part of its supposed costs defrayed by government 
funds, the entire expense of something it did not need and by 
which its operations were not benefitted, or whose benefits 
were equally enjoyed by others. 


Chicago Civic Federation 


A brief submitted by Douglass Sutherland, executive sec- 
retary of The Civic Federation, of Chicago, Ill., said that im- 
proved streets were no longer recognized as being constructed 
for the primary benefit of real estate but were regarded, in 
some instances, as a detriment to abutting real estate; that 
real estate taxes had grown inadequate to meet governmental 
needs, and that the consensus of opinion of mayors of Illinois, 
as shown in answers to a questionnaire sent out by the Illinois 
Municipal League, was that motor vehicle taxation should 
bear the major part of the cost of city street construction 
instead of real estate taxation. 


Brief by Dr. C. S. Morgan 


_ Dr. Charles S. Morgan, assistant director of the Commis- 
Sion’s Bureau of Motor Carriers, former director of the Sec- 
tion of Research of the Federal Coordinator of Transporta- 
tion, and director and principal author of “Public Aids to 
Transportation,” a report of the Federal Coordinator, filed a 
brief in a personal and not an official capacity, but with the 
consent of the Commission and Director Eastman. He attended 
the hearings on public aids conducted by the transportation 
board and obtained permission at that time to file the brief. 
He noted that Mr. Eastman’s present duties did not permit 
him to give personal attention to the discussion of public aids, 
at this time. : 

In an introductory statement, Dr. Morgan said that two A. 
A. R. publications, “What Is Public Aid to Transportation?” 
~ “Highway Costs,” were incorporated in the record of the 
earing. 
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“For the purpose in hand, it has been necessary to review 
the first of these publications in detail,” he said. “It consti- 
tutes the only extensive criticism of the Coordinator’s report. 
This review indirectly covers ‘Highway Costs’ as well. All 
points, major or minor, have been considered. 

“Included in this statement is a review of the engineer- 
ing and other technical problems of highways and their use 
prepared by Mr. Warner Tufts, formerly of the Section of 
Research of the Federal Coordinator of Transportation.” 

Dr. Morgan said he had adopted that review. His brief 
covered 233 mimeographed pages. 

Dr. Morgan’s brief included a point-by-point analysis and 
criticism of statements in “What Is Public Aid to Transpor- 
tation?” that challenged the conclusions set forth in the Fed- 
eral Coordinator’s report, “Public Aids to Transportation.” 
He also discussed, in minute detail, data contained in the ex- 
hibits prepared by the transportation board’s staff and sub- 
mitted at the public aids hearings and cited instances in which 
he regarded that information deficient, insufficient, or other- 
wise in need of revision. Much of the material in his brief 
dealt with the allocation of highway construction and mainte- 
nance costs. He commented on the testimony of many wit- 
nesses at the hearings conducted by the board. 

At several points in his brief, Dr. Morgan averred that 
the railroads failed to appreciate the difference between aids 
given a private corporation and things that were done in the 
discharge of a public function. 

With respect to allocation of highway costs, he said, among 
other things: 

Too many items of cost are affected jointly by traffic and weather 
and the ratio of the influence of each on any particular cost can only 
be determined statistically. It does not appear to be so unreasonable 
to charge two-thirds of highway maintenance to natural causes when 
one considers that a similar part of railroad maintenance on roadway 
and structures is similarly chargeable. 


Land Grant Appraisal 


To the railroads’ contention that the Federal Coordinator’s 
figure of $489,000,000 of gross public aid from federal grants, 
shown in the report prepared by Dr. Morgan, should be re- 
duced to $122,000,000 on the basis of 94.5 cents an acre, and 
that state grants should be valued at 50 cents an acre, Dr. 
Morgan’s brief replied that “nothing need be added to what 
is found in volume II, pages 33-35,” of the Coordinator’s report. 
He said that the estimate in that report of $2,000,000 a year as 
the average rate reduction made by land-grant railroads in 
the period 1850 to 1927 remained a liberal one, and that, as to 
the contention that all reductions should be included, “reference 
need only be made to the cogent reasons for the treatment of 
this subject found at pages 47-48 of our report.” 

On the subject of public aids to transportation by water, 
he said: 

The tasks which confront the board in this phase of its investiga- 
tion of public aids may be stated as (1) the drawing up of an his- 
torical record of the capital outlays and other expenditures for water- 
way improvements and, in the case of some projects, the separation of 
costs not assignable to navigation; (2) the reduction of this record of 
expenditures chargeable to navigation to an annual cost basis: (3) the 
segregation of such part, if any, of this annual cost as is not assignable 
to domestic commercial water transportation; and (4), for purposes 
of analysis, the reduction of the remaining costs to a ton-mile or other 
unit basis. In the case (5) of publicly-provided terminals, the pro- 
cedure will be much the same, though there is the additional step of 
ascertaining and deducting the payments made by users. 


As to the costs of waterway or harbor improvements that 
were no longer in use, because of failure to develop traffic or 
for some other reason, Dr. Morgan said that so long as there 
was any use or potential use of a project or until its abandon- 
— by the government, there should be a reckoning with its 
costs. 

“There is unlikely, however, to be any harmful effect on 
users if a tolls program were to be adopted,” he said, “as 
such projects would tend to have been amortized in very large 
part and as a level of tolls required to carry their remaining 
annual costs would doubtless prove impracticable.” 

Dealing with the opinion expressed by some witnesses 
that certain waterway or harbor improvements were charge- 
able, in whole or in part, to national defense, Dr. Morgan said 
that if a given improvement could be shown to have been pro- 
vided solely to accommodate vessels of the armed services 
and there was no use, actual or potential, by other vessels, it 
would be in the interest of simplicity to eliminate it or, if it 
was part of a larger project, to deduct the expenditures in- 
curred for it before computing annual costs for the other facili- 
ties. Such projects would be few in number, he added. .- 


He said one witness cited the heavy movement of essential 
commodities by inland and coastal waterways. His comment 
on that was: 


All agencies of transportation contribute to the national defense 
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in these ways and no one can be treated as if it were unique without 
discrimination against the others. . . If there is a need for a policy 
which seeks to encourage adequate waterway equipment for potential 
defense needs . . . there is also need for a policy which will assure 
adequate rail and highway facilities. Both objectives, unfortunately, 
are difficult to attain if one agency is preferred over the other. 


Dr. Morgan cited a suggestion by one witness that benefits 
such as development of industries in a given area be used as 
a factor in determination of public aid to waterways. The 
idea of restoring to benefits as offsets to public aid, said Dr. 
Morgan, “employs faulty economic reasoning and can result 
only in confusion.” 

“Certain witnesses,” he continued, “indicated that they 
would assign a part of the cost of waterway improvements to 
fishing or recreation (boating, swimming, etc.). . . Witness 
Brent ... cites the locks and dams on the Upper Mississippi, 
said to have created 1,600 miles of recreational area on 21 
lakes. . . These by-product benefits are entitled to no more 
consideration than, say, the benefits which people derive in 
watching airplanes land and take off at a terminal. . . It is 
hoped that the board will not confuse the treatment of the 
already complex problems before it by considering this line of 
reasoning seriously.” 


Inland Waterways Corporation 


Dr. Morgan had the following to say, among other things, 
about the Inland Waterways Corporation: 


Although the board has not released its study of the Inland Water- 
ways Corporation, it is appropriate to note the few minor comments 
on the Coordinator’s report on this subject which are made in ‘‘What 
Is Public Aid to Transportation?’’ The first is that ‘‘nothing is 
charged against the corporation for the use of waterway facilities pro- 
vided by government”’ . . . To have made such a charge in the absence 
of a congressional policy of charging tolls for waterway users in gen- 
eral would have been discriminatory. . . ‘‘What Is Public Aid to Trans- 
portation?’’ urged that the Coordinator’s report did not clearly come 
out with the conclusion that the corporation should quit. . . Phases of 
this question are briefly discussed at pages 250-251 of that report, but 
this question is one of policy which it appeared could better be dis- 
cussed in other forms. 


Dr. Morgan observed that “the railroads, to serve the pur- 
pose they have in mind, needed only to call attention to the 
fact that our finding of waterway aids for a single year, if con- 
tinued for ten years, would equal all the historical aids charged 
to them.” 

The transportation board announced that the briefs filed 
in the public aids investigation were open for public inspec- 
tion at its offices. 


TRANSPORTATION BOARD APPOINTMENT 


The Board of Investigation and Research has announced 
appointment of James A. Little, of Lincoln, Neb., as chief of 
the shipper-carrier relations section of the board. 

A native of Adrian, Minn., Mr. Little came to the board 
from the Nebraska State Railway Commission where he served 
as director of transportation for that organization. He is a li- 
censed practitioner before the Commission. In part, the board 
said: 

Mr. Little’s professional experience as a specialist in traffic and 
transportation matters extends over a period of many years. His 
career began with the Great Northern Railway in 1905. Later he was 
traffic manager of commercial organizations and for many years served 
as rate expert of the Railroad Commission of North Dakota. During 
the other war he was with the Railway Administration in its Division 
of Public Service. In 1919 he was assistant to the President of the 
National Association of Railroad and Public Utilities Commissioners. 
Mr. Little has acted as commerce counsellor in many rate cases involv- 
ing agricultural commodities. From 1934 to 1936 he was with the 
Federal Coordinator of Transportation as research assistant. 

Mr. Little is the author of numerous briefs on matters of rate 
litigation, and he has contributed articles to professional periodicals. 


The program of research with which Mr. Little would be 
concerned, the board said, involved studies of shipper-carrier 
organizations and the way in which they affected the economy 
and fitness of the national transportation system. 


TRANSPORTATION TEAMWORK 


Robert S. Henry, assistant to the president, Association 
of American Railroads, in an address at a luncheon held jointly 
by the Northwest Shippers’ Advisory Board and the Minneap- 
olis Traffic Club at Minneapolis October 5, repeated the plea 
made by other railroad association executives in recent weeks 
that materials be allocated for the construction of new railroad 
equipment necessary to move the expected 1943 traffic load. 

“Public authority must determine how best to allot the 
nation’s limited stock of critical materials to meet the almost 
unlimited demands of this war,” said he. “It is our hope that 
the men on whom this heavy responsibility has been laid will 
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find it possible to let the railroads secure the steel and other 
materials which they must have if they are to maintain their 
plants at present efficiency and if they are to keep on fur. 
nishing the transportation without which this nation could not 
fight at all.” 

The railroads would be able to meet the transportation 
needs of the remainder of 1942 “by reason of teamwork in more 
efficient use of the equipment available,” he said, “but after 1949 
there will be more traffic to move.” No one could say with 
certainty how much heavier the 1943 traffic load would be, 


in the future,” that it would be “well above the 1942 load.” 

The title of his talk was “Teamwork Will Win,” and he 
described transportation as the most “vital member” in the 
war team. Transportation itself was a team, he said, in which 
shippers and carriers worked together; it was appropriate that 
that be said in Minneapolis, where the first shippers’ advisory 
had been formed twenty years ago. 

The meeting of the voard was one of the best attended in 


its history. Action at the business session included the adop. 


tion of a resolution favoring the abolition of land grant rates, 


GEHRKE PRESIDES AT MID-WEST MEETING 


The account of the meeting of the Mid-West Shippers’ 
Advisory Board, in the Traffic World last week, p. 785, neg- 
lected to say that, in the absence of the general chairman, be- 
cause of illness, the presiding officer was Hugo W. Gehrke, 
manager traffic division, Milwaukee Association of Commerce, 
alternate general chairman. 


PACIFIC NORTHWEST SHIPPERS BOARD 


A predicted increase in carloadings in the Pacific north- 
west of 6.6 per cent in October, November, and December, 
over loadings for the same three months last year was reported 
by H. D. Smith, executive secretary, Pacific Northwest Advisory 
Board, at the quarterly meeting of the board at Spokane, 
Wash., October 2. Heaviest increases were predicted for the 
following commodities, expressed in percentages: Gravel, rock 
and sand, 46; castings, machinery and boilers, 42.4; brick and 
clay products, 38.4; iron and steel, 31.9; cement and concrete, 
28.5; lumber and forest products, 10.9. The following decreases 
were predicted: Furniture, 47; petroleum and products, 35.5; 
canned foods, 13.1; vegetables, 25. Carloadings in the area, it 
was predicted, would total 258,356 for the period, compared with 
loadings of 242,420 for the same period last year. 


Atlantic States Board 


Commodity carloading committees, reporting at the fall 
meeting of the Atlantic States Shippers’ Advisory Board, at 
Baltimore, Md., October 9, predicted increases of 8.4 in the num- 
ber of cars loaded in the area in the last quarter of 1942 as com- 
pared with the last quarter of 1941. Predicted loadings of the 
22 commodities covered, totaled 1,011,727 cars as compared with 
933,516 cars actually loaded in the last three months of last 
year. 

In the number of cars, the heaviest forecast increase was in 
coal and coke, over 60,000, or 20 per cent. The estimated 
increase in the loadings of gravel, sand and stone was over 
13,000 cars, or 21.6 per cent, and in miscellaneous and manv- 
factured freight, nearly 35,000 cars, or 15 per cent. Other 
heavy percentage increases included lime and plaster, 15 per 
cent; machinery and boilers, 15 per cent; fresh fruits, 10 per 
cent; potatoes, 10 per cent, and fresh vegetables, other than 
potatoes, 6 per cent. Decreases were predicted on sugar, syru" 
and molasses, 75 per cent; petroleum and products, 40 per 
cent; paper, paper board and prepared roofing, 11.1 per cent; 
lumber and forest products, 10.2 per cent; grain, 8.9 per cent: 
canned goods, 8.1 per cent, and cement, 4.0 per cent. 

C. J. Goodyear, traffic manager, Philadelphia and Read- 
ing Coal and Iron Company, Philadelphia, Pa., general chair- 
man of the board, presided at the meeting. L. M. Betts, man- 
ager, railroad relations section, car service division, Associa- 
tion of American Railroads, speaking on general transporta- 
tion conditions, pointed out the differences between this and 
the first World War from a transportation viewpoint. The 
present length of haul was much greater, said he, because 
military personnel and supplies were being sent out of the 
country through both Pacific and Atlantic ports, whereas in 
the last war they all went out through the Atlantic ports. 
Mechanization of war meant more trucks, tanks, guns, muni- 
tions and other supplies to be shipped, all of them of greater 
weight and bulk than those used in the first World War. 
Finally, he said, it took “half as much again in the way of 
materials and supplies of all sorts to keep a fighting man in 
the field in this war as it did in the last war.” 

Roy S. White, president of the Baltimore and Ohio, said 
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: shi i i i ‘ : iscellaneous, 63,878 and 58,383; total, 1942, 
that shipper cooperation would have to be intensified “to help C. L., 14,248 and 26,577; m » 63, 1383 ; , 
| other F meet the rising tide of traffic.” This, he added, was “necessary 125,626; 1941, 128,524; 1940, 111,652. 
1 their & * . . Northwestern district: Grain and grain products, 18,374 and 13,673; 
, ir F pecause the railroads will not be able to obtain all of the : é 4952 and 2107. 
n fu ; * h d” M hi live stock, 4,680 and 4,873; coal, 9,398 and 7,808; coke, 1, an A ° 
‘ld = » new gm erent ey —< >. do the i. _— f ost s ari forest products, 13,258 and 11,903; ore, 47,252 and 42,614; merchandise, 
> were Pe ge ms Pa ae 7 ui said he, but there was “sti L. C. L., 8,424 and 18,844; miscellaneous, 46,543 and 45,211; total, 1942, 
i more for some oO em to do. : 149,881; 1941, 147,033; 1940, 137,995. 
rtation f There were many places where cars were still being held Central Western district: Grain and grain products, 12,295 and 9,114; 
n more F jonger than the 48-hour free time period for loading and un- _ live stock, 10,006 and 8,127; coal, 12,637 and 11,758; coke, 222 and 229; 
er 1942 F joading. Some places, more than five per cent of the total forest meg oe ee ee = 5,303 Fog Ragen | penaggeweery 
y with F cars delivered were in that class, said he, adding that “this — MA a oat ae co a Be gpl 
ld be, 3 five per cent is largely slack which, if substantially eliminated, Southwestern ‘district : Grain and grain products, 4,494 and 3,582; 
lything F will count heavily for all of us next year, with its prospect jive stock, 2,743 and 2,468; coal, 5,855 and 5,692; coke, 141 and 129: 
d. of a considerably heavier traffic load. forest products, 5,307 and 5,263; ore, 398 and 479; merchandise, L. 
and he & ——_—_-———_ Cc. L., 5,108 and 10,273; miscellaneous, 54,243 and 37,103; total, 1942, 
in the 78,289; 1941, 64,989; 1940, 58,069. 
whic: CAR SURPLUS REPORT 
te that U. S. railroads reported an average daily surplus of 39,067 GIANT REFRIGERATOR CARS PUT TO WORK 
dvisory fF freight cars for the week ended October 3, according to the There being nothing particular for them to do for the 
' car service division of the Association of American Railroads. remainder of this month, the Cornmission, by division 3, has 
ded in fF It was made up as follows: Plain box, 20,506; auto box, hereg released for general refrigerator car service, the very large 
ei - bey ee hopper, 2,131; refrigerators owned by the Pacific Fruit Express Co. and the 
ates, 9 ’ » O) . 


Atchison, Topeka & Santa Fe. Those cars, under the Com- 


a mission’s service order No. 86, were exempted from ordinary 
. 


* e use. Release of these cars, frequently called giants, increases 
1ippers’ Revenue Freight Loading the supply of refrigerators for general use by between 400 
> Loading of revenue freight the week ended October 3 =" cars. Such cars are used in shipping cold-pack food 

, De- 4 iati j ° ee ‘ . ' 
Satan totaled 907,607 cars, according to the Association of American The Commission has broadened the territorial applica- 
'— Railroads. This was a decrease below the corresponding week ti ; P =a . 
amerce |. : ion of its service order No. 86 pertaining to the use of giant 
’— jin 1941, of 10,289 cars or 1.1 per cent, but an increase above fri t to installs Ce Washinet Idah 
he same week in 1940, of 101,603 cars or 12.6 per cent. Se ee Se ee eee 
t : , y : Utah, and Nevada, in addition to Arizona and California. 
Loading the week ended October 4 increased 9,893 cars 
or 1.1 per cent above the preceding week. 
north- All districts reported increases compared with the corre- LOCOMOTIVE FUEL AND POWER : 
cember, Ff sponding week in 1941, except the Eastern, Allegheny, Poca- The cost of fuel and power charged to yard and train 
eported f hontas, and Southern and all districts reported increases com- ‘Service of Class I steam railways, including switching and ter- 
dvisory fF pared with the corresponding week of 1940. minal companies, was $32,895,697 for July this year as com- 
pokane, pared with $26,708,257 for July last year, according to a Com- 
3S ae = oan a mission compilation, statement M-230. For the seven months 

21, rock EF eon F<, ldlalaaalaadala a on pony oy ended with July the cost was $229,125,283 as compared with 
way ETT RY OEE 3,122,773 2,866,565 2,465,685 . ; 
ick and 4 weeks of March .............--..-. 3,171,439 3,066,011 _—«-2, 489,280: $80,080,890 for the like period last year. 
oncrete, 4 weeks of April .................... 3,351,038 2,793,630 2,495,212 subetinaemelisiantiinaiaeliigs 
creases fe 5 weeks of May .............0eeceee 4,170,713 4,160,060 3,351,840 ‘ ‘ 

s, 35.5; IB 4 weeks of June ................... 3,385,769 3,510,057 2,896,953 N 
pA | PL sases 6 34134 © 2aaao ©~SeKWice Order on Coal Demurrage 
ed with ee 4,350,948 4,463,372 3.717,933 The Commission has issued order No. 87, suspending the 

4 weeks of September ............. 3,503,658 3,540,210 3,135,122 o ti fd ] tained in T k Li Tariff 

Week of October 3 ............00.05. 907,607 917,896 g06,00g Operation Of Cemurrage rules Contained in irunk Line tari 
i : : Bureau tariff No. 139-C I. C. C. No. A-751, and supplements 
i ate a hie a 33,143,786 32,185,645 27,396,044 thereto, to the extent that the free time allowed on cars 
loaded with bituminous and cannel coal and the coal products 
Revenue freight loading by districts the week ended Octo- described in that tariff exceed six days; to the extent that 
the fall — ber 3 and for the corresponding period last year was reported as_ the average free time on cars delivered to storage plants for 
yard, at & follows: subsequent delivery to vessels exceds three days; to the extent 
ne num- ‘ that the settlement period for the average account exceeds 
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er than 59,649: 1940, 48,195. explaining of the service order. 

r, syrur Southern district: Grain and grain products, 3,103 and 2,323; live The Commission issued the service order cutting down 
40 per stock, 1,395 and 1,062; coal, 24,502 and 22,786; coke, 582 and 472; for- free time on coal cars primarily because so many gondola 
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used in concrete construction, that the supply of equipment 
for the movement of fuel was bing seriously reduced. 

The order reduces the free time allowed on cars loaded 
with bituminous and cannel coal and the products described 
in the tariff to which it relates, from seven to six days. The 
average free time on cars delivered to storage plants for 
subsequent delivery to vessels is reduced from four to three 
days. The settlement period for the average account is reduced 
from three to two months. 


Grain Under Permit Plan 


Effective 12:01 a. m. October 6, the Commission, by divi- 
sion 3, issued amendment No. 3 to service order No. 80, ap- 
pointing additional agents to issue permits for the movement 
of soybeans at certain markets under the terms of that order 
and extending the jurisdiction of existing permit agents at 
Louisville, Ky., Indianapolis, Ind., Cincinnati, O., and Buffalo, 
N. Y., to cover the movement of soybeans to additional points 
in the vicinity of those markets (see Traffic World, July 25, 
p. 227). Those appointed as additional permit agents of the 
Commission for the soybean movement and the markets fol- 
low: 


Elmer F. Messman—Decatur, Springfield, Taylorville, Bloomington, 
Champaign, and Gibson City, Ill.; W. V. Wheat—Peoria, Quincy, Mon- 
mouth, Pekin, and Gaksburg, Ill.; John T. Boyd—Cairo, Ill.; Harry 
F. Sundberg—Cedar Rapids, Clinton, Waterloo, Fayette, and Gladbrook, 
Ia.; A. V. Tischer—Des Moines, Iowa Falls, Fort Dodge, Quimby, and 
Centerville, Ia.; W. H. Marriott—Sioux City, Ia.; N. K. Thomas—St. Jo- 
seph, Mo.; E. V. McCann—Decatur, Ind.; H. A. Hofmaster—Fostoria, 
Marion, and New Washington, O.; A. E. Schultz—Toledo, O.; H. L. 
Winnings—Painesville, Shelby, Wooster, and Berea, O.; Carl A. Houl- 
ton—Milwaukee, Wis.; J. P. Gilligan—Detroit and Dearborn, Mich.; and 
W. W. Cummings—Columbus, O. 


The jurisdiction of existing agents was extended to include 
the following additional points: Owensboro and Henderson, Ky. 
—-James P. Haynes, agent; Windfall, Lafayette and Marion, 
Ind.—_W. H. Howard, agent; Ivorydale and Circleville, O.— 
Dom J. Schuh, agent, and J. E. Kuntz, alternate; and Oswego, 
N. Y., E. B. Black, agent. 


PETROLEUM TRANSPORTATION 


Petroleum Coordinator Ickes in an address on conservation 
before the St. Louis section of the American Institute of Min- 
ing and Metallurgical Engineers at St. Louis, Mo., said that, 
in the realm of transportation, “the conservation spirit has 
manifested itself in the perfectly astonishing manner in which 
the oil industry and the transportation companies have re- 
sponded to the exhortation: ‘Make the most of what we have.’ ”’ 

“Bereft of the ocean tankers which, in peacetime, bore so 
much of the burden of the oil movement, the petroleum com- 
panies have effected a transportation revolution which has re- 
sulted in railroad tank cars carrying more than 800 times the 
amount of oil that they did in peace-time. This squeezing of 
so much additional transportation capacity out of existing 
equipment is certainly a practical form of conservation.” 

Construction of the Bayou Pipeline System, part of the 
pipeline program to increase oil deliveries to the east coast, 
is well underway and should be completed some time in Decem- 
ber, Petroleum Coordinator Ickes has announced. 

It was stated that the 250-mile “second-hand line,’ esti- 
mated to cost about $7,500,000, of which only $840,000 would 
be expended for new materials, would have a capacity of 60,000 
barrels a day and would carry petroleum products directly 
from Gulf coast refineries to the Baton Rouge end of the Planta- 
tion Pipeline. It was also stated that additional pumping sta- 
tions were being installed on the Plantation Line which would 
increase its capacity from 60,000 to 90,000 barrels daily, and 
that plans also were being made to extend the northern end 
of the Plantation Line from Greensboro, N. C., to Richmond, 
Va. 

“Construction of the Bayou System and the northern ex- 
tension of the Plantation Line will continue to provide the 
southeastern states with 60,000 barrels of petroleum products 
daily; and bring 30,000 barrels daily to Richmond, Va.. for 
transshipment by barge up the Chesapeake Bay to more north- 
ern points,”’ says the O. P. C. W. “The Bayou System will 
consist of two segments: A 62-mile 8-inch line with a capacity 
of 37,000 barrels daily from the vicinity of Baytown to Beau- 
mont, and a 182-mile 10-inch line with a 60,000-barrels-a-day 
capacity from Beaumont to Baton Rouge.” 

The Bayou System was organized by six Texas oil com: 
panies—Humble Pipe Line Co., Texas Pipe Line Co., Shell Pire 
Line Corporation, Pan American Pipe Line Co., Pure Trans- 
portation Co., and Crown Central Pipe Line & Transportation 
Corporation. Construction, operation, and maintenance of the 
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Bayou System would be handled on a cost basis by the Shel] 
Pipe Line Corporation, it was stated. : 

Director Eastman and Fayette B. Dow, in charge of pe- 
troleum transportation for the O. D. T., appeared October 8 
before the O’Mahoney subcommittee of the Senate commit- 
tee on lands. The subcommittee is inquiring into the petroleum 
situation. The O. D. T. witnesses reviewed what had _ been 
done with respect to transportation of petroleum. 


PETROLEUM AND RUBBER CONTROLS 


Rubber Director Jeffers has asked all American news- 
papers, daily and weekly, to carry a special message on rubber 
conservation “for their readers as frequently as possible in 
the period from October 5 until the institution of nationwide 
gas rationing.” The message follows: 


A Message to Every Driver 


You can save rubber and help win the war if you will do these 
things: 
. Drive only when absolutely necessary. 
. Keep under 35 miles an hour. 
. Keep your tires properly inflated. 
. Have them inspected regularly. 
. Share your car with others. 


oe 


William M. Jeffers, 
Rubber Director 


COAL TRANSPORTATION 


Temporary maximum prices applicable to the transporta- 
tion of bituminous coal by barge from Hampton Roads to New 
York and New England, and from New York to New England, 
established August 1, have been continued in effect until De- 
cember 2 by the Office of Price Administration. In a state- 
ment the O. P. A. said: 


The rates, which take into consideration increased shipping costs 
due to the war, were originally established in amendment 4 to sup- 
plementary regulation 14 under the general maximum price regula- 
tion. They were to have expired October 2. Amendment No. 36 to 
supplementary regulation 14, issued October 5, extends the rates for 
another two months. 

The question of whether the companies engaged in this trade are 
common carriers, in which case they are not subject to O. P. A. regu- 
lation of their rates, is now before the Interstate Commerce Commis- 
sion. Accordingly, it was decided to continue the temporary rates until 
December 2, 1942, instead of establishing permanent rates at this time. 


Horner Chides Rubber Optimists 


Speaking before a gathering of more than 500 truckers at 


a luncheon meeting in Chicago October 7, Frederick C. Horner, } 
chief, highway division, transportation corps, War Department, | 


said he was “tired of pious hopes for a rosy future and never- 
ending delays in putting all transportation on a wartime basis.” 
While he did not go into details as to what should be done, 
he said he thought those interested in transportation and in 
winning the war would have to make up their minds that the 
road ahead was rough and that, the sooner they started travel- 
ing it, the sooner they would reach its end. 

He was speaking specifically about the rubber situation, 
much of his talk being devoted to an analysis of the Baruch 
committee report and the false interpretation put on it by 
optimists (see Traffic World, September 12, p. 613). Volun- 
tary measures toward rubber conservation in the nine months 
since war was declared had not, in his opinion, been ‘‘of any 
great importance.” Continuing, he said: 


I do not think that enough can be accomplished in the future 
simply by exhorting the truck operator to take care of his tires and 
to use ‘‘due diligence’’ to make the best use of his equipment. I do 
not subscribe to the idea that every truck operation should be scruti- 
nized except that of the common carrier. Until we know more about 
synthetic rubber, I do not believe that the effectiveness of our armed 
forces should be jeopardized by permitting trucking services which 
are not needed. 


He referred to O. D. T. speed limit orders and its plan of 
certificating wartime trucking operations, but said he did not 
know how they were going to work out, except that they were 
certain to ‘‘cause plenty of headaches.” 

“Perhaps in the end we will have to resort to some form 
of rationing all types of transportation by limiting the things 
which will be permitted to move,” said he. ‘Perhaps there 
is no other way to provide the service required under the 
obstacles we face.” 

In this process, he continued, many truck operators would 
be hurt, “just as this war is going to hurt everybody, one way 
or another.” It would be a disgrace to the highway transpo!- 
tation industry if it were to hesitate for a moment in choosing 
to serve itself instead of its country, said he. 

Speaking of the Baruch report, he said the “people at 
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large” had the impression that it promised “tires for all.” It 
did anything but that, he said, pointing out that it recom- 
mended the allocation of only 87,000 tons of crude or synthetic 
rubber for commercial vehicles in 1943 as compared with the 
188,000 tons used by those vehicles in 1941. 

The luncheon was arranged jointly by the Central Motor 
Freight Association, the Indiana Motor Truck Association, 
and the Wisconsin Motor Carriers’ Association. More than 500 
attended. Chester G. Moore, chairman, C. M. F. A., presided. 
Following Mr. Horner’s address, Bill Power, assistant to the 
sales manager, Chevrolet division, General Motors Corporation. 
Detroit, introduced as the “Billy Sunday of salesmanship,” gave 


_ a talk entitled "Step Out and Sell.” 


Gasoline Rationing 


Traffic on rural highways declined 49 per cent in the 
gasoline-rationed area and 27 per cent in the unrationed area 
in August compared with the same month a year ago, the 
Public Roads Administration of the Federal Works Agency re- 
ported following a preliminary summary of the records of 
more than 460 automatic traffic recorders operated by 39 state 
highway departments. The total decline for the 39 states was 
36 per cent. 

Gasoline tax collections in 31 states in August, represent- 
ing fuel consumption mainly in July, also were reported. These 
totaled $47,574,000 or 20 per cent less than a year earlier. 


' In 10 rationed and 21 unrationed states, collections were down 


2 and 17 per cent, respectively. 

As indicative of the near elimination of “pleasure” driving, 
the report cited supplementary records showing the followinz 
decreases in August passenger-car traffic; 17 toll facilities from 
Maine to Virginia, 42 per cent; Sumner Tunnel, Boston, 30; 
Cross County Parkway, Westchester County, N. Y., 64; Penn- 
sylvania Turnpike, 67; Pensacola Bay Bridge, Florida, 34; and 
16 toll bridges in Kentucky, 29. 

Pleasure driving is virtually nonexistent in the east, Pub- 
lic Roads Administration officials believe, and is rapidly dis- 
appearing in the rest of the country as a result of voluntary 
conservation. Continuing passenger-car traffic is largely essen- 
tial travel, particularly in the east, and consists almost alto- 
gether of short trips, officials say. 

Business travel, on the other hand, is up over a year ago 
in urban areas, or, at most, shows only a slight drop. Truck 
and bus traffic was up 1 per cent through Sumner Tunnel and 
was 51 per cent greater over Pensacola Bay Bridge. On the 
17 toll facilities it was off less than 1 per cent. These facilities 
included the George Washington Bridge and the Holland and 
Lincoln Tunnels in the New York City area which carried 13 
per cent fewer trucks and 12 per cent more busses. 

Truck and bus traffic on the Pennsylvania Turnpike in- 
creased 11 per cent, but was off 26 per cent on 16 toll bridges 
on rural roads in Kentucky. 

The voluntary reduction in total traffic is indicated by a 
review of counts unaffected by rationing. The 27 per cent 
decline on rural roads in the unrationed area in August com- 
pares with a 25 per cent decline in July, 22 in June, about 
15 in May, 15 in April, 11 in March and 8 in February. 


HANDLING OF EXPORT FREIGHT 

Cars of export freight other than grain or coal unloaded 
at Atlantic, Gulf and Pacific ports in September this year 
totaled 76,574 cars compared with 56,249 in September, 1941, 
according to reports compiled by the Manager of Port Traffic 
and announced by the Association of American Railroads. 

“Cars of grain for export unloaded in September this year 
at these ports totaled 1,559 cars compared with 3,587 in the 
same month last year,” said the association. 

“This traffic is being handled with no serious congestion, 
due to the continued cooperation of all concerned, particularly 
the steamship lines, exporters and shippers.” 


CONTROL OF EXPORTS AND IMPORTS 


The Office of Exports of the Board of Economic War- 
fare in current controls bulletin No. 48 has set forth the pro- 
cedure to be followed as the result of amendment of W. P. B. 
general exports order M-148 whereby authority, effective Oc- 
tober 1, was granted to the Board of Economic Warfare to 
assign preference ratings to orders covered by export licenses. 

€ amendment was explained in statement issued September 
28 by the W. P. B. (see Traffic World, October 3, p. 795). 
. In current controls bulletin No. 49 the Office of Exports, 
in order to clarify for exporters and processing of their ap- 
plications for freight space within the agencies involved, has 
outlined the various steps in the procedure from the time form 
B. E. W. 138 is submitted by the exporter to the Board of 
Warfare until the shipment clears seaboard. Other 


863 


subjects covered in No. 49 are: Licensing of mechanical house- 
hold refrigerators and replacement units; sisal and manila cord, 
— and yarn; general in transit license—shipment to U. S. 
The bulletin advises exporters that the contents of bulle- 
tins 1 through 14, and 16 through 44 are included in the cur- 
rent issue of comprehensive export control schedule. Bulle- 
tins 15 and 45 through 49 are not republished in that issue. 
_ The Office of Exports of the B. E. W. has issued its cur- 
rent controls bulletin No. 50, containing information on the 
following subjects: (1) Removal of Canada from export contro] 
over commodities and technical data; (2) general license to 
Australia; (3) general license to Syria; (4) parts and sub- 
assemblies for machinery and vehicles, and (5) changes in 
general license. 


Post-War Transport Questions 


How can all the countries be assured after the war, of 
their share in transportation facilities? 

How can new and adequate facilities be acquired? 

Can this be done without the creation of some impartial 
international authority designed to administer and reorganize 
existing systems for the benefit of all the countries and, as 
soon as possible, plan the reconstruction of the Danube, the 
Rhine, the Don, the Yangtze and other regions in relations to 
each other? 

Wayne Chatfield-Taylor, Under Secretary of Commerce, 
submitted those questions in an address before the National 
Foreign Trade Conference, October 7, in Boston, Mass. He 
said problems such as those involved in the foregoing ques- 
tions might arise with respect to transportation in the post- 
war period. 

“As transportation represents the key to victory, it most 
assuredly holds the answer to the peaceful trade of the future,” 
he said. ‘We are learning the lessons of transportation anew. 
War is teaching us to look at transportation as a whole—to 
fit the roads, the rivers, the railways, the seas and the air into 
a smoothly operating system which will serve and control the 
actions of our armed forces, and which in the future will serve 
and control the economic life of nations at peace. The system 
which will be developed to bring us victory will certainly not 
be junked when victory comes. In fact it may be supplemented 
by conversion of the engines of war themselves. Not all of 
our bombers will carry passengers or cargo in the days to 
come, but many of them will, and who can say that disarmed 
tanks and combat cars will not successfully earn their keen 
in the reconstruction of Europe or in the development of 
Africa or the Amazon Valley.” 

The present transportation-mobilization program had made 
ocean shipping, docks, airfields, highways, railways, river and 
coastal vessels, ports and warehouse facilities of the United 
Nations available for use in the common cause, said Mr. Tay- 
lor. Similarly, he said, mobilization of transportation for the 
shipment of relief supplies to occupied and devastated regions 
would be an emergency matter requiring smooth and effective 
handling. In the present war, European transportation would 
become more and more inadequate to the needs envisaged, be- 
cause of deterioration and destruction of much transport equip- 
ment and other transport property and because of the fact 
that rail systems had been redirected to serve the purposes of 
Germany as the center of industrial life of Europe. 


“Here we have a problem of relief, of reconstruction, and 
of the promotion of the economic life of continental Europe,” 
he said. 

He observed that earlier experience in famine relief—in 
China, for example—had shown it was as necessary to provide 
transportation as it was to provide food and supplies. Adequate 
supplies had been unloaded at seaports, but in some cases it 
was impossible to transship them to the interior because of a 
lack of transportation facilities, he said. Continuing, he said: 


Although many services can be facilitated through ffie use of air- 
planes, the everyday existence of the rural population and their trade 
with industrial centers must be by means of roads, railways and 
waterways. 

The matter of ocean transportation is also important When the 
period of stress is over, how shall shipping be regulated in order 
that the various countries shall have the means of transporting their 
products and of importing needed goods? Must the foreign trade of a 
small country suffer because the ships owned by a more powerful 
neighbor are used exclusively for the trade of the owning country, with- 
out stopping to call at the ports of weaker states? Must every state 
try to build ships to carry its own commerce? Does the seventh 
declaration of the Atlantic Charter, that the ‘‘peace should enable all 
men to traverse the high seas and oceans without hindrance,’’ mean 
only freedom from hindrance by submarines and sea-raiders? Could 
an International Authority administer the shipping lanes ‘‘to promote 
mutually advantageous economic relations between them for the bet- 
terment of world-wide economic relations?’’ 
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Eastman on Maximum Loading 


The Office of Defense Transportaton could not, in its gen- 
eral order O. D. T. No. 18, for capacity loading of freight 
cars, set precise limits for the many different commodities in- 
volved, and industry divisions of the War Production Board 
were dealing with that situation, studying the loading possi- 
bilities of the commodities with which they were concerned, 
for the purpose of determining in each case the heaviest load 
that could safely be handled, said Director Eastman in an ad- 
dress October 6 before the Traffic Club of New York. 

Once the industry commodities reported any such maxi- 
mum loading figures to the O. D. T., said Mr. Eastman, the 
O. D. T. would, if it believed the figure to be reasonable, in- 
corporate it in a circular of directions as the uniform standard 
of capacity loading for that particular commodity. 


Mr. Eastman, after having observed that general order 
No. 18 would be effective ‘before long,” said open-top cars 
had in general been loaded fairly close to capacity, but that 
that had not been true of many box cars. Among many rea- 
sons for that situation, he said, were the fact that considerable 
frefght would not load to capacity without damage, and— 
“the most important reasons’—trade practices, the business 
convenience of shippers and receivers, and truck competition. 
Order No. 18 contemplated loading to capacity, to the extent 
it could be done without injury to the lading. Continuing, he 
said in part: 


We have spent a long time on this order, first in drafting it and 
second, after its original issue, in revising it. I want to pay tribute 
to the cooperation we have received from the shippers in this connection. 
To say the least, the whole idea has been decidedly unpleasant for 
them. Yet there has been little hostility and a widespread understand- 
ing of the reasons why we were proposing such a thing. In turn we 
have welcomed the many constructive criticisms which have been of- 
fered and have endeavored to meet them. There are clearly many spe- 
cial situations which require special treatment if serious injury is to 
be avoided. 

Let me say that we are receiving excellent cooperation from the 
industry divisions of the War Production Board. One of the most dif- 
ficult problems lies in the exception which it is necessary to make, to 
the effect that capacity loading shall not be required where it would 
result in damage of the lading. . . . One competitor in any given line 
of business may take greater advantage of that exception than another 
who is more conscientious. But in the end all the loading will in- 
evitably fall to the lowest level that any competitor may elect. The 
industry divisions can do much to cure that situation, and they are 

undertaking to do it... 

The revised order will give leeway for flexibility in administration. 
We realize that it will impose inconvenience upon many shippers and 
receivers, and actual hardship on some. We have tried to make it pos- 
sible to avoid undue hardships. Perhaps we have gone so far that 
those who are so minded and sufficiently ingenious can take advantage 
of the various exemptions and exceptions to such an extent that the 
purpose of the order will be defeated in large part. I hope that this 
will not happen, and I do not believe it will, for I have great con- 
fidence in the patriotism of the businessmen in this country. But if 


perchance I am wrong and it should happen, the order can, of course, 
be revised again. 


Relieving Motive Power 


Some, said Mr. Eastman, might point to the fact that 
there was now some surplus of box cars and might wonder 
why O. D. T. now was throwing such a “monkey wrench” into 
the machinery of business. He explained that the box car 
surplus was not a large one, “no more than should exist as 
a margin of safety,” and that a more important fact was 
that there was no surplus of locomotives to speak of, and 
that the motive power of the railroads was being driven as 
never before. 

“Because of the large tare weight of the cars, heavier 
loading gives substantial relief to the motive power, as can 
be readily demonstrated, and certainly all possible relief is 
needed,” he said. 


“Distressed” by Order No. 21 


General order O. D. T. No. 21, placing all commercial ve- 
hicles under control of the O. D. T., had caused him greater 
mental distress than any other order he had issued, said Mr. 
Eastman. 

“It borders close on regimentation; it will be difficult to 
administer and will require a large organization; and frankly 
I do not like it,” he said. “Yet I could see no escape from it.” 

He outlined conditions that required conservation of tires 
and motor equipment and that led to issuance of general order 
No. 21 and called attention to the Baruch committee’s state- 
ment that commercial vehicles could be allowed for new tires 
and recaps less than half of the rubber that they normally 
consumed before the war. 

Earlier in his address, Mr. Eastman said that transporta- 
tion faced four great dangers: (1) the tremendous increase 
in the volume of traffic combined with the special difficulties 
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under which it: must from time to time be handled, “difficul- 
ties which often arise suddenly and without warning;” (2) 
the rubber shortage; (3) the limited supply of other critica] 
materials, and (4) limitations of manpower. 

He said it was certain that a heavy additional load of pas. 
senger traffic would fall on the railroads and street railways, 
and that the railroads would be “lucky” if they escaped “ag 
very considerable load of additional freight traffic.””’ He added: 


Essential as transportation is, the War Production Board must be 
convinced that the maximum possible use is being made of existing 
equipment and facilities and that excess transportation has been cur. 
tailed, before it will grant steel for new cars and locomotives. 

To avoid any misunderstanding, let me make it plain that I be. 
lieve new cars and locomotives to be essential. But whether or not 
they are provided, there is no escape that I can see from the conclu- 
sion that we must. regardless of normal practices, resort to every ex- 
pedient to get the utmost possible work out of our transportation fa. 
cilities, with waste cut to the minimum, and that the amount of trans. 
portation to be performed must be reduced to the extent practicable 
without doing more harm than good. There is no other wise and prv- 
dent er to do, for no one knows how long this war will last or what 
vicissitudes it will inflict upon us. 


Tank Car Trainload Problems 

. .. The railroads have done well, but the habits of peacetime com- 
petition are persistent, and in my judgment they are not yet reaping 
all the benefits of the 100 per cent cooperation which ought to prevail 
in wartime. For example, in increasing the total movement of pe. 
troleum and its products by tank car. . . the railroads have made a 
very remarkable record. Yet I know they can make it better. The 
plan of running those cars in trainload quantities on schedules from 
the southwestern producing area to the seaboard, moving the emp- 
ties back in the same way and cutting down the round-trip time, has 
not been carried out any too well. The trouble has been that so many 
different railroads and routes are involved. It has been difficult to sub- 
stitute coordination for competition. Everybody is working hard on the 
problem and it is being solved. But it illustrates the point that there 
are operating benefits to be had from a form of cooperation which 
runs counter to the normal railroad grain. 


; Mr. Eastman said general order O. D. T. No. 1, estabish- 
ing weight minima with respect to less-carload shipments, had 
brought the l.c.l. average up from less than 5 tons a car to 
about 10 tons a car and, in effect, had added over 70,000 box 
cars to the general supply. 

Mr. Eastman said that the idea that federal officials in im- 
oe posts should be tough had gained “considerable vogue” 
ately. 

“There are all kinds of toughness,” he said, ‘‘and some- 
time in my old age when all is peaceful and serene, if that 
time ever arrives, I should like to write a little treatise or essay 
on the subject. It would be useless for me to pretend that | 
am tough, in the sense in which I believe the word to be 
currently used, and why pretend anyway? However, even if 
I had that estimable characteristic, it would be difficult to be 
tough at this time to an audience made up chiefly of repre- 
sentatives of carriers and shippers.” 

He said his principal mission on this occasion was to give 
a timely reminder that there were some imperfections in the 
record and a large variety of formidable difficulties ahead, 
and he added that he was reminded of ‘the man who fell out 
of a window on the thirtieth floor of an office building here 
in New York, and was heard to remark, as he passed the tenth 
floor, ‘I am all right so far.’ ” 


Oo. D. T. PASSENGER SCHEDULE ORDER 


In order to make available additional equipment for rail- 
road passenger service, says the O. D. T., Director Eastman 
has taken special action to permit the continued operation of 
rail cars chartered for group use in suburban commuting 
service. Operation of such cars was prohibited by the O. D. T. 
order “freezing” railway passenger schedules (see Traffic 
World, October 3, p. 789). 

Mr. Eastman announced the issuance of a general permil 
(general permit O. D. T. 24-1) exempting chartered car 0p- 
erations, under certain conditions, from the provisions of the 
‘freezing order” (general order O. D. T. No. 24). The pel 
mit became effective October 4, simultaneously with the gen- 
eral order. Continuing, the O. D. T. said: 


O. D. T. officials pointed out that if chartered cars already carry- 
ing commuters to their jobs in metropolitan centers were taken from 
service, additional coaches would have to be added to the schedules. 

The permit limits the use of chartered commuter cars to schedules 
on which they already have been operating continuously for one yea! 
at least five days a week. Application of the permit is further tT 
stricted to rail carriers operating a scheduled passenger train which 
furnishes daily roundtrip commuting service not less than five days 
a week, exclusive of holidays. 

The permit provides also that unoccupied seats on the chartered 
cars must be available for use of overflow passengers from other cals 
on the train without extra charge and that operation of the chartered 
cars must not prevent inclusion of any other cars in the train. 
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More Money for O. D. T. 


The Traffic World Washington Bureau 
Appearing before the House appropriations committee in 


support of the Budget estimate of an additional appropriation 


of $5,290,000 for the Office of Defense Transportation (see 
Traffic World, October 3, p. 790), Director Eastman, in answer 
to questions by Representative Taber, of New York, said there 
was in effect an “informal system of priorities” for passenger 
space for government officials and others, but that there was 
no such system depending on an order from the O. D. T. 

Mr. Tabor understood that the O. D. T. had a regulation 
permitting army and navy officers to have priority on sleeping 
car accommodations. 

Mr. Eastman said the arrangement to which he referred 
involved reservation by the railroads until a certain time of 
a certain number of accommodations for certain government 
departments, that was for people traveling to and from Wash- 
ington and “people they call in here.” 

“IT ran into one case where an army Officer, traveling on 
his own, had three reservations for himself in the same car, 
one obtained through General Marshall’s office, one from the 
local railroad office, and one by a wire from the Washington 
office, and they did not dare sell any of that space until after 
he got on the car,” said Mr. Taber. 

“T am glad to be informed of that situation, and it will 
be a help in checking us,” said Mr. Eastman. 

Of the $5,290,000 requested, Director Eastman said $4,- 
770,000 was for the motor transport division to carry forward 
the work necessary in connection with issuance of certificates 
of war necessity in connection under general order No. 21; 
$311,324 for the railway transport division, and $207,571 for 
his office of director. 

There was discussion by Mr. Eastman and members of the 
committee relating to the efforts being made to make the 
available trucks last as long as possible. 

The purpose was not to save gasoline or rubber, said Mr. 
Eastman, adding: 

“What we want to save is mileage, and to preserve these 
vehicles until the new supply of synthetic rubber can be 


' created which will enable us to go on on something more like 


the old-time basis. And unless we do save those vehicles, we 
foresee a very perilous time so far as the transportation of 
the country is concerned, because this country has gone way 
out of the horse-and-buggy era into the highway automobile 
era aS no country on earth has done.” 

“Did you say it was not to save rubber?” asked Repre- 
sentative Rabaut, of Michigan. 

“Not primarily to save rubber,” said Mr. Eastman. ‘Why. 
do we save rubber? We save rubber because we want to save 
the transportation. That is the basic thing to save, the trans- 
portation which is being performed.” 

“To make the rubber last,” 
Rogers. 

“That is what I mean,” said Mr. Rabaut. 

_ The latter then said he did not think the government was 
doing very much to save the transportation of the country 
“when we find standing around in fields so many automobiles 
with good tires on them.” 

“I agree with you that not enough has been done along 
those lines,” said Mr. Eastman. 

The director said that Rubber Director Jeffers had directed 
the O. D. T., after installation of nationwide gasoline ration- 
ing, to review the program from the standpoint of its effect 
on the transportation service of the nation. He also said the 
rubber director had directed that the existing arrangements 
between the O. D. T. and O. P. A. relative to rations for 
commercial vehicles in accordance with general order No. 21 
be continued and extended throughout the nation. 

To carry out the directions as to reviewing the effects 
of gasoline rationing, Mr. Eastman said money in addition to 
the amount requested would be needed and said an estimate 
would be submitted. 


In answer to questions by Mr. Taber it was developed 
that, to date, there had been practically no decrease in the 
number of trucks in operation, but that a decrease was ex- 
pected, in time, because of inability to make replacements. 
Of 70,000 new vehicles available when rationing was begun 
there were about 55,000 left, it was stated. Mr. Taber thought 
that with the reduction of trucks in operation, some of the 
IC. C. staff might help the O. D. T. However, the director 
and Mr. Rogers said there was so much to do in the motor 
Vehicle branch of the I. C. C. that the I. C. C. staff could not 
oP —— more than they had—they had been aiding the 


interjected Commissioner 


Commissioner Rogers said he was having his field staff 
make a survey of the transportation of coal by trucks to see 
What would happen “if we put restrictions on the transporta- 
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tion of coal by trucks.” The inquiry covered obtaining of 
information as to available rail service for transportation of 
coal, and as to movement of coal only by truck. 

As to the appropriation for the division of railway trans- 
port, Mr. Eastman said it was wanted “for the purpose of be- 
ing ready for what we fear may be necessary.” He felt sure 
most of the money asked for would be needed but perhaps 
not all. He was referring to getting the most out of the exist- 
ing railroad plant due to W. P. B. ruling that “the expansion 
of railroad facilities will be held to the absolute minimum.” 
Men were needed to check with the railroads to obtain the 
most efficient use of equipment, he indicated. 

As to the money for his own office, Mr. Eastman revealed 
he had under consideration employment of personal representa- 
tives in the field to keep him informed as to how the field 
work was progressing in its various branches, how the public 
was responding to the work, and what improvements could be 
made. One of the complaints on the part of the public, said 
he, was that there was no place where they could go in a 
city to find out about all phases of O. D. T. work. He was 
trying to cure that by putting all his men in any city under 
one roof. It was in that connection he spoke of having a per- 
sonal representative in each office. He had not reached a 
final conclusion as to what he would do. He said he would 
like to get such men on a noncompensation basis—men of high 
standing in communities who wanted to do some work in 
connection with the war and who had the necessary character 
and experience. Volunteers—said Mr. Eastman in answer to 
the chairman. If the appropriation asked for were made, sug- 
gested Mr. Taber, that would be the end of the volunteers. 
Mr. Eastman thought that that did not follow. He said Mr. 
Boatner had some men on his staff working on a noncompen- 
sation basis. 

“There are quite a lot of patriotic men with the necessary 
means who might be available for such work,” said he. 

In the course of his testimony Mr. Eastman said if it de- 
veloped there was not enough rubber to go around for trucks, 
those needed most would have to be kent in operation first, 
and those of least importance would be discontinued first. 

Only about 600,000 of a total of 5,000,000 trucks were 
operated by public carriers and half the 600,000 were inter- 
city trucks, it was stated. 

“You do not find any great abuses so far as the hearses 
go, do you?” asked Mr. Taber, referring to inclusion of such 
vehicles in those subject to O. D. T. control. 

“We included that because it was in that category in the 
O. P. A. regulations,” said Mr. Eastman. 

For the motor transport division work for which the addi- 
tional money was requested, it was explained, it was planned 
to add 2,690 employes—30 in Washington and 2,660 in the 
field. 

The appropriations committee recommended $5,200,000 for 
the O. D. T., a cut of $90,000 in the Budget estimate. The 
committee reviewed the testimony as to the need for conserva- 
tion of trucks and other transportation facilities. For the truck 
conservation program it said the amount recommended for 
that phase of the O. D. T.’s work, on an annual basis, was ap- 
proximately $1.50 a vehicle for the conservation program for 
the year. 


0. D. T. Control of Lake Vessels 


Describing his action as a further step to make available 
sufficient cargo space for the transportation of iron ore and 
other war materials on the Great Lakes, Director Eastman, 
of the Office of Defense Transportation, on October 7, assumed 
control of all commercial vessels operating in domestic traffic 
on the Lakes. 

Mr. Eastman issued an order requiring that, with certain 
exceptions, permits be required for the movement of such 
vessels. 

“The new order (general order O. D. T. No. 25) will enable 
the O. D. T. to put into effect a new schedule of domestic ship- 
ping priorities recently transmitted as a directive to the O. 
D. T. by the War Production Board,” he said. 

The order, effective October 19, asserts the O. D. T.’s 
authority to direct the service of affected craft in any manner 
that the agency believes necessary for the preferential move- 
ment of war materials. The O. D. T. may at any time order 
the vessels to operate between any Great Lakes ports and serve 
under the charter or lease of any persons the O. D. T. may 
specify, under terms of the order. 

Concurrently with the issuance of the general order, Mr. 
Eastman suspended permit requirements with respect to the 
transportation of iron ore and certain other commodities 
shipped under specific conditions and the operation of craft 
of less than 1,000 gross tons. 

Assumption of control of the Lakes vessels by Mr. East- 
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man was prompted, said the O. D. T., by steadily increasing re- 
quirements of cargo space for the movement of iron ore from 
the Lake Superior mines and for the transportation of other 
commodities essential in war production. Growth of these re- 
quirements, Mr. Eastman said, had made necessary the sys- 
tematic distribution of vessels according to most vital war 
needs. The O. D. T. announcement continued as follows: 


The order brings to approximately 3,500,000 the gross tonnage of 
Great Lakes craft—about 735 in number—now under the control of 
the O. D. T. The 32 Lakes vessels capable of transporting liquid cargo 
in bulk already are controlled by the O. D. T. through an earlier order 
(general order O. D. T. No. 19). 

Operators and others interested in affected vessels are directed by 
the new order to keep such records and make such reports as the 
O. D. T. may require. The O. D. T. reserves the right, under the order, 
to determine the carrying capabilities of any Lakes vessels. 

The order directs that in the absence of agreements by interested 
parties concerning compensation for vessels which the O. D. T. directs 
to be chartered or rented, the O. D. T. will determine the amount, 
subject to price maximums established by any competent government 
authority. 


Mr. Eastman also announced the issuance of an orde 
(revocation of general order O. D. T. No. 8) revoking an ear 
lier general order which restricted grain shipments on th 
Lakes. These movements are controlled by the general orde 
issued October 7. 


Specifically exempted from the order were (1) the tran 
portation by vessel of property consigned by or to the Unite 
States government or any of its agencies or departments an 
(2) vessels owned, controlled, or operated by the federal gov 
ernment or any of its departments except governmental cor 
porations. 


A suspension order (suspension order O. D. T. No. 25-1), 
announced by Mr. Eastman, effective October 19, suspends per- 
mit provisions of the general order with respect to the fol- 
lowing: 


(1) Vessels having a gross register tonnage of less than 1,000. tons; 
(2) the transportation of iron ore; (3) the transportation of coal which 
is now subject to the provisions of General Order O. D., T. 9; (4) 
the transportation of coke; (5) the transportation of iron and steel 
scrap loaded at Duluth, Minn., in a vessel other than an ore type ves- 
sel; (6) the transportation of blast furnace fluxstone or open hearth 
stone, intended for use in the manufacture of iron or steel, in a vessel 
of the self-unloader belt type; (7) the transportation of limestone, in- 
tended for use in the manufacture of chemicals, in a vessel of the® 
self-unloader belt type; (8) the transportation of property, in packages 
or containers, in a vessel other than the self-unloader belt type or} 
the ore type. ; 


all 
domestic transportation problems involving the War Produc- 
tion Board and for problems arising between the W. P. B. 
and the Office of Defense Transportation, the W. P. B. trans- 
portation committee, headed by A. F. Schafter, was organiz- 
ing transportation advisory committees to assist in assessing 
the transportation needs of industry in the war economy, said 
a W. P. B. statement outlining the functions of the committee. 

The statement observed that the transportation commit- 
tee was responsible for “the transportation policy of the W. 
P. B. and its 41 commodity and industry branches.” 


“The committee,” said the W. P. B., “is charged by ad- 
ministrative order with the determination of commodity trans- 
portation requirements and, under the director general for 
operations of W. P. B., prepares priority or preferences regu- 
lations to assure that vital transportation requirements are 
met. 

“Necessary priority decisions are prepared in the form 
of a certification or directive and are transmitted to the Office 
of Defense Transportation which puts them into effect as 
needed. Action of this sort has already been found necessary 
in the transport of liquid freight requiring the use of tank 
cars and, as a result, a directive was sent to O. D. T. for the 
establishment of a tank car priority system. The committee 
also prepares programs for the curtailment or elimination of 
transportation for traffic not considered essential to the war 
program. 


“Transportation is a controlling factor in adjusting indus- 
try operations upward or downward, and the committee, with 
the cooperation of the industry branch chiefs, is organizing 
transportation advisory committees to assist in assessing the 
transportation needs of industry in the war economy. This 
work involves studies of movements of commodities for the 
purpose of curtailing unnecessary transportation and to pro- 
mote maximum loading of freight cars and otherwise conserve 
transportation. Without the cooperation of all industry 
branches in this work, the savings that could be made in one 
industry could conceivably be dissipated by another. 


‘ 
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“The W. P. B. committee recognizes a war-time obliga- 
tion to minimize industry’s use of transportation. At the same 
time, the Committee, through its work, expects to aid in as- 
suring to the fullest possible extent an adequacy of capacity 
ae transportation facilities to move essential war and Civilian 
traffic. 

“The transportation committee invites each industry, 
through its transportation advisory committee, to draw up its 
transportation requirements in its own terms and thus be in 
a position to defend its adjusted transportation needs and 
escape the alternative of priorities which cannot have the same 
regard for individual industry relationships, standards and 
practices. The committee feels that the battle of transporta- 
tion will be won if all users of transportation equipment accept 
this invitation and approach the transportati oe with 
courage and eens. — /, : oy, 
Committee Staff © Fast 


, e W. P. B. statement contained the following material 
about the stafft—o -transportation--eommittee:—— 


PRE —— ene te 


A. F. Shafter—chairman. Mr. Shafter is from™D@éatur, IIl., and 
is secre = I neral manager of the U. S. Manufactur- 
ing Corporation of that city. Previously, he had been special assistant 
on transportation on the staff of the director general for operations 
and served as a member of the transportation committee, as well as 
acting chairman of that committee. 

oS rp oulor—vice_chalrman ped chief of the transportation and 
traffic section. Mr. Taylor is from Chicago and for the past two years 
has been associated with the Central Freight Association, an organiza- 
tion of eastern railroads, and prior to that time was traffic vice presi- 
dent of the Denver & Rio Grande Western Railroad and assistant traf- 
fic vice president of the Chicago, Burlington & Quincy Railroad. 


Seatree—exe sistant to the chairman and _ chief_of 
the requiremé studies section. Mr. Seatre@~urtit récently, has 


“been Ssentor-memberor the continental firm of Price, Waterhouse & Co. 


J. D. Beeler—inland waterway specialist. Mr. Beeler comes from 
Eva ; = as“peen vice president and general mana- 
ger of the Mead-Johnson Terminal Corporation, and vice president and 
general manager of the Commercial Barge Lines. He will be chief of 
the inland waterways and warehousing section. 

William I. Nokely—assistant chief of the transportation and traffic 
section. Mr. Nokley was formerhy—traffiit™ Wiarayper~of—the—Michigan 
Alkali Co., Wyandotte, Mich. 

Harold _D, Kube, assistant chief of the requirements and studies 
section, was formerly an economist with the Bureau of 


Advisors to Chairman 


tthur_C. Schier,. Mr. Schier has for the last seven years been 
general traffic manager of the General Foods Corporation, and is at 
present president of the Traffic Club of New York. 

illi P| ailey. Mr. Bailey has for the past eight years been 
general traffic manager of the West Virginia Pulp and Paper Co. at 
New York. 


Special Commodity Consultants 
ete Mr..Burwell is vice president”and general traffic 
Manager 


ger_Of-the A’ E. Staley Co., Decatur, Ill. He will serve as con- 
sultant-on—gramn movements. 


_~R,..J.—~Newberry. Mr. Newberry is general traffic manager of the 
Corporation, New York. He is consultant on building 


oe 





materials. 
i F, Lyons. Mr. Lyons is traffic manager of the California Pack- 
ing Corporatton;-San~Francisco; “Calif. He is consultant on vegetables, 


fruits, etc. . - 


Additional commodity consultants will be added to the 
committee as the need develops, says the W. P. B. 


Oo. D. T. MOTOR CERTIFICATES 


Mailing of application blanks for Certificates of War Ne- 
cessity to all commercial vehicle owners in the United States 
is expected to be completed by October 24, according to the 
Office of Defense Transportation. It said the distribution of 
application blanks from the central mailing headquarters of 
the O. D. T., in Detroit, Mich., had begun October 2 and that 
the 17 states in the present area of gasoline rationing on the 
eastern seaboard would be covered first. 

Thus, it said, ample time would be allowed to enable those 
who had to have Certificates of War Necessity, under provisions 
of general order O. D. T. No. 21, to obtain them before Novem- 
ber 15, the effective date of the order, provided the applica- 
tions were properly filled out and promptly returned (see 
Traffic World, September 26, p. 736, and October 3). 

“Under the order,” it said, “conservation of tires is manda- 
tory. Tires must be inspected at designated stations every 
5,000 miles, or every 60 days, whichever occurs first. Accord- 
ing to the order, if tires go out of service prematurely, the 
burden of proof will be upon the commercial motor vehicle 
owner to show that they did not fail through neglect or abuse. 
If he cannot show this, the owner can be denied replacements, 
recaps or retreads.” 

The O. D. T. said that a booklet containing instructions 0” 
tire conservation, prepared by O. D. T. in cooperation with 
the Office of Price Administration, was being mailed with each 
application. > 
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0. D. T. and Pooling of Trucks 


Explaining that there have been many instances in which 
so-called joint action plans for pooling of services and equip- 
ment by groups of truck operators have not been specific 
enough to enable it to pass on the merits of the plans, the 
Office of Defense Transportation has prepared a list of sugges- 
tions for motor carriers contemplating the pooling of truck 
operations in their respective areas. 

Typical of statements that had caused delay in clearance 
of proposed joint action plans, said the O. D. T., were proposals 
merely to reduce mileage “wherever possible” or “as much as 
possible” or to pool deliveries on “some equitable basis.” Plans 
containing such proposals had to be sent back to the carriers 
for revision, it added. An O. D. T. statement setting forth 
the manner in which the joint action plans should be prepared 
said, in part: 


Joint action plans cleared by the O. D. T. cover three general 
classes of operations—local delivery service, over-the-road service, and 
the movement of farm products. The present statement covers only 
local delivery and over-the-road services. . . 

The plans must be submitted in the form of signed agreements be- 
tween or among the participating carriers and must be entered into 
in good faith for the purpose of facilitating transportation and con- 
serving equipment. They must not be used as a means of changing 
trade practices other than those which are purely incidental to trans- 
portation. They must set forth clearly and specifically all phases of the 
proposed joint action. 

Each plan must contain or be accompanied by sufficient information 
to enable the Department of Justice to determine whether the plan 
raises any question under the antitrust laws, such as monopolistic 
practices, restraint of competition among carriers or shippers, or in- 
jurious effects upon the public in the fields of price and supply. 

Joint action proposals by carriers engaged in local delivery service 
merely require clearance by the O. D. T. and the Department of Justice. 
Proposals by carriers engaged in over-the-road service can be put into 
operation only when covered by special orders of the O. D. T... 

To determine the effect of the proposed action on the maintenance 
of essential transportation and the conservation of equipment, the 
0. D. T. must be informed of (1) the area affected, (2) the vehicle 
mileage operated by proponents of the plan in the last calendar 
month and the estimated monthly mileage on adoption of the plan, (3) 
the approximate total number of carriers engaged in like service within 
the area, (4) the approximate percentage of the total of such service 
in the area performed by the proponents, (5) the extent to which 
service would be curtailed under the proposed plan, and (6) the number 
of vehicles that will be taken out of service, if any, and the proposed 
disposition thereof. 


The O. D. T. statement said that if the plan was of a 
type that might affect competition and the parties to it con- 
stituted a substantial part of the transportation in the area, 
names and addresses of known non-participating competitors 
should be furnished, together with a statement of their reasons 
(if known) for not participating in the proposed joint action. 
It said that particulars of any proposed readjustment of cus- 
tomers or routes should be stated and that such moves should 
neither place carriers at a competitive disadvantage nor de- 
prive the customer of a choice of supply. 

“If carriers propose pooled deliveries,” it continued, “the 
method and basis of pooling, the management and supervision 
of the pooled operations, and the allocation of expenses should 
be described. If the pooling contemplates compensation other 
than reciprocal transportation, information should be furnished 
as to the operating authority held by the participants either 
interstate or intrastate, or both, and the additional authority 
required if the plan were put into effect.” 

The original and fourteen copies of each plan should be 
submitted to the O. D. T. through its field offices, but only 
the original copy need bear the signature of all participants in 
the plan, the O. D. T. said. It said that over-the-road carriers, 
in drawing up joint action plans, should: 


1. Include in their plans the name and address of each carrier 
participating in the agreement. 

2. Include a full statement of the schedules now being operated in 
the area affected. 

3. Describe the type of transportation service performed by the 
participating carriers, together with a statement of operating authority 
Issued by the Commission. 

4. If contract carriers, submit a statement setting forth the names 
of shippers utilizing the service of the respective carriers. 

5. Describe routes by highway number over which the service is to 
be changed. 

6. Designate carrier or carriers curtailing service with explanation 
of the contemplated action naming towns affected thereby. 

_ 7. Where alternate schedules are contemplated, identify the car- 

‘ers and describe the service to be performed by each. 

a Where schedules are eliminated, name the route and towns af- 
ed. 

9. Where carriers propose to reciprocally exchange routes, identify 
the service to be *performed by each carrier, naming the routes and 
towns affected. 


10. In all cases identify the carriers within the same area who are 
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not participants to the plan, and who are known to the participants, 
explaining the type of service performed and frequency of service 
within the same area or over the same routes. 

11. If leasing of operating authority is contemplated, identify the 
carriers and describe fully the routes and towns affected, and explaining 
conditions of the arrangement. 

12. In ‘‘any other plan proposing joint action,’’ set forth such de- 
tails as are above listed with reference to carriers involved, routes to 
be served, schedules to be curtailed or eliminated, cities and towns af- 
fected, location of joint terminals, pick-up arrangements, if any, and 
any other information from which a specific order can be issued di- 
recting certain definite and specific action by the particular participants 
in conformity with the plan. 


Western Train Schedules 


The Western Railway Executives’ Association, at a meet- 
ing in Chicago, October 5, discussed the advisability of length- 
ening the running time of fast freight and passenger trains as 
a transportation economy measure. The meeting was held at 
the suggestion of the O. D. T., which has taken the position 
that cutting down the speed of trains will conserve equipment 
and that the addition of stops to express trains, both freight 
and passenger, may permit the abandonment of certain runs. 

Decisions as to slowing down running times on fast pas- 
senger trains, it was said after the meeting, would have to be 
made by the individual railroads. There was considerable op- 
position to such slow-downs, it was reported, on the ground 
that they would detract rather than add to operating efficien- 
cies. Such efficiency, it was said, often demanded that pas- 
senger trains be “put over the track” as rapidly as possible to 
prevent excess interference with freight and local passenger 
operation, and, in addition, on such runs as that of the fast 
Chicago-Twin City passenger trains, the schedules were ar- 
ranged so as to make possible a round trip each day with each 
unit. These trains were now carrying capacity passenger 
loads, it was pointed out, and any slow-down in schedule would 
require the use of additional equipment. 

Study of the possibilities of rearrangement of freight sched- 
ules was left in the hands of a committee of transportation 
officials, with instructions to report to the association at a 
future meeting. Among the matters discussed was the possible 
further lengthening of the Chicago-Pacific coast freight sched- 
ule from seven to eight days. Under conditions of present 
heavy traffic, operating men present said, it was difficult to 
maintain the seven-day schedule. In effect, the arguments ad- 
vanced in favor of such lengthening of running time were the 
same as those put forth less than a year ago when the schedule 
was changed from six to seven days (see Traffic World, Novem- 
ber 22, 1941, p. 1349). All the operating difficulties that ob- 
tained at that time had intensified since the declaration of war, 
it was said, and the seven-day schedule was at present not 
being maintained in many instances. Several of those present, 
when questioned as to whether the short-line Chicago-Pacific 
coast roads, who might have no trouble in maintaining the 
seven-day schedule even under present traffic conditions, had 
objected tc the eight-day proposal refused to answer. 


Eastman on Cross-Hauls, Ete. 


The Office of Defense Transportation had a record of the 
movement of every freight car that terminated on a day last 
May and of what it contained, and it planned to check this 
information with freight car movements on one day in Sep- 
tember so as to ascertain what the cross-hauls, “in the broad 
sense,”” were of each important commodity, said Director East- 
man, of the O. D. T., in an address October 5, before the Boston 
Conference on Distribution, at Boston, Mass. 

“We are submitting the analysis and the picture, for each 
commodity, to the transportation committee of the War Pro- 
duction Board, and they in turn are asking each industry divi- 
sion to study and advise as to what can be done to curb the ap- 
parent excess transportation,” said Mr. Eastman. 

Continuing, he said: 


We are in earnest about this matter, and so is the transportation 
committee. I do not know how much transportation can be saved with- 
out doing more harm than good, but certainly there is some and there 
well may be considerable. It is not a thing that I would recommend 
for a moment in normal times, but we are in a grievous emergency 
and we must conserve our resources, including our transportation 
facilities, to the limit. I hope and pray that each industry will deal 
with the problem objectively and in that light. We want their best 
advice, and it will be unfortunate if it becomes necessary to proceed 
without it. To allay fears, let me say that I am confident that the De- 
partment of Justice will absolve arrangements which are necessary to 
accomplish such a saving of transportation for the duration and which 


meet with the approval of the War Production Board and the Office of 
Defense Transportation. 


Earlier in his address, Mr. Eastman observed that undoubt- 
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edly the “American principle’ of letting people compete freely 
and sell and trade where they wanted to increased materially 
the amount of transportation to be performed. He said that 
theoretically a lot of transportation would be saved if every- 
one traded in the nearest market. He said there were many 
things to be considered, such as questions of plant capacity, 
of the inbound haul of raw materials, of available manpower, 
and of differences in the quality of products. Some of these 
d fficulties could be met, he said, where the commodity was 
practically standardized, as it was in some cases, by an ex- 
change of products—‘“in other words, by a reciprocal arrange- 
ment under which the nearby producer will fill the orders of 
the more distant.”” Where there was no such standardization, 
the situation was, of course, more complex, he added. Ob- 
serving that this problem was being dealt with in Germany, he 
said he had been urged to do “something of the sort” in this 
country as set forth in the following recent dispatch from 
Bern, Switzerland: 


To ease the strain on the Reich’s overtaxed transportation system, 
certain branches of German economy have for some time been cur- 
tailed. German bakers, for instance, are forbidden to deliver bread 
distances greater than 50 kilometers. Beer cannot be shipped farther 
than 250 kilometers. 


Under the new decree such measures are to apply to almost all 
goods within Germany. In the future, manufacturers will not be 
allowed to sell goods for delivery wherever they like, while customers 
will not be able to go far afield for purchases. 


With respect to conservation of motor equipment by adoption 
of economic methods in local truck delivery services, Mr. East- 
man said that those engaged in such delivery business had 
shown a disposition, and without undue prodding from the O. 
D. T., to deal “realistically and vigorously” with the problem, 
and that already much rubber had been saved. However, he 
added, not all had been done that could and must be done. 

As to railroad passenger traffic, Mr. Eastman said: 


Just a word more, before I close, about passenger traffic. Whether 
that is a problem of distribution I am not sure, but you all travel, 
as this meeting demonstrates. The railroads are hard pressed in the 
carriage of passengers. They have much less passenger equipment 
than at the time of World War I. The buses are equally hard pressed, 
and probably harder. Troop movements, as I have said, are increas- 
ing constantly, and will continue to increase. Gasoline rationing will 
greatly add to the passenger burdens of both the railroads and the 
buses. There is a demand for railroad shuttle service to many war 
production plants. 

Our tests indicate that there is a heavy percentage of travel for 
more pleasure. Much of it could be avoided without real harm to 
anyone. The control of passenger traffic by government edict through 
some system of what is called rationing is a matter of extraordinary 
difficulty, because in the course of a year hundreds of millions of 
individuals are involved. There are very few things that are impos- 
sible, but I hope we shall not find it necessary to determine by actual 
trial whether general passenger rationing is possible. Right now 
that is not necessary, but the necessity may arise sooner than we 
think, and certainly there will be inconvenience, delay and some 
crowding and standing. 

The problem could be solved if the public would of its own volition 
follow a few simple rules. Let me tell you what they are: Do not travel 
any more than you can help. Travel light, with as little baggage as 
possible. Shun the weekends and do your traveling in the middle 
of the week, if you can. I commend these rules to you. There is 
nothing about them which, to my way of thinking, is particularly 
hard or tough, but even if there were, this is war. 


TRUCK INFORMATION OFFICES 


Jack Garrett Scott, general counsel of the Office of De- 
fense Transportation, in an address delivered October 9 be- 
fore the Michigan Trucking Association at Grand Rapids, Mich., 
expressed disappointment over the fact that “so few” joint 
information offices had been established by the motor carrier 
industry to carry out the maximum loading provisions of 
general orders O. D. T. Nos. 3 (revised) and 17. 

“I am sure that if the carriers can’t set them up, we will 
be compelled to do it as a governmental function,” he added. 

He said a reason for the lag in establishment of joint in- 
formation offices might be that restrictitons imposed by rea- 
son of the anti-trust laws were “too onerous,” or that the car- 
riers had experienced difficulty in financing such offices. How- 
ever, he added, a widespread system of joint information offices 
was essential to the successful operation of general order O. 
D. T. No. 3, revised, and general order No. 17. 

With respect to the rubber situation, Mr. Scott said that 
“the most we can hope for in the way of rubber of all 
kinds—crude, synthetic and reclaimed—for commercial ve- 
hicles is 46,000 tons for the last six months of this year and 
92,000 tons for 1943.” Those figures, he said, compared with 
a normal peacetime use of 200,000 tons a year and a present 
use of 150,000 tons a year. 

“Our situation requires the elimination of every vehicle 
mile not necessary to the war effort or to the essential civilian 
economy,” he declared. 


TRAFFIC WORLD 


He devoted a large part of his address to discussion and 
explaining the provisions of the O. D. T. order requiring com- 
mercial vehicle operators to obtain Certificates or War 
Necessity. 


0. D. T. MOTOR DISTRICT OFFICES 


The Office of Defense Transportation has announced the 
names of managers and addresses of 107 of the 142 district 
offices set up by its division of motor transport. It said that 
when mailing of application forms for certificates of war ne- 
cessity in connection with general order No. 21 was completed 
in a given area, the counties covered and the district offices 
serving them would be announced so that carriers who had not 
received their forms would know where to apply for them. 


Local Transport Regional Offices 


Director of O. D. T. Eastman has announced creation of 
four additional regional offices of the division of local trans- 
port, bringing to five the number of such offices. 

The new field headquarters will be established at Wash- 
ington, D. C., Atlanta, Ga., Chicago, Ill, and Dalles, Tex. A 
regional office has been functioning at San Francisco, Calif, 
for more than four months. 


The regional offices, covering the entire United States, 
are to work with transit operators and regulatory authorities 
in their territories in carrying out O. D. T. conservation orders 
and policies affecting all passenger traffic except railroads. 
Street cars, city busses, inter-city busses, elevated and subway 
cars, taxis and school busses all come under the jurisdiction 
of the division of local transport field set-up. 


The five regions, each to be in charge of an assistant direc- 
tor of the division of local transport, are comprised as follows: 


Region I, Headquarters, Washington, D. C.—Maine, New Hamp- 
shire, Vermont, Massachusetts, Rhode Island, Connecticut, Virginia, 
New York, Pennsylvania, New Jersey, Delaware, Maryland, District of 
Columbia, West Virginia. This office will be headed by T. H. Nicholl, 
former vice president of the Cleveland Railway, who will act in a super- 
visory capacity over all the regional headquarters. 

Region II, Headquarters, Atlanta, Ga.—North Carolina, South Car- 
olina, Georgia, Florida, Tennessee, Alabama, Misssissippi. This office 


will be in charge of Guy C. Kelsey, transport and traffic engineer of 
Westfield, N. J. 


Region III, Headquarters, Chicago, Ill.—Ohio, Michigan, Indiana, 
Illinois, Kentucky, Wisconsin, Minnesota, Iowa, Missouri, North Dakota, 
South Dakota, Kansas, Nebraska, Wyoming, Colorado. In charge will 


be H. B. Potter, former vice president and general manager of the 
Baltimore Transit Company. 

Region IV, Headquarters, Dallas, Tex.—Texas, Oklahoma, New 
Mexico, Arkansas, Louisiana. This region will be headed by E. P. 
McCallum, Jr., of Memphis, Tenn., a transportation consultant. 

Region V, Headquarters, San Francisco, Calif.—California, Oregon, 
Washington, Idaho, Montana, Nevada, Utah, Arizona. Established in 
May, this office is under the supervision of R. O. Crowe, former execu- 


tive vice president in charge of operations of the Los Angeles Railway 
Corporation. 


Rail Equipment Conservation 


“The increasing civilian demand for rail passenger service 
and the simultaneous need for all possible passenger equin- 
ment for military purposes, is creating a situation which needs 
early relief,” said Jack Garrett Scott, general counsel, Office 
of Defense Transportation, in an address October 3 at New York 
before the Foreign Policy Association. He had referred to the 


O. D. T. order “freezing rail passenger schedules (see Traffic 
World, Oct. 3). 


“There seems no real justification this time of bitter war 
for all of the luxury coaches, bar rooms and other unessential 
accommodations which peacetime competition brought us. And 
because it means real help in winning the war, special trains, 
or special cars, to football game and to World Series and to 
races and other similar events can and must be done without. 
So must all other unessential travel. The visit just to ‘see 
Aunt Minnie’ must by all means be postponed until we know 
that Aunt Minnie, as a result of winning the war, is to be a 
free woman and not a slave. 


“Other measures are in process to eliminate duplicate 
trains, or rail passenger service where other service is ade- 
quate, or the other service if the rail service is adequate, to 
require abandonment of many local or feeder lines where the 
lines are not really essential, and to divert their rails to scrap 
or to relay purposes.” 


Refrigerator Car Order 
Mr. Scott said an order applicable to refrigerator cars 
was now ready for issuance. Its object, said he, would be to 
confine the use of such cars to those important commodities 
“which require protection from heat and cold, and to keep 
them from traffic which an ordinary car can handle.” 
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0. D. T. Order Interpretation 


An interpretation making it clear that only one delivery 
may be made on the same day by a truck operator to an apart- 
ment house or office building, has been issued by Jack Garrett 
Scott, general counsel of the O. D. T. 

According to the interpretation, the fact that the operator 
may have material to deliver to different apartments or offices 
does not relieve him from compliance with general order 
0. D. T. No. 17, which specifically states: “No motor carrier 
operating a motor truck shall make . . . (c) more than one 
delivery from any one point of origin to any one point of 
destination in one calendar day.” 

Text of the interpretation, No. 17-10, follows: 


Question: Is a motor carrier permitted to make more than one de- 
livery in any calendar day to an apartment house or office building, 
put to different units of occupancy thereof? 

Decision: No. General Order O. D. T. No. 17, applicable to the 
operations of contract and private carriers, provides in Section 501.68 
that ‘‘no person shall cause to be made by motor truck and no motor 
carrier when operating a motor truck shall make: * * * (c) more 
than one delivery from any one point of origin to any point of des- 
tination during any one calendar day, except: * * *.’’ Delivery is 
defined, in part, as the operation of a truck from any one point to 
any other point. Consequently, the words ‘‘point of destination’ in 
said section 501.68 refer to the destination of the truck, i.e. the apart- 
ment house or office building, and, not to the destination of the goods 
delivered, i.e. the individual units of occupancy of an apartment house 
or office building to which goods are delivered. 


Certificates of War Necessity 


The facilities of the 3,022 county war boards of the U. S. 
Department of Agriculture will be used to assist farm truck 
operators, and other operators who engage in hauling farm 
supplies to and from farms, in filling out applications for 
certificates of war necessity under General Order O. D. T. 
No. 21, the O. D. T. and the Department of Agriculture jointly 
have announced. The assistance is to be made available Octo- 
ber 22, 23 and 24. 

It was stated that any operator of a commercial vehicle, 
including a farm truck, who had not received his application 
blank when the mailing had been announced as finished in 
his county should apply to the nearest field office of the 
0. D. T. division of motor transport for forms covering his 
truck or trucks. The Department of Agriculture has instructed 
its state and county war boards to set up county farm trans- 
portation committees in each of the 3,022 agricultural counties 
to carry on a “comprehensive transportation conservation 
assignment.” The committees are to aid the farmers and 
truckers hauling farm products and supplies from and to the 
farm in filling out applications “during the three days of the 
registration period, which have been designated as National 
Farm Truck Registration Days.” The major responsibility 
of the committees, it was stated, would be to develop farm 
transportation conservation programs in their areas. 


Two general permits designed to “rationalize” possible 
conflicts between mileage reduction requirements in Office of 
Defense Transportation orders and mileage provisions of Cer- 
tificates of War Necessity governing operations of commer- 
cial motor vehicles have been issued by Director Eastman. 

“The two permits (general permits O. D. T. Nos. 6-9 and 
17-15) will enable motor truck carriers to operate the maxi- 
mum mileage allowed by their Certificates of War Necessity, 
despite mileage reduction requirements in general order O. D. T. 
No. 6, governing local delivery operations of common carriers, 
and general order O. D. T. No. 17, governing both local and 
Over-the-road operations of contract and private carriers,” 
said the O. D. T. 

“The permits will not apply until the Certificates of War 
Necessity governing individual operations of carriers become 
effective. Meanwhile, mileage reduction requirements in Gen- 
eral Orders 6 and 17 remain in force for all carriers affected.” 
_ The Certificate of War Necessity order is to become effec- 
tive November 15. 


BUS FOR RAIL SERVICE 


The Office of Defense Transportation has authorized the 
Pennsylvania-Reading Seashore Lines to substitute motor bus 
service for steam passenger, express and baggage train serv- 
Ice operated between 5l1st St., Ocean City, N. J., and Sea Isle 
City, N. J. In a statement it said: 


The authorization was granted in a supplementary order to gen- 
eral order O. D. T. No. 2, which prohibits such substitutions without 
authorization of O. D. T. 

The supplementary order (O. D. T. No. 2-4), which became effec- 
tive October 5, provides for the operation of the substitute bus service 
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by the Public Service Interstate Transportation Company under a 
contract with Pennsylvania-Reading Seashore Lines. 

Under the terms of the order, the railroad must apply for and 
obtain from appropriate regulatory bodies the authority to abandon 
such rail service and to remove the rails over which it is conducted, 
The length of line involved is 6.72 miles. 

The steam service on this line has been confined to weekend travel. 
Motor bus service already handles most of the passenger traffic. The 


railroad, in its application, pointed out that it was necessary to use 
the rails elsewhere on the system. 


Under the terms of the supplementary order, the railroad is re- 
quired to publish and continue in effect until further notice, tariffs or 
tariff supplements setting forth any changes in fares. 


Speed Limit Criticized 


A stream of criticism lasting nearly two hours was poured 
on general order No. 23, issued by the Office of Defense Trans- 
portation, limiting the speed of motor vehicles to thirty-five 
miles an hour, at a conference Director Eastman held Octo- 
ber 7. Director Eastman issued the order with a view to carry- 
ing out the ideas of the Baruch committee, appointed by Presi- 
dent Roosevelt to consider the rubber situation. The critics 
were members of the National Association of Motor Bus Op- 
erators. 

They asked Director Eastman to except intercity busses 
from the requirements of the order. They minimized the pos- 
sibility of the order resulting in the saving of more than pos- 
sibly 4,000 tons of rubber. That would be achieved at the 
expense of a reduction of about twenty-five billion seat-pas- 
senger-miles and the disruption of connections between through 
bus lines and local lines and the great inconvenience of the 
bus riding public. That, it was represented, had increased 
because the railroads had, at the instigation of O. D. T., can- 
celled local accommodation passenger trains. 

Representatives were made by bus operators under the 
guidance of Arthur Hill, vice-president of the National Bus 
Operators’ Association. The critics asserted that reduction in 
speed to 40 miles an hour was accomplished last July by re- 
ducing the number of hours busses were kept in garages for 
maintenance work and the shortening of seating and rest 
periods. Those participating in the conference said that no 
more could be done in that manner to keep the busses rolling 
without inviting the danger of having the busses fall apart 
on the highways. 


In addition it was represented that requiring a reduction 
in the speed limit would require changes in gears. That was 
indicated as an impossibility on account of the inability of 
bus owners to obtain gears the manufacturers being unable 
to obtain critical materials for their production. 

M. H. Miller, speaking for the Brotherhood of Railway 
Trainmen of which bus drivers are members, said bus drivers 
were fearful of a loss of compensation by reason of fewer 
miles traveled by busses under such an order, their pay being 
based on mileage. It would be sensible, he said, to have a 
speed limit of at least 40 miles an hour. The nation, he said, 


would be better served at 40 or more miles an hour than at 
a lower limit. 


Forty-five miles an hour was suggested by Mr. Miller as 
a good compromise, the speed prior to last July being without 
limit, operation being frequently above 50 miles. 


One of the arguments against the 35-mile limit was that it 
would induce drowsiness on the part of drivers and thereby in- 
crease the accident liability. Strict enforcement of the Inter- 
state Commerce Commission’s rule limiting drivers to ten 
hours of driving time and enforcement of a 35-mile-an-hour 
limit was estimated, would require 6.5 per cent more vehicles 
and the employment of 10 per cent more drivers to carry the 
present volume of business. Operating at a maximum of 35 
miles an hour, it was contended, would require much oftener 
change of gears than a speed of 40 miles or more, and braking 
on long descents, all of which would increase wear and tear or 
both vehicles and tires, in climbing and descent of hills. 


0. D. T. Tank Truck Control 


Director Eastman, of the Office of Defense Transportation, 
has called on the forty-eighth petroleum advisory committees 
of the O. D. T. to work out, in cooperation with owners and 
users of tank trucks in retail delivery service, plans for the 
immediate reduction of tank vehicle mileage, the elimination 
of cross-hauling and other transportation waste, such as special 
deliveries and call-backs, to an “extent that may necessitate 
extending hours of delivery.” 

Mr. Eastman said that such cooperative plans were neces- 
sary for the attainment of conservation goals sought by General 
Order O. D. T. No. 21, which provides for the issuance of 
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f Tiater Terminals 


October 10, 1942 


That midway station is America’s 
immense terminal and warehousing 
industry with its miles of piers and 
wharves and billions of square feet of 
storage space. 

For decades this vast enterprise has 
been serving a vital economic need. 
Today it has assumed even greater 
importance, for it has become a major 
factor in advancing our all-out effort. 

Among the large, important ware- 
housing groups that have responded 
unreservedly to the Nation’s call is 
the Chain of Tidewater Terminals 
and Inland Warehouses. 

Naturally Government require- 
ments must and will receive first con- 
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esident et Station Bldg., Philadelphia, Pa. 


THERE’S AN INTERMEDIATE 
STATION THROUGH WHICH GOODS MUST PASS 


sideration. Uncle Sam demands 
priority rights to service and space. 
But consumer goods, too, are essen- 
tial to the country’s welfare. They, 
too, must be provided for... and are. 

During recent months you may 
have sought accommodation in Chain 
Warehouses for your goods, but, be- 
cause of Government requirements, 
space could not then be allotted to 
you. But that may have been only a 
temporary condition. When next you 
seek such accommodations they may 
be available. We suggest, therefore, 
that when such a need arises you get 
in touch with us, and let us know 
your requirements. 
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certificates of war necessity to the nation’s nearly 5,000,000 
commercial vehicles. 


“In announcing the provisions of General Order O. D. T. 
No. 21, I pointed out the serious shortage of tires and the 
grave danger that our supply of all types of commercial 
vehicles may be badly depleted unless we conserve them to 
the utmost,” said he. “I here again repeat that ‘this means 
the commercial vehicles and their tires must be given the best 
possible care; they must be driven with equal care; and every 
mile of unnecessary operation must cease. Your welfare and 
the safety of our country demand that this be done.’ ”’ 


The membership of the petroleum transport advisory com- 
mittees established by the O. D. T. embrace vehicle operators 
of the common and contract carriers and of oil companies, 
distributors and jobbers in each state. The plans to be worked 
out are to be submitted to the O. D. T. for approval. 


In a further step, it said, toward keeping the nation’s 
143,000 tank cars rolling continuously, the Office of Defense 
Transportation October 5 ordered all common carriers by rail 
to return tank cars to their “last point of origin” immediately 
after unloading, unless other provisions had been made for 
their disposal. In its announcement the O. D. T. said: 


A special direction (special direction O. D. T. 7-1) announced to- 
day, to take effect October 10, is expected to save many thousand car- 
days monthly for the transportation of petroleum to the east and the 
movement of other war-essential materials shipped in tank cars. 

Recent studies reported to the O. D. T. have shown that hun- 
dreds of tank cars have remained at their destinations for several days 
after they were unloaded—in some cases as long as 10 days or more. 
In most instances failure of the cars to move has been due to the 
lack of instructions from the shipper to the consignee or the railroad. 

To remedy this situation the O. D. T. directed that unless the 
railroad has received contrary instructions from the shipper or unless 
otherwise specified by the O. D. T., the carrier, ‘‘immediately after 
the unloading of any tank car and regardless of the ownership there- 
of or of the track on which such car is located, shall forward such 
empty tank car to its last point of origin over the route traveled by such 
car when loaded. . .” 


LARD CONSIGNED TO HARVEY, LA. 


The Office of Defense Transportation in exception order 
No. 16-3, effective October 8, exempted the movement of lard 
consigned to Harvey, La., from provisions of its port control 
order No. 16 requiring unit or block permits on all consign- 
ments moving into port areas for offshore destinations. Har- 
vey is in the New Orleans area. 

The O. D. T. said the exception order permitted the pack- 
ing industry concerned to move lard to its own storage plant at 
Harvey without the necessity of obtaining O. D. T. permits 
at the point of origin. It said lard eventually consigned from 
Harvey storage plant to offshore points must, however, move 
from storage to shipboard on the required permits. 


Oo. D. T. ON USE OF SCHOOL BUSSES 

That school districts everywhere should survey their bus 
service “at once” to determine where curtailments could be 
made, that fewer stops should be scheduled by such busses, 
and that revised schedules should be predicated on the assump- 
tion that the physically able child could walk two miles to 
and from school where weather conditions permitted were rec- 
ommendations issued October 8 by Director Eastman, of the 
O. D. T., in a statement on transportation of school children. 
He proposed staggering of school hours so as to release school 
busses for the transportation of workers. 


“With the supply of new busses almost exhausted, school 
authorities must realize that future allocations will of ne- 
cessity be based upon full cooperation with the O. D. T.’s con- 
servation program,” he said. . 


Oo. D. T. ON STAGGERED HOURS 


In a statement issued October 7, the Office of Defense 
Transportation observed that New Jersey had become, that 
day, the first state in the nation in which a staggered hours 
program had been ordered “officially by governmental au- 
thority.” The New Jersey program, including shifting of 
opening and closing hours of schools, retail business estab- 
lishments, and concerns employing large office forces, as well 
as rearrangement of hours in heavy industries, had been drawn 
up by the New Jersey War Transportation Committee, ap- 
pointed by Governor Charles Edison several months ago at 
the request of O. D. T. Director Eastman, said the O. D. T. 
statement. 


“New Jersey estimates that by December, bus riding will 
be increased 60 per cent over the same period last year, and 
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that the public transit systems will be unable to absorb the 
increase without staggered hours,” the O. D. T. said. 


oO. D. T. RAILWAY PROTECTION UNIT 


Director Eastman has announced the establishment of 
a railway protective section in the O. D. T. division of railway 
transport and the appointment of Patrick B. McGinnis, of 
New York City, as executive administrator of that section. 

The announcement said the section would carry out O. D, 
T. plans for coordination or efforts of all railroads to guard 
against sabotage and other destructive acts and would co. 
operate with the Office of Civilian Defense, the military and 
naval intelligence, the Federal Bureau of Investigation, and 
other government agencies. 

“Mr. McGinnis, who has had long experience in railroad 
reorganization work, was formerly associated with Pflugfelder, 
Bampton & Rust, railroad analysts, New York City,” said the 
announcement. “He is a graduate of St. Lawrence University 
and took postgraduate work at New York University.” 

A committee headed by Luther A. Thomas, assistant to the 
vice-president of the Southern Railway, would work with the 
er of the railway protective section, Mr. Eastman 
said. 


Oo. D. T. APPOINTMENTS 


Director Eastman has announced the appointment of three 
additional members to the field staff of the O. D. T.’s division 
of railway transportation. 

Frank T. Mahoney, of Kansas City, Kan., has been made 
supervisor of Rail Terminals at Kansas City, Mo. Daniel EF, 
Clifford, of Dallas, Tex., has been made supervisor of Rail 
Terminals at El Paso, Tex. John G. Nolte, of Stockton, Calif, 
= — named supervisor of Rail Terminals at Salt Lake City, 

tah. 

Formerly, Mr. Mahoney was superintendent of the Kansas 
City Terminal of the Missouri Pacific. Until joining the O. D. 
T. Mr. Clifford was salvage agent for the Texas & Pacific. Mr. 
Nolte was former terminal trainmaster of the Western Pacific 
at Stockton. 

Elton D. Woolpert, of Chicago, has been appointed to the 
staff of the division of transport personnel of the O. D. T., to 
handle transport personnel training matters in cooperation 
with the established training agencies of the War Manpower 
Commission. Mr. Woolpert has been assistant director of 
ee of the International Cities Managers’ Association at 

icago. 





MONEY FOR LOCOMOTIVE INSPECTION 


The House committee on appropriations October 8 re- 
ported a deficiency appropriation bill increasing the limitation 
of $110,653 for travel expenses of the Commission for locomo- 
tive inspection work to $122,400. 

W. P. Bartel, secretary of the Commission, and John M. 
Hall, director of locomotive inspection, testified in support 
of the provision. The latter said railroad motive power in 
1917-1918—the last world war—was in terrible condition—55 
per cent defective. When the United States entered the pres- 
ent war, he said, that figure had been reduced to 9 per cent. 
He thought the decrease showed the value of the inspection 
work. What was desired now was sufficient money to pay 
the bureau’s men $6 per diem, when away from headquarters, 
“the same as all other departments of the Commission and gov- 
ernmental departments are paying.” The per diem for these 
men is now $5. 

Mr. Bartel said only the increase in the limitation was 
asked now but that an additional appropriation would be needed 
later. He explained that Congress in January, 1942, had av- 
thorized increase in the per diem rate from $5 to $6 but that 
the appropriation for the locomotive inspection bureau staff 
was based on the per diem of $5. 


N. A. R. U. C. CONVENTION 


The National Association of Railroad and Utilities Com- 
missioners has issued its call for its fifty-fourth annual con- 
vention to be held November 10-12 at the Coronado Hotel, St. 
Louis, Mo. The convention will be in the nature of a “‘war con- 
vention” and will last two and one-half days, opening at. 2 
p. m. November 10 and adjourning on November 12. Topics 
for discussion follow: 

1. Wartime transportation problems:: 

(a) Integration of state commissions in the program of the 
Office of Defense Transportation. 

(b) Uniformity of reciprocal relations in connection with Tre 
laxation of state motor carrier laws in the interest of the 
war effort. 

2. Relations between state regulatory agencies and the federal war 
agencies. 

3. Effect of war taxes upon utility regulation. 

4. Uniform power factor clauses in electric rate schedules, and fuel 
adjustment clauses in utility rate schedules. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service , will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 


not desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers, 


Address Questions and Answers ment, 
Trafic Service Corporation, Harle Building, Washington, D. O. 


Transit—Three-Way Rule 

Michigan.—Question: Will you kindly give me your opinion 
of the movement of grain millled in transit under the folllowing 
facts. The grain tariffs are unrestricted as to routing via the 
transit point, although making provisions for movements be- 
yond, and there is nothing in the tariffs involved that would 
specifically prevent the movement, in other words, the routing 
is open. The transit tariff involved either permits the move- 
ments by implication or does not except them. The entire 
movement under the grain and transit tariffs is open routed 
and the circuity will not exceed 20 per cent. 

The movements are as follows, grain originating at points 
in Ohio to move west and north to the transit point, thence 
east to destinations in Trunk Line and New England territories, 
also to originate at points in Michigan and move west and 
south to transit point, thence east to destinations in the same 
territories. The originating points are on a New York rate 
basis of 29 cents or lower, the transit point is a 3l-cent point. 
There is nothing in the transit tariff which provides for the 
higher rate from the transit point to apply, therefore the grain 
is to be presumed to move on the through rates of 2 cents and 
4 cents under the rate in effect from the transit point. 

The amount of such billing to be used will result in placing 
the transit point under the 29-cent rate basis to New York 
instead of the published rate of 31 cents. This seems to me to 
be little, if any, less than an agreement between the carriers 
involved and the transit operator to evade the Interstate Com- 
merce Act and obtain for the transit operator a rate of 2 cents 
under that published with the Commission. 

Will you kindly advise if in your opinion the Commission 
has ever countenanced such situations, also advising the lead- 
ing authorities for or against such arrangements. 

Answer: Most grain transit tariffs contain a provision 
known as the three-way rule, and‘such rule is applicable to a 
large number of shipments stopped in transit. It provides in 
substance that on transited shipments the through rate to final 
destination will be the highest of three rates, namely, from 
origin to destination, origin to transit point, or transit point 
to destination. The rule, while generally observed throughout 
the western district, is sometimes departed from by individual 
carriers for competitive reasons. 

The Commission has stated in its Rate Structure Investi- 
gation, Part VII—Grain and Grain Products Within the West- 
ern District and for Export, 205 I. C. C. 301, on page 413, that 
the rule seems to be a necessary and reasonable transit re- 
quirement and will not be condemned in this proceeding. 

Further, the Commission’s decision in Fourth Section Ap- 
plication No. 15151, Iron and Steel to Texas Ports, 226 I. C. C. 
298, on page 303, with reference to the three-way rule, states: 


Ordinarily, on the traffic under consideration, one of two latter 
rates exceeds the rate proposed from origin to two destinations, so 
that the present rule, if applied in connection with the proposed rates, 
would in many instances practically nullify the transit arrangement. 
For instance, if traffic from Chicago to Houston on the 50c rate were 
Stopped in transit at Oklahoma City, Oklahoma, the rate to be applied 
on the through shipment under the 3-way rule would be 70c, the rate 
from Chicago to Oklahoma City. The propriety of the 3-way rule 
IS questionable, because it results in different through rates for differ- 
ent transit points along the route. 


It is understood that the Commission has never ordered 
the carriers to publish the three-way rule in their transit 
tariffs, but on the other hand it seems necessary to have said 
Tule in effect to prevent Fourth Section violations. The first 
citation given covers this in the following manner: 


873 


Whether the three-way rule was originally established as a penalty 
for out-of-line service or to prevent breaking down the rate structure 
is not clear. It serves both purposes in that it is usually encountered 
on routes over which fourth-section relief has been obtained. If, for 
example, a shipment from a more distant and lower-rated point is 
stopped in transit at an intermediate but higher-rated point on a cir- 
cuitous route, the transit operator at the higher-rated point could, by 
switching billing, always move his local shipments from the higher 
rated point at the balance of the through rate from the more distant 
point unless restricted by the 3-way rule. The application of the 
higher rate from the intermediate point therefore not only protects 
the rate structure but also compensates the carrier to some extent 
for the extra service performed. It also guarantees the carrier against 
refunding any of its revenue to the transit point when the through 
rate is less than the rate to the transit point. The contention that 
the application of the 3-way rule to a transited shipment is incon- 
sistent with a grant of fourth-section relief, because a transited ship- 
ment is a through movement, is not convincing. Such a shipment is 
a fictional through movement, but the fiction cannot change the fact 
that there is a separate movement to and from the transit point, com- 


pared with the one movement, and no opportunity for cutting the rate, 
on a through billed shipment. 


From the above statements in decisions of the Commission, 
it is apparent that whether or not the three-way rule is to be 
carried in a transit tariff depends upon the circumstances. 
Under the decision in Fourth Section Application No. 15151, 
Iron and Steel to Texas Ports, 226 I. C. C. 298, its omission 
was justified on the ground that its inclusion would nullify 
the Fourth Section relief granted. 


Tariff Interpretation—Application of Overflow Rule—Motor 
Carriers 


Michigan.—Question: In reading the “Questions and An- 
swers” column of your September 26 issue, we came across 
the article on page 741, under the above caption. 

Do we understand that you mean if, for instance, we 
obtained a rate of 20 cents per cwt. for a minimum shipment 
of 20,000 pounds and were unable to load more than 16,000 
pounds on one truck, and 4,000 pounds on another truck, our 
total freight charges for the 20,000 pounds would be $40? Or 
does the interpretation mean that we would pay $40 for the 
16,000 pounds and the overflow at the rate of 20 cents per cwt.? 

We would appreciate it very much if you would clarify 
this point for us, as such instances arise quite frequently in our 
company. , 

Answer: The rule in the tariff referred to in our answer 
provides that the excess over the weight that can be loaded 
on or in the truck furnished by the carrier shall be considered 
as constituting a portion of the shipment, and the rate and 
minimum weight (or actual weight if greater than the mini- 
mum weight) applicable thereto shall apply on the entire 
shipment. 

In accordance with the tariff provision, your total charge 
would be $40 for the total amount, 20,000 pounds, loaded on 
the two trucks. 


Tariff Interpretation—Domestic Class Rates Applicable in 
Absence of Ratings in Export Tariff 


Ohio.—Question: We recently shipped several straight and 
mixed carloads of paint materials from Newark, N. J., to Port 
Everglades, Fla., for export to Havana, Cuba. Included in 
these cars were finished paint products such as zinc oxide, 
titanium dioxide, dry red lead, and silica. 

Agent Curlett’s Tariff 137, I. C. C. A-697, names export 
class rates from trunk line territory to Port Everglades, Fla., 
on traffic for export to Cuba. This tariff is covered by the 
Southern Classification and by exceptions to the Classification 
as provided in the tariff. 

Since there are no exceptions in the tariff on commodities 
shipped, it is necessary to apply ratings in the Southern Classi- 
fication which are Sixth Class on paint in oil, etc., Class 32% 
on zinc oxide, etc., and Tenth Class on silica. 

The table of rates on page 20 of Tariff 137 provides for 
rates on classes one to eight, inclusive (Class 7 rates are 
named in Supplement 2), but does not provide for any column 
ratings other than Class 75 named in Supplement 2, nor does 
it name any rates lower than Eighth Class. We have been 
informed that, since there are no column ratings in this export 
tariff, it is necessary to apply the domestic rates published in 
Agent Curlett’s I. C. C. A-712 to Port Everglades Junction, 
Fla., plus a switching charge of $4.08 per car from Port Ever- 
glades Junction to Port Everglades. 


It seems quite unfair to us that we should have to pay con- 
siderably less freight on finished paint products than we pay 
on raw materials used in the manufacture of these products, 
and we should like your opinion on this matter and also, if 
possible, some Interstate Commerce Commission decisions 
which might give us some relief. 

Answer: In our opinion, the carriers are correct in their 
interpretation that Agent Curlett’s Tariff I. C. C. No. A-697 
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does not provide rates applicable on shipments for export, in 
the absence of class rates therein for articles Class 32% and 
10th Class, and therefore domestic rates, in the absence of 
export rates, must be applied. See Standard Export Lumber 
Co. vs. A. & M. R. R. Co., 74 I. C. C. 721, cited in Chicago 
Heights Manufacturers’ Association vs. I. C. R. R. Co., 142 
I. C. C. 385, in which the Commission held that where a joint 
through rate to a port is unrestricted, it is applicable on both 
domestic and export traffic. See, also, Chandler vs. P 

Co., 11 Fed. (2d) 39, affirming 9 Fed. (2d) 703. 


Tariff iInterpretation—Origin Point Located on Concurring 
Carrier But No Rate Basis Shown in Tariff 


Alabama.—Question: Point A is located on B and C ,rail- 
roads, and is listed in the geographical index of the tariff as 
being located on both railroads but rate basis number is shown 
only for account of the B Railroad and it is contended that 
C Railroad cannot protect the through rates from this origin 
as published in the tariff although C Railroad is an initial 
carrier under FX-7 Concurrences and there are no routing 
restrictions via routes in connection with C Railroad. 

I understand that the Interstate Commerce Commission 
has ruled that the rate would apply via C Railroad as initial 
carrier, being the same as is published for account of B Rail- 
road. However, I am unable to locate this ruling and my 
memory may be in error as to the correct interpretation. I shall 
appreciate your opinion, giving reference to any rulings that 
may- deal with the subject. 

Answer: With respect to this question see the Commis- 
sion’s decision in Independent Paper Stock Co. vs. C. & A. 
R. R. Co., 168 I. C. C. 404. In this case the Commission said: 


Complainant contends that the Missouri Pacific was a party to the 
5-cent rate and that the switching charges collected were inapplicable. 
The Missouri Pacific and the Terminal were shown as concurring car- 
riers in the tariff publishing the 5-cent rate, and the index of tariffs 
of the Missouri Pacific showed it as an initial line with respect to the 
rates published in the tariff first mentioned. In the alphabetical and 
geographical lists of stations from and to which rates applied, con- 
tained in the tariff publishing the 5-cent rate, the Chicago & Alton 
was shown as the initial carrier in the rate from St. Louis, but the 
Missouri Pacific and the Terminal were not so shown. The Missouri 
Pacific was shown as a concurring carrier in the tariff merely in order 
to provide by special application rates from and to Carondelet Station, 
St. Louis, via Ivory Transfer. Obviously the 5-cent rate was not ap- 
plicable on complainant’s shipments from St. Louis over the Missouri 
Pacific as an initial carrier. 


_ While the facts in this case are not entirely similar, we 
believe that it is authority for the view that the rate from 
point A will not apply on shipments originating on the C Rail- 


road, even though that line is shown as a concurring carrier 
in the tariff. 


Rate in Effect Date Shipment Received for Transportation 
Controls 


New Jersey.—Question: A carload shipment was received 
at point “A” and transported by boat to point “B” and deliv- 
ered to railroad at point “B,” on expense bill from steamer 
line. The consignor at point “A” requested that the steamship 
line hold the shipment on their dock until after the date a 
new rate and minimum went into effect, but through an error 
on the part of the dock company the shipment was tendered 
the railroad company, bill being furnished on their expense 
bill, and the old rate applied on the shipment. 

The bill of lading on this shipment was executed on the 
date the new rate became effective. 


Through no fault of the railroad company this shipment 
was billed. However, the railroad signed the bill of lading 
and dated it the effective date of the new rate. 


Will you please advise the railroad company’s responsi- 
bility in this matter and if they are liable for reparation? 

Answer: With respect to the question as to when goods are 
delivered to a carrier and when the liability as a carrier begins, 
the rule is that in order that the carrier may be charged with 
reference to the custody, care and transportation of goods, it 
is essential that, as bailee, it shall have come into possession 
of the goods, which, of course, involves a delivery by the 
shipper and an acceptance by the carrier and until there has 
been such a delivery and acceptance, by which the possession 
of the goods had been transferred from the shipper to the car- 
rier, no liability of the carrier with reference to such goods 
arises. 

If something required by law or contract remains to be 
done by the shipper after the goods are put into the hands of 
the carrier before they are to be transported, the carrier does 
not become liable as carrier until the goods are ready for ship- 
ment. As otherwise expressed, the party bringing the goods 
must first do whatever is essential to enable the carrier to 
commence, or make the needful preparation for the service 
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required from it, before it can be made liable or subject to 
responsibility in that capacity. Delivery cannot be complete 
if anything remains to be done by the shipper before the goods 
can be sent on their way. But if the thing to be done is some- 
thing which it is the duty of the carrier to do without further 
act on the part of the shipper, then the liability of the carrier 
attaches at once. However, notwithstanding the goods are in 
the actual custody of the carrier, its liability as such does not 
attach before shipping directions have been given and until 
such time its liability is that of a warehouseman only. Never- 
theless, the liability of a carrier as a common carrier begins 
with the actual delivery of the goods for transportation and 
not merely with the formal execution of a receipt or bill of 
lading, the issuance of a bill of lading not being necessary to 
complete the delivery and acceptance. St. Louis, etc., R. Co. 
vs. Burrow, 116 S. W. 198 (Ark.); Garner vs. St. Louis, etc., 
R. Co., 96 S. W. 187 (Ark.); Cent. of Ga. R. Co. vs. Bird, 
73 S. E. 599 (Ga.). 

It is our view that, if the bill of lading is issued before 
the shipment is made, this being prima facie evidence of receipt 
of the goods by the carrier, the date of the billing will, if 
uncontroverted by proper evidence, determine the rate to use; 
that if the goods are physically taken by the carrier into its 
possession, with full knowledge as to routing and destination, 
so that their transportation may be begun without further 
action on the part of the shipper, the date such possession was 
taken will determine the applicablle rate, regardless of the 
date of the billing or the date the transportation is commenced. 

See, in this connection, the Commission’s order of Novem- 
ber 17, 1910, which reads as follows: 


On the 20th day of January, A. D. 1910, this Commission issued 
an order in the following terms: 

“It is ordered, That dll carriers subject to the Act to Regulate 
Commerce be warned that a false entry as to date, or otherwise, upon 
a bill of lading, is a misdemeanor within the meaning of Section 20 
of said act, and that in case of any such false entry hereinafter aris- 
ing, criminal prosecution of those responsible therefor, will be re- 
quested.’’ An investigation by the Commission has developed the fact 
that certain rail carriers at Chicago, Ill., and at other points are 
issuing bills of lading showing a date prior to that upon which ship- 
ping instructions are received by the carrier. These bills of lading 
purport to show that cars are in course of transportation to named 
consignees on a date prior to that upon which such consignees are 
indicated to the carrier. In specific cases brought to the attention 
of the Commission this has resulted in loss to buyers of property 
through the presentation of such bills of lading as proof that ship- 
ments had been made on contract days, although such shipments had 
not been ordered forward until some days after the date shown in 
the bills of lading. Therefore, 

It is further ordered, That all carriers subject to the act to regu- 
late commerce be warned that not only must property to be trans- 
ported be in the possession of the carrier issuing bill of lading there- 
for at the time of such issuance, but such bill of lading must be dated 
as of the day upon which the shipping instructions are fully given 
and the carrier finally authorized to forward the property. 


I. C. C. ANNOTATIONS 


The Senate has agreed to S. Res. 270 requesting the Com- 
mission to supplement its compilation of federal laws regulat- 
ing carriers subject to the interstate commerce act, with digests 
of pertinent decisions of the federal courts and of the Com- 
mission and the text of or reference to general rules and reg- 
ulations. When transmitted the manuscript will be published 
as a Senate document. 





HARTMAN’S OFFERS FREE BONDS AND STAMPS 


Climaxing its series of 8-ball advertisements in the Traffic 
World, Hartman’s Freight Rate Service has announced a con- 
test in which it will award a $50 war bond to the person sub- 
mitting the best idea as to how Hartman’s Ratemaster may 
contribute to the solution of present-day traffic problems. In 
addition to the major award, there will be five honorable men- 
tions, with each of which will go $10 in war stamps. No entry 
fee is required. Anyone in the United States or Canada, 
whether or not he is in transportation work, is eligible to par- 
ticipate. The entries will be judged only on the basis of the 
merits of the ideas, not on the wording or the style of presenta- 
tion. Deadline for entries is December 1, 1942. Five exec- 
utives in the traffic field will be selected as judges. Win- 
ners will be announced as soon as possible after December 1. 


TOLLS OVER GOLDEN GATE BRIDGE 


Representatives Lea and Welch, of California, have in- 
troduced H. R. 7667 and H. R. 7670, respectively, authorizing 
the charging of tolls for the passage or transit of govern- 
ment traffic over the Golden Gate Bridge at San Francisco, 
Calif. The bills provide such tolls shall not exceed tolls charged 
for other traffic. 
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Truck Line Employe Wage Data 


According to a bulletin issued by the Labor Department’s 
Bureau of Labor Statistics and prepared under the direction of 
Miss Florence Peterson, chief of the bureau’s industrial relations 
division, the average hourly wage rate of union motor truck 
drivers in 75 cities of the United States was 82.9 cents on 
June 1, 1941, the average for union helpers was 68.6 cents, and 
the average for the combined truck driver and helper occupa- 
tions was 80.8 cents. 

The publication, bulletin No. 705 of the Bureau of Labor 
Statistics, said these averages covered city trucking primarily, 
although over-the-road drivers were also included when they 
were paid on an hourly rather than on a mileage basis. It said 
the survey on which the averages in the bulletin were based 
included 2,587 wage quotations covering 241,608 union members. 

Miss Peterson stated that average wage rates of truck 
drivers and helpers in individual cities as of June 1, 1942, were 
now in the process of preparation. She indicated it would be 
impossible at the present time to make a reliable estimate of 
the 1942 average wage rates. However, she pointed out that a 
tabulation in bulletin No. 705 showed the percentages of change 
in average wage rates for drivers and helpers from year to year 
since 1936, as follows: 

1936 to 1937, 6.6 per cent increase in hourly rates, 0.9 per 
cent decrease in weekly hours; 1937 to 1938, 3.6 per cent increase 
in wage rates, no change in weekly hours; 1938 to 1939, 2.2 per 
cent increase in wage rates, 0.9 per cent decrease in weekly 
hours; 1939 to 1940, 2 per cent increase in wage rates, 0.9 per 
cent decrease in weekly hours; 1940 to 1941, 4 per cent increase 
in wage rates, 0.7 per cent decrease in weekly hours. 

In the year ended June 1, 1941, the bulletin showed, 54.6 
per cent of the organized truck drivers and 59.3 per cent of the 
organized helpers received pay increases. 

“Actual rates for drivers,” said the bulletin, “ranged from 
30 cents for special-delivery milk drivers in Norfolk to $2 per 
hour for operators of dump trucks of over 8 cubic feet capacity 
in St. Louis. Helpers had a range in rates between 27.8 cents 
for some of the helpers on furniture trucks in Birmingham to 
$1.125 for helpers on theatrical equipment trucks in New York 
City.” 

v The work-week of drivers and helpers in the year ended 
June 1, 1941, averaged 47.2 and 46.3 hours, respectively, the 
bulletin showed. It said time and one-half was the most preva- 
lent overtime rate in union trucking agreements, with over 
three-fourths of the quotations for drivers and helpers specify- 
ing this penalty rate. 


RAIL WAGE STATISTICS 

Class I steam railways, exclusive of switching and termi- 
nal companies, reported a total of 1,316,511 employes as of 
the middle of July and total compensation for that month of 
$253,265,648, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of wage statis- 
tics of those roads for July, statement M-300. 

The employment was an increase of 128,569, or 10.82 
per cent, over the number reported for July last year. The 
total number of hours paid for was 13.48 per cent greater 
and the total compensation was 28.45 per cent greater in July 
this year than in July last year. 

Compensation for “time paid for but not worked” for 
July was reported as follows: Executives, officials and staff as- 
sistants, $90,968; professional, clerical, and general, $2,269,312; 
maintenance of way and structures, $1,119,386; maintenance 
of equipment and stores, $4,194,862; transportation (other than 
train, engine and yard), $871,967; and transportation (yard- 
masters, switch tenders, and hostlers), $169,488. 

In the train and engine service, compensation for July was 
reported as follows. Straight time actually worked, $53,775,- 
615; straight time paid for, $64,909,831; overtime paid for, 
$6,352,640; constructive allowances, $2,322,484; total, $73,584,- 
955. Miles actually run totaled 527,943,535 and miles paid 
for but not run totaled 63,428,038. 


RAILROAD MEDIATION ENDS 

Efforts of Chairman George A. Cook and David J. Lewis 
of the National Mediation Board to settle by mediation, dis- 
putes between the railroads and their firemen and engineers 
over the employes’ demands for new wage scales and employ- 
ment of additional men reached an unsuccessful conclusion at 
Chicago October 7. Mediation proceedings began September 
21. They have offered to act as arbitrators in the disputes, 
and the employers’ and union negotiating committees have 
taken the offer under advisement. The railway labor act 
Provides that such an offer shall be made after mediation ef- 
forts fail. Mr. Cook has acted as mediator in disputes between 
the railroads and the Brotherhood of Locomotive Firemen and 
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Enginemen, and Mr. Lewis has acted as mediator in disputes 
between the employers and the Brotherhood of Locomotive 
Engineers (see Traffic World, Oct. 3, p. 780). 

It was learned October 9 that the B. of L. F. and E. had 
declined the offer of arbitration made by Mr. Cook; that the 
B. of L. E. had accepted Mr. Lewis’ offer to arbitrate; that 
the employers had, in a letter to the two board members, ac- 
cepted their offers to arbitrate providing the disputes concern- 
ing demands by both brotherhoods be consolidated in one 
arbitration proceeding. Representatives of the B. of L. E. 
said they had refused to accept a joint arbitration proceeding. 

Under the President’s order establishing the National 
Railway Labor Panel (see Traffic World, May 30, p. 1425), 
the employes may request an emergency fact-finding board 
when mediation efforts prove unavailing. It is understood that 
the two brotherhoods have not yet decided whether to make 
such a request or to take a strike vote. 


TRUCK LABOR DISPUTES 

Representatives of the parties to a dispute involving the 
Maryland Motor Truck Association and drivers employed by 
members of that association (see Traffic World, September 26, 
p. 726), held meetings October 7 and 8 in an effort to reach an 
agreement, with Judge Joseph Moss, of Philadelphia, Pa., serv- 
ing as arbitrator in the case, it was stated at the office of Di- 
rector Steelman of the Labor Department’s conciliation service. 

A spokesman for the conciliation service announced that 
a strike at Albany, N. Y., involving about 25 truck operators 
and about 200 drivers, members of a local union of the Inter- 
national Brotherhood of Teamsters, etc., had ended at midnight, 
October 6, after a field representative of the conciliation service 
had conducted negotiations between the parties to the dispute. 

A final settelment of the dispute between operators of three 
oil truck companies and their drivers (see Traffic World, Sep- 
tember 26, p. 725), had not yet been reached, it was stated at 
the conciliation service, October 8. The truck lines involved 
were: Coastal Tank Lines, Inc., of York, Pa.; M. I. O’Boyle & 
Son, of Washington, D. C., and Marshall Transport Co., of 
Cleveland, O.-: 


NEGROES AS RAIL EMPLOYES 

The committee on fair employment practice of the War 
Manpower Commission, of which Dr. Malcolm S. MacLean is 
chairman, will hold hearings December 7, 8 and 9 in Wash- 
ington on complaints of discrimination against the employment 
of Negroes in the railroad industry. Such complaints had been 
increasing, said the chairman. 

“It is asserted that there exists agreements between the 
roads, employing the greatest number of Negroes, and certain 
unions to which Negroes are not admitted, which in operation 
excessively restrict the number of Negro firemen and brakemen 
who may be employed, which bar Negroes as helpers on Diesel 
engines, and which give non-Negro firemen the preference on 
stoker-fired steam engines, regardless of seniority or length of 
service,” said he. 

Organizations that had filed formal complaints, said he, 
included the Provisional Committee to Organize Colored Loco- 
motive Firemen, International Association of Railway Ein- 
ployes, Association of Colored Railway Trainmen and Locomo- 
tive Firemen, Inc., International Brotherhood of Firemen, Oil- 
ers, Helpers, Roundhouse and Railway Shop Laborers, National 
Urban League and the National Association for the Advance- 
ment of Colored People. 

In addition to charges that Negroes are barred as firemen 
in many instances, it is alleged that Negro brakemen and fire- 
men are paid substantially less than white men in the same 
class of jobs. 


NORTHERN PACIFIC WELDED RAILS 

The Northern Pacific is now laying new heavy rails, weld- 
ing them together in 300-foot sections, and welding the sec- 
tions together to form one piece of rail two miles long, in the 
Stampede tunnel on the company’s transcontinental line at the 
summit of the Cascade Mountains in Washington, Bernard 
Blum, chief engineer, has announced. The completed section 
will comprise one of the longest welded rails in the west, and 
is designed to bear the brunt of heavy wartime traffic, he says. 


Barring labor shortage, the section should be completed this 
month. 


POST-WAR HIGHWAY PLANNING 


Representative Dirksen, of Illinois, has introduced House 
concurrent resolution 84 providing for establishment of a 
joint committee on planning and reconstruction to be composed 
of eleven members of the House and eleven members of the 
Senate. The committee would engage in post-war planning, 
including plans for the building of highways. 








Traffic Club Doings 





Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLD goes to in Chicago Friday of 
each week. News of coming or past , such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THe Trarric Wort. 


Wayne W. Parrish, editor, American Aviation, Washing- 
ton, D. C., spoke on “Aviation of Today and Tomorrow” at 
the annual fall dinner meeting of the Junior Traffic Club of 
Chicago October 8. Saying that “you cannot afford to under- 
estimate the future of air transportation,’ he made the fol- 
lowing predictions: There would not be enough planes to carry 
all passengers desiring to travel by air to Europe after the 
war; airplanes would be used to transport raw materials, such 
as South American rubber, direct to manufacturing points; 
air cargo would become as important, if not the most impor- 
tant, form of cargo transport. He said the aviation industry 
had packed 25 years of normal growth into the past year. 
Experts agreed, he said, that “air transportation is inherently 
the least expensive of all forms of transportation.” The air- 
plane not only was speedier than other transportation car- 
riers, but also operated over more direct routes, he said. 
Chicago and other inland cities would become increasingly 
important as transportation centers and ocean ports would be- 
come less important, because air planes, operating in interna- 
tional trade, would not need to stop at coast lines, said he. He 
pointed out that Chicago would be within 24 hours’ flying time 
from most of the important world industrial centers. The first 
chance for airplanes to carry large freight loads, he said, 
would be in international trade after the war. Approximately 
1,500 members and guests attended the meeting. There was 
a program of entertainment. Ray DeGroot, Luckenbach Steam- 
ship Lines, president, presided. 





The Transportation Club of Springfield, Ill., will hold its 
annual ladies’ dinner dance at the Elks Club October 14. 
W. J. Swaja is chairman of the committee on arrangements. 





The Great Northern sound film “Empire on Parade” was 
shown at a dinner meeting of the York, Pa., Traffic Club Octo- 
ber 8. An oyster bake will be held December 10. The annual 
dinner will be held January 21, 1943. 





Lt. Comm. F. D. G. Challis of the British Navy, who 
is commander of a submarine, will speak at a dinner meet- 
ing of the Traffic Club of Philadelphia October 12. 





The Waukegan-North Chicago Traffic Club will hold a 
dinner dance at the Chateau Du Jour, Waukegan, IIl., October 
15, at which the following officers will be installed: President, 
Glen Sparrow, Zion Baking Industry; vice-president, R. C. 
Heyer, Johns Manville Products Corporation; secretary, A. B. 
C. Degan, Elgin, Joliet and Eastern Railway; treasurer, Arthur 
Axelson, Cyclone Fence Company; members of the board of 
directors, Joe Nelson, Chicago and North Western, and A. A. 
Maes, Chicago Hardware Foundry Company. 





Lt. Kathryn K. Johnson, Women’s Army Auxiliary Corps, 
will speak at a monthly dinner meeting of the Women’s Traffic 
Club of Philadelphia October 13. Helen M. Zabor has been 
appointed chairman of the publicity committee. 





W. Ross Copeland, personnel manager, National Youth 
Administration, will speak on “The N. Y. A. Current War 
Production and Training Program” at a monthly dinner meet- 
ing of the South Bend, Ind., Transportation Club October 12. 
He will conduct a tour of inspection of N. Y. A. buildings, after 
the meeting. 





John K. Chapel, news director for radio station KROW, 
spoke on “The World Aflame” at a dinner meeting of the Oak- 
land, Calif., Foreign Trade and Harbor Club October 1. 





The Columbus, O., Transportation Club and Ohio State 
University, cooperating with the federal war training program, 
have arranged for a 12-week course in traffic principles at 
the university, beginning October 13. Mendel A. Keith, gen- 
eral traffic manager, International-Stacey Corporation, and 
chairman of the club’s education committee, will conduct the 
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classes, which will meet for two-hour sessions Tuesday and 
Thursday evenings. 





Irving T. McDonald, news analyst, spoke on “The War 
Today” at the first fall dinner meeting of the Traffic Club of 
New England at Boston, October 8. There was a program of 
music. C. A. Gardner is chairman of the entertainment commit- 
tee. The annual ladies’ night meeting will be held November 
12. The annual business and election meeting will be held 
December 10. 





R. W. Wettstyne has resigned as president of the Traffic 
Study Club of Akron, O., on getting leave of absence from the 
Firestone Tire and Rubber Company, for which he is assistant 
traffic manager, to serve as a major in the U. S. Army Trans- 
portation Corps. His duties with the club have been assumed 
by H. J. Secoy, Federal Express, Inc., first vice-president. H. M. 
Blunt has been appointed chairman of the entertainment com- 
mittee, replacing R. E. Walton, who resigned on being trans- 
ferred to Cincinnati as division freight agent for the Pennsy]- 
vania Railroad. 





Allan L. Leonard, attorney, spoke on “Unload or Pay 
Demurrage” at a luncheon meeting of the Los Angeles Trans- 
portation Club October 5. Paul Burns, district manager, Mer- 
chant Shippers Association, was chairman for the day. A golf 
tournament was held October 9, and another will be held 
October 30. They are the final golf outings of the year. Mem- 
bers have been invited to attend a hard times dance to be 
held by the Women’s Traffic Club of Los Angeles at Vic McLag- 
len’s Barn October 29. 





The Junior Traffic Club of Kansas City held a ladies’ night 
meeting October 8, at which A. B. Stewart, Southwestern Bell 
Telephone Company, showed motion pictures and spoke on 
civilian defense communication facilities for use in air raids. 
John Skaggs, assistant branch manager, Ralston Purina Com- 
pany, will speak at a dinner meeting to be held October 22. 
Election of members of the nominating committee will be held 
at the meeting. 





The Traffic and Transportation Association: of Pittsburgh 
is sponsoring a course in traffic study at the Allegheny High 
School. Forty-four students have enrolled in beginning and 
advanced classes. E. E. Allison, Pennsylvania Railroad, and 
G. B. Sexton, Vulcan Detinning Company, conduct the classes. 





The Pacific Traffic Association of San Francisco will hold 
a motor transport night dinner meeting October 27. Hal Kern 
has been appointed chairman of the committee on arrange- 
ments. 





The Cincinnati Traffic Club will hold a stag buffet supper 
at the Hotel Gibson October 15. There will be a program of 
entertainment. 


The Traffic Club of Chicago will hold a keno and dinner 
party October 14. Arrrangements have been made by the 
indoor entertainment committe, P. F. Kuhlman, chairman. 








Jess Neely, football coach at Rice University, and his 
assistants, spoke at a luncheon meeting of the Traffic Club 
of Houston October 6. The program was arranged by Frank 
Hermon, Maritime Oil Company. 





Walter S. Curlett, agent for the Trunk Line Tariff Bureau, 
will speak on O. D. T. orders, at a monthly dinner meeting of 
the Women’s Traffic Club of Greater New York October 13. 





The Traffic Club of Kalamazoo, Mich., will hold its annual 
dinner November 17. Its annual Chamber of Commerce night 
meeting will be held October 20. 


The Traffic Club of Wichita, Kan., will hold its annual 
Kansas City night meeting November 19. Fred Meyer, Alton 
and Southern, is chairman of the committee on arrangements. 
There will be a dinner dance and card games. The nominating 
committee, V. H. Frisch, chairman, will report. 


The Metropolitan Traffic Association of New York will 
hold a past presidents’ night meeting October 22. 


The Indianapolis Traffic Club will hold a Hallowe’en din- 
ner dance at the Columbia Club October 20. There will be 
door prizes and a floor show. 


R. Carter Tucker, attorney, international president of the 
Optimist Club and former general chairman of the Kansas 
City community fund, will be the speaker at a luncheon meet- 
ing of the Traffic Club of Kansas City at the Continental Hotel 
October 12. The club will hold its fall smoker at Drexel Hall 
October 17. There will be refreshments and a program of 
entertainment. 
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Waterways and War 


Informed that his recent statement indicating that con- 
struction of the St. Lawrence waterway and power project 
could not be undertaken now because of the war had become 
an issue in the New York state political campaign, President 
Roosevelt said at his press conference October 9 that the proj- 
ect was not a political issue and asserted that eventually it 
would be undertaken and completed. Lack of materials and 
man power, it appeared, said he would prevent work on the 
project until after the war. 

Major General Robins, assistant chief of army engineers, 
told the House appropriations committee that work on the 
authorized barge canal across Florida would not be started 
now because of the critical materials situation and the equip- 
ment and man power that would be required. There was 
nothing in sight now to indicate that work on the canal would 
be begun before the end of the war, said he. 


Foreign-Trade Zone Promotion 


If this country expected to employ its merchant marine in 
normal peacetime trade and in post-war reconstruction, it 
must plan now by providing at its ports such facilities as for- 
eign-trade zones to develop commerce and furnish two-way 
cargoes for these ships, said the Department of Com- 
merce in an article entitled, “Foreign-Trade Zones Essen- 
tial in Post-War Reconstruction,” appearing in the October 3 
issue of its Foreign Commerce Weekly. The department said the 
article had been prepared with special reference to problems 
that would be considered at the National Foreign Trade Con- 
ference in Boston, Mass., October 7, 8 and 9. 


In urging the establishment of more foreign-trade zones, 
the article said that “within a short time we will have the 
greatest merchant fleet in the history of the world” and that 
“it may be safely assumed that we will have a substantial part 
of this fleet when peace is restored.’ It included the following 
observations: 


The continued success of the New York Foreign-Trade Zone has 
prompted officials of other ports to give consideration to the matter of 
establishing similar facilities in their own harbors. Houston, Tex., 
and New Orleans, La., have recently filed applications with the For- 
eign-Trade Zones Board for the privilege of establishing a foreign- 
trade zone in each of their respective ports. Other ports now actively 
considering the establishment of foreign-trade zones include Norfolk, 


Va., and Charleston, S. C., on the Atlantic coast, and San Francisco 
and Los Angeles on the Pacific. 


The article discussed at length the background of the 
foreign-trade zone movement and set forth advantages that, it 
said, had been demonstrated in operation of the New York 
Foreign-Trade Zone. 


“Although the scope of the tariff act of 1789 was limited,” 
it said, “it raised for the first time an obstacle to the develop- 
ment of reexport and transshipment trade. Subsequent tariff 
acts attempted to relieve this class of our foreign commerce by 
enacting bonded-warehouse and drawback laws. While the 
privileges granted under these bonded-warehouse and draw- 
back statutes have benefited our commerce they have not pro- 
vided the freedom essential to the development of entrepot 
trade, as so successfully carried on in various European ports.” 

Restrictions and formalities involved in clear imports in 
the United States, the article said, were not calculated to en- 
courage trade and commerce in this country. Continuing, it 
said, in part: 


The heart of the legislation establishing the foreign-trade zone was 
contained in section 3 of Congressman Emanuel Celler’s bill. Foreign 
and domestic merchandise of every description was permitted to be 
brought into the zone and there be stored, broken up, repacked, as- 
sembled, distributed, sorted, refined, graded, cleaned, mixed with for- 
eign or domestic merchandise, or otherwise manipulated, but not manu- 
factured or exhibited. This restriction against exhibiting does not 
any to bonafide customers examining and sampling merchandise in 

e zone. 

As contemplated by the act, a foreign-trade zone is an isolated, 
enclosed, and policed area, under federal supervision, operated as a 
public utility by a corporation, in a port of entry, without resident 
Population. It is furnished with the necessary facilities for lading and 
ulading, for storing goods, and for reshipping them by land and 
water. . . . If reshipped to foreign points, the goods may leave the 
Testricted trade zone without payment of duties, and without the in- 
tervention of customs officials, except under certain conditions. Such 
Products cannot, of course, leave the trade zone for domestic use or 
Consumption without full compliance with existing customs laws. . . 

That this zone has successfully performed its function . . . is 
clearly reflected in the cumulative summary of activities for the five 
years that it has been in operation. During this period, 11,790 lots of 
Merchandise, weighing 451,000 tons and valued at $205,000,000, have 
Passed through the zone. Duties collected on that part which entered 
the United States amounted to $6,688,745. The gross operating income 
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for the 5-year period totaled over $1,500,000. During one year—1940— 
70,000 tons of foreign merchandise, or 331/3 per cent of all the ton- 
nage handled that year, were reexported... 

Since the opening of the New York Foreign-Trade Zone, hundreds 
of thousands of cases of South American canned meats, $50,000,000 
worth of Sumatra tobacco, thousands of tons of Brazil nuts, entire 


shiploads of tungsten ore and many other commodities have been 
manipulated there. . . 

An importer may take a prospective customer or group of custo- 
mers into a foreign-trade zone for examination and inspection of his 
merchandise at any time without the supervision of a storekeeper. 
(Precious stones and small articles of high value are an exception)... 
The importer may remove from the zone any number of samples by 
paying duty on the small units at the customs house located in the 
zone. . . The importance of this privilege to importers has been amply 
demonstrated at the New York Foreign-Trade Zone, where in 1940 nearly 
$22,000 in duties was collected by the deputy collector at the zone, sav- 


ing the importer the time and inconvenience of a trip to the custom- 
house. . . 


WATER CARGO BILLS OF LADING 


By supplement No. 4 to its general order No. 16, the War 
Shipping Administration has prohibited transmission or revela- 
tion of contents of bills of lading to unauthorized persons and 
has prescribed that a clause stating, among other things, that 
“this document contains information affecting the national 
defense of the United States” be conspicuously and prominently 
printed on all bills of lading issued on cargoes carried aboard 
vessels owned, chartered or in any way employed by or in the 
interest of the United States of America. 


EXPLOSIVES ON BOARD VESSELS 


Commandant Waesche, of the Coast Guard, has issued an 
amendment to part 146 of subchapter N relating to transpor- 
tation or storage of explosives or other dangerous articles or 
substances, and combustible liquids on board vessels. The 
amendment adds new sections relating to transportation of 
military explosives on board vessels in the present emergency. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued rate order 
No. 122 establishing passenger fares for vessels of all types 
operated for its account. 

The War Shipping Administration has issued its rate order 
No. 123, prescribing for the transportation of coal in bulk from 
U. S. gulf ports to Antofagasta, Chile, the rate, surcharge and 
charter terms and conditions specified in its rate order No. 
104 for movements from U. S. Atlantic coast ports, as the 
maxima in which the W. S. A. will concur as a condition to 
the granting or to the continued recognition of warrants issued 
under the ship warrants act. 


W. S. A. PORT REPRESENTATIVE 
The War Shipping Administration has announced appoint- 
ment of Felix Isherwood, formerly associated with the Coast- 
wise Line, as its port representative at Portland, Ore. Mr. 


Isherwood assumed his duties at the newly created post effec- 
tive September 23. 


NEW YORK CANAL CLOSING 


Navigation on the New York state canal system will be 
closed to wooden cargo carrying vessels unprotected by steel 
sheathing, except those propelled by a power unit to remain 
continuously with the vessel, at midnight, November 21, ac- 
cording to a notice issued by the New York state department of 
public works. Navigation will be closed to steel vessels and 
steel protected wooden boats at midnight November 25. No 
vessels will be permitted to enter the canals after the time 
and date specified, except that single locking steel units may 
enter after November 25 on special permission. Removal of 
buoys will begin not later than the morning of December 1. 


MEDAL FOR SEAMAN 


The first award of the merchant marine distinguished serv- 
ice medal has been made to Edwin F. Cheney, Jr., a 25-year-old 
seaman from Yeadon, Pa., Admiral, Land, chairman of the 
Maritime Commission, has announced. President Roosevelt 
presented the medal to Cheney at the White House October 8. 

The Maritime Commission was authorized by a recent act 
of Congress to award medals to those members of the United 
States merchant marine who distinguished themselves by out- 
standing deeds of conduct or service in the line of duty. 

Cheney, quartermaster on a tanker torpedoed by an enemy 
submarine, displayed such extraordinary courage and heroism 
in saving several of his shipmates who had been trapped on 
the burning vessel that he was chosen by the merchant marine 
medals award committee to receive the medal. 
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T. P. & W. Decision 


The Traffic World Washington Bureau 

The National War Labor Board, in its decision in the 
Toledo, Peoria, and Western “arbitration case,” approved the 
report and recommendations by Judge Hilliard, arbitrator, 
except as to amendments and modifications set out in the 
board’s directive order. 

Judge Hilliard recommended approval of the rules and 
rates of pay established by Director Eastman of the Office of 
Defense Transportation, July 1, and retroactive application of 
the increases in pay involved to November 10, 1940 (see Traffic 
World, July 4, p. 28). 

The board did not approve the retroactive date of Novem- 
ber 10, 1940, recommended by the arbitrator. It fixed Septem- 
ber 1, 1941, as the retroactive date. 

In its directive order in the case, entitled “in the matter of 
the Toledo, Peoria and Western Railroad, the Brotherhood of 
Locomotive Firemen and Enginemen and the Brotherhood of 
Railroad Trainmen,” the board said the railroad and the broth- 
erhoods should conclude an agreement containing the same 
terms and provisions as the documents introduced as exhibits 
by the brotherhoods, respectively, at the proceedings before 
Judge Hilliard, July 2, “except as those terms and provisions 
have been changed by the rules and schedules promulgated 
by the federal management of the company since the July 2 
hearing and prior to the date of the directive order, govern- 
ing the rates of pay and conditions of employment” for the 
employes affected. 

The order prescribed that standard rates of pay, as made 
effective September 1, 1941, on Class I eastern railroads and 
as increased December 1, 1941, be established, effective Sep- 
tember 1, 1941, for the following employes: (A) All employes 
who worked under schedules of wages and rules effective for 
locomotive firemen January 1, 1931, and for locomotive en- 
gineers, August 1, 1929; (B) all employes of the railroad who 
worked under schedules of wages and rules effective for train- 
men and yardmen July 1, 1930, as amended January 27, 1932, 
and (C) all hostlers and switch tenders. 

The board’s order provides that, unless and until there 
is in full and complete compliance with its directive order, 
the railroad shall not be returned to the carrier corporation. 

The board referred to section 3 of the President’s 
executive order. Directing the Director of the O. D. T. to take 
control of the Toledo, Peoria & Western. This section pro- 
vides for operation of the property by the O. D. T. “pending 
such termination of the existing labor dispute as may be ap- 
proved by the National War Labor Board.” The board said that, 
for the purposes of section 3, of the executive order, the labor 
dispute “shall be deemed to have been terminated in the 
manner approved by the board when and if the parties to 
the dispute shall have accepted and complied with the terms 
of the board’s directive order.” 


For Your Traffic Library 
These manuals are written by recognized authorities and should 
be read and kept for handy reference by every traffic man. 
Industrial Traffic Management—2 Vol., Cloth bound $3.00 
Railroad Organization, Operation and Traffic—50c 
Air Transportation—50c 
Motor Freight Transportation and Regulation—Cloth bound $1.50 
Principles of Water Transportation—50c 
Principles of Freight Traffic—Cloth bound $1.50 
Public Warehouses in Distribution—50c 
Selling Railrcad Transportation—50c 
Freight Classification and Rate Making—Cloth bound $1.50 
Railroad Freight Rate Structure—Cloth bound $1.50 
Selling Highway Freight Transportation—Cloth bound $1.00 
Traffic Law—50c 


All books shipped postpaid. If ten or more books are ordered at one 
time deduct 10% rom list price. Please send remittance with order. 


THE TRAFFIC WORLD 
418 SOUTH MARKET STREET CHICAGO, ILLINOIS 
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Personal Notes 





Carl A. Schlager, a member of the Commission’s formal 
case examiner’s staff, died in Washington, October 5. He was 
born in Wayne county, Pennsylvania, November 1, 1886, and 
had been an examiner since August 11, 1920. 

Donald D. Conn, who has been on leave of absence from 
his position as executive vice-president of the Transportation 
Association of America, serving in Washington as assistant 
deputy director of the Army Specialist Corps in charge of 
transportation, communication, warehousing, and _ shipping, 
since early in June, will return to his Transportation Associa- 
tion job at Chicago October 15. 

Samuel H. Cady, who retired early this year as vice-presi- 
dent and general counsel for the Chicago and North Western, 
died at Green Bay, Wis., October 3, at the age of 72. 

A. O. Ellis, manager, industrial development department, 
Wheeling and Lake Erie Railway, Cleveland, O., died Septem- 
ber 30, the day on which his retirement became effective. 

James H. Hustis, formerly president of the Boston and 
Maine Railroad, died at Scarsdale, N. Y., September 18. 

B. E. Young, formerly manager, railroad section, public 
relations department, Association of American Railroads, has 
been appointed executive representative for the Southern Rail- 
way at Washington, D. C. 

Henry C. Brockel has been appointed municipal port di- 
rector at Milwaukee, Wis., succeeding C. U. Smith, resigned. 

Brigadier General Carl R. Gray, Jr., United States Army 
military railway service, will speak on “Railroad Men in This 
and Other Wars” at a dinner meeting of the Western Railway 
Club at the Sherman Hotel, Chicago, October 19. 

Garland Gray, Waverly, Va., has resigned as chairman of 
the State Port Authority of Virginia. William McC. Paxton, 
Norfolk, has been appointed to succeed him. 

The alumni association of the Traffic Managers’ Institute 
of New York will hold its first meeting of the. fall, October 
22, at the Woolworth Building. Ben Solomon will discuss his 
experiences of the last 30 years in the transportation field in 
New York. The nominating committee has nominated Charles 
A. Thoma, Denver and Rio Grande Western, for reelection as 
president, and Joseph A. Lackey, Santa Fe System, for re- 
election as executive vice-president. 

W. W. Duckworth has been appointed assistant general 
freight agent at St. Louis for the Missouri-Kansas-Texas Rail- 
road, succeeding Henry J. Carr, on leave of absence to serve 
in the U. S. Army. 

H. J. Holzman has Deen appointed general agent for the 
Missouri Pacific at Austin, Tex., and E. J. Falk has heen ap- 
pointed general freight and passenger agent at Kansas City, Mo. 

Rex W. Schoonover has been appointed traveling freight 
agent at Boone, Ia., for the Fort Dodge, Des Moines, and South- 
ern, succeeding W. K. Butler, on leave of absence to serve with 
the armed forces. 

B. C. Prince, Jr., has been appointed commercial agent at 
Miami, Fla., and G. W. Nichols, commercial agent at Pompano, 
Fia., for the Seaboard Air Line Railway. 

Joe Dengel has been appointed temporary terminal man- 
ager at Newark, N. J., for the East Coast Freight Lines, as- 
suming duties formerly handled by Frank Sheard, who has 
been commissioned a second lieutenant in the motor transport 
corps of the army. 

John Middleton has been appointed purchasing agent for 
the Pioneer Paper Stock Company, Chicago, for which he 
also is traffic manager. 

The Central of Georgia Railway has announced the fol- 
lowing appointments: W. Dewey Smith, assistant Florida 
freight agent, Orlando, Fla.; Roger Stanfield, commercial agent, 
Jacksonville, Fla., and R. Avery Galbreath, commercial agent, 
Orlando. 

R. S. Tatum has been appointed assistant treasurer for the 
Tennessee Central Railway at Nashville. 

T. H. Alexander has been appointed agricultural agent, 
eastern district, Union Pacific, at Omaha. 

The Kansas City Southern-Louisiana and Arkansas has 
announced the following appointments: H. K. Worsham, as- 
sistant passenger traffic manager, Shreveport, La.; A. Ham- 
merton, district passenger agent, Shreveport, La., and James 
L. McCall, district passenger agent, New Orleans. 

Elwood W. Ford, vice-president, Baker & Williams Ware- 
house, New York, and chairman of the Federal Emergency 
Warehouses, Inc., spoke on the warehouse pooling plan, adopted 
in connection with War Department contracts in numerous 
cities, at a recent meeting of the New Jersey Merchandise 
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Four and a half centures ago a man of vision - - with great courage in his heart - - dis- 
embarked from the Santa Maria to place his foot upon the soil of a new hemisphere - - 
His was the foot of Discovery - not Invasion. 


Today - - after 450 years of Development - - there is the threat of Invasion - - the fear 
that invading heels may crush into this new world soil - - that the beacon light of 
Liberty might be extinguished! It shall be but.a Threat - - remain just a Fear - - It can- 
not -- Will not -- Must not be! So speak our Neighbors -- So pledge We in the strongest 
of the Americas. 


No ruthless aggressor shall ever possess -- permanently -- one square inch of western 
soil - - Neither godless leader - nor smiling trickster - - can dim the rays of Freedom’s 
Symbol - - uninterrupted and undimished - - they will pierce the gloom across the seas 
to light the way of free men - - though they be in remote corners of the globe! 


Transportation of the heroic millions of our armed forces (destined for ultimate 
Victory) - - and expeditious movement of war materiel so vital to their needs - - is the 
first concern of this and all American Railroads - - We shall not fail! 
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Warehousemen’s Association at Newark, N. J. Charles Mil- 
bauer, National Sugar Refining Company, president of the as- 
sociation, presided. 

The Railway Express Agency has announced the following 
appointments: Emil J. Hardesty, superintendent of organiza- 
tion, central department, Chicago, succeeding R. S. Hamp- 
shire, who has been transferred to the president’s office at New 
York; Michael J. Kelly, superintendent, Cincinnati division, and 
R. J. Byas, general agent, Indianapolis. 

Harry E. Nelson, formerly general freight agent for the 
Overland Package Freight Service, New York, has become 
president of the Pioneer Carloading Company of Los Angeles. 
His office will be at New York. 

The Niagara Frontier Industrial Traffic League will hold 
a meeting at the Riviera Restaurant, Buffalo, N. Y., October 
12. The following will speak: C. A. Raymonda, superintend- 
ent, New York Central, “Railroad Performance Incident to 
the War Program”; E. A. Momberger, “O. D. T. Order 18 De- 


velopments”; W. E. Maloney, “Report on Great Lakes Regional 
Advisory Board Meeting.” 


CANADIAN VESSELS AND COASTWISE LAWS 

Waiver of the coastwise laws to the extent necessary to 
permit Canadian vessels to transport merchandise between 
ports in Alaska and ports in Canada as a portion of the trans- 
portation of that merchandise between points in Alaska and 
points in the continental United States has been ordered by 
Herbert E. Gaston, Acting Secretary of the Treasury. He is- 
sued the order under authority of the second war powers act, 
finding such action was necessary in the conduct of the war. 


The coastwise laws forbid operation of foreign flag vessels 
between American ports. 


WOODEN BARGE CONSTRUCTION 


Bids for the construction of a number of knocked-down 
wood barges have been invited by the Maritime Commission 
and will be opened by it October 20, the commission has an- 
nounced. 

Offers would be considered for thirty to fifty unassembled 
wooden barges from the same contractor, the commission said. 
According to terms of the invitation, delivery of the vessels 
will be made in groups of ten. The first ten vessels must be 
delivered within 75 days from the notice of award and the 
last ten within 135 days. Each barge is to be 78 feet in length. 





Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THz Trarric WorLp. New assignments 
the Commission’s docket of dates later than herein shown 


docket «will be noted elsewhere. 


October 12—Birmingham, Ala.—Hotel Thomas Jefferson—Ex. McGrath: 
23759—Alabama By-Products Corp. et al. vs. A. & W. et al. 
28840—Colorado Fuel & Iron Corp. et al. vs. A. & W. et al. 


October 12—Boston, Mass.—Manger Hotel—Examiner Raley: 


MC F-1944—P. B. Mutrie Motor Transportation, Inc., purchase, Lupus 
Truck Lines, Inc, 


October 12—Bismarck, S. D.—State Capitol Bldg.—Jt. Bd. 24: 
MC 68944 Sub. 2—Western Truck Lines, Inc., Bismarck, S. D., cer- 
tificate to extend operations. 


October 12—Chicago, I!1._.—Sherman Hotel—Examiner Garofalo: 
MC 37629—Tarbet Trucking, Muncie, Ind. 


October 12—Newark, N. J.—State Comm.—Jt. Bd. 67: 
MC 103721 Sub. 1—O. W. Sickels, Palmerton, Pa., certificate. 
MC 103724 Sub. 1—C. H. Strohl, Lehighton, Pa., certificate. 
MC 103850—V. Morris, Walnutport, Pa., certificate. 


October 13—Boston, Mass.—Hotel Manger—Examiner Naefe: 
MC 38551 Sub. 3—Ramus Trucking Line, Inc., Cleveland, O. 


October 13—Boston, Mass.—Manger Hotel—Examiner Raley: 


MC F-1951—Refiners Transport & Terminal Corp., purchase, Leander 
G. Tait. 


October 13—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 
MC 102942—M. G. Vadasz, Astoria, Long Island, N. Y. 
MC 100598 Sub. 1—Kotze’s Express, North Merrick, Long Island, 
N. Y., permit to extend operations. 


October 13—Chicago, IIl.—Sherman Hotel—Examiner Garofalo: 
MC 3455 and MC 3456 and Sub. 2—Mutual Trucking Co., Toledo, O. 
October 13—Grand Rapids, Mich.—U. S. Court—Examiner Jordan: 


Finance 13791—Appl. of P. M. for permission to abandon branch line 
extending from North Greenville to Howard City, Mich. 


TRAFFIC WORLD 


SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each weg Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 
Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your devartment. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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FOR SALE 


We offer 523, 55-ton all-steel, self-clearing DOUBLE HOPPER 
CARS consisting of: 







160 USRA construction; built 1921-1922; with 
A-B brakes; 1,880 cubical feet capacity. 


363 built 1910-1915; with KD-1012 brakes, 
1,683 feet capacity. 










ALL HAVE FULL "U" CAST STEEL TRUCK 
FRAMES 


Purchaser must buy all. 
PRICE: $1,700.00 each f.o.t. Pennsylvania 
TERMS: Cash with purchase. 


















DELIVERY CAN COMMENCE IMMEDIATELY AND BE COM- 
PLETED IN ABOUT 60 DAYS—AND VERY POSSIBLY SOONER 





Some $30,000 to $40,000 NEW REPAIR MATE- 
RIALS also available which you may wish to 
have inspected at the same time. 
TIME and EXPEDITION ESSENTIAL and DE- 
SIRABLE. 

Yours for Victory, 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 


13450 S. Brainard Ave., Chicago, Illinols 
"ANYTHING containing IRON or STEEL" 


UNITED FRUIT 
* COMPANY « 


Regular Established Services 
between 
NORTH ATLANTIC, SOUTH ATLANTIC 
AND GULF PORTS 
and 
CUBA ° COLOMBIA 
JAMAICA - GUATEMALA ¢ NICARAGUA 
HONDURAS ° BRITISH HONDURAS 
COSTA RICA * EL SALVADOR * PANAMA 
WEST COAST of CENTRAL and 
SOUTH AMERICA 


* 


For information consult 


FREIGHT BOOKING DEPARTMENT 


Pier 2, North River, New York 
Whitehall 4-1700 
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HATS OFF TO UNCLE SAMS 


Loved. frangpotla 





@ Theirs is the job of carrying supplies to our fight- 
ing forces. They get little or no rest. . . little or none 
is needed. Ruggedly built, they can “take it.” 


And what a job they’re doing! Into them go tons 
and tons of vital war materials. Their destination? 
Makes little difference. A hundred mile jaunt or a 
3,000 mile journey, the result is the same—needed 
supplies for the men who man the guns. 


The rolling stock of America’s railroads was never 
in finer condition than now, and here at ‘North 
Western”’ we consider it our sacred duty to keep it 
that way—for America’s fighting men and for you. 
Our 32,000 employes are heartily in accord. They're 
backing up the Fighting Front with everything 
they’ve got...and serving the Home Front, too. 


CHICAGO andNORTH WESTERN LINE 


Your Safest Investment—Buy War Bonds and Stamps 
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AUR iz, EXPRESS 
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AIR EXPRESS 
GAINS SHARPLY 


Express carried by commercial air 
lines in first six months of this year 
gained sharply over a year ago, ac- 
cording to AIR ExPpRESS DIVISION of 
Railway Express Agency. It said 
movement of essential materials 
was largely responsible. 

In order that air lines may utilize 
cargo space more efficiently, ship- 
pers are urged to forward traffic 
earlier in the day, when more space 
is available than on night flights. 


Taken from Boston!News Bureau,-August 22, 1942 


You do not need a priority to ship by AiR 
Express, but if you have war production 
shipments requiring priorities, they will be 
granted. Phone Railway Express Agency, 
Air Express DIVISION, or any air line. 


Now IN ITS 16‘ YEAR 


\ 


\ 


\ 


Division of RAILWAY EXPRESS 
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October 14—Boston, Mass.—Hotel Manger—Examiner Naefe: 
MC 69383 Sub. 2—F. & W. Trucking Co., Boston, Mass., certificate to 
extend operations. 
MC 10325—Carpenter’s Transportation, Cranston, R. I. 
MC 103614—Chas. J. Wiemann Co., Boston, Mass., permit. 


October 14—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305 and 119: 
MC 92410 Sub. 1—Bill Singer, New York, N. Y., certificate to extend 
operations. 
MC 101164—N. Y. S. & W. R. R. Co., New York, N. Y., certificate, 
October 14—Chicago, II!1.—Sherman Hotel—Examiner Garofalo: 
MC 21995 Sub. 1—Safeway Truck Lines, Chicago, IIl. 


October 14—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 25825—West Central Cooperatives, Inc., Benson, Minn., certificate, 
MC 96406—Myers Truck Line, Baudette, Minn. 


October 14—New Orleans, La.—Jung Hotel—Examiner McGrath: 
Fourth section appls. 19134 and 19361—Roasted coffee from Jackson- 
ville, Fla., New Orleans, La., and Houston, Tex., to Chicago, Ill, 
Fourth section appl. 19367—Roasted coffee from Texas ports to St. 
Louis and Memphis. 
October 14—Washington, D. C.—Argument: 
28792—Interchange of freight at Boston piers. 
October 14—Washington, D. C.—Examiner Bennett: 
1. & S. M-2059—Sugar, Baltimore, Md., to Berkeley Springs, W. Va. 
October 15—Baltimore, Md.—Public Service Comm.—Examiner Raley: 


MC F-1936—Refiners Transport & Terminal Corp., purchase, Marshall 
Transport Co., Inc. 


October 15—Baton Rouge, La.—Hotel Heidelberg—Examiner McGrath: 
Ex Parte 104 Part 2—Standard Oil Co. of La. terminal allowance, 
practices of carriers affecting operating revenues or expenses. 
October 15—Billings, Mont.—Commercial Club—Jt. Bd. 79 and 123: 
MC 63666 Sub. 1—J. Y. Westbrook, Sheridan, Wyo., certificate to 
extend operations. 
October 15—Boston, Mass.—Hotel Manger—Examiner Naefe: 
MC 75872—Boston & Maine Transportation Co., common carrier ap. 
MC 75871—Boston & Maine Transportation Co., contract carrier ap. 
MC 15934—Boston & Maine R. R., common carrier application. 
MC 32585—N. F. Smith and J. F. Partelo, common carrier application, 
October 15—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 
MC 86615 Sub. 1—Central Express Co., Lodi, N. J., permit to extend 
operations. 
MC 94823 Sub. 1—W. Crayton, Riverhead, N. Y., certificate to ex- 
tend operations. 
October 15—Kendallville, Ind.—Fed. Bldg.—Examiner Jordan: 
Finance 13888—Application of Wabash for permission to abandon line 
extending from Helmer to Stroh, Ind. 


October 15—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 
MC 77038 Sub.. 2—North American Van Lines, Inc., Cleveland, 0. 
October 15—Washington, D. C.—Examiner Job: 
Fourth section applis. 19819, 19936, and 19853—Anthracite coal to Stel- 
ton, N. J. 


Fourth section app!. 19962—Commodity rates from and to Read-Valley, 
N. J. 
October 15—Washington, D. C.—Argument: 
28215—Valley Steel Products Co. et al. vs. A. T. & S. F. et al. 
28708 and Sub. 1—Ott Coal Co. et al. vs. Ann Arbor et al. 
28713 and Sub. 1—Van Dyck Coal Co. et al. vs. Ann Arbor et al. 
28717—F. Hurlbut Co. vs. Ann Arbor et al. 
October 15—Washington, D. C.—Examiner Naftalin: 
1. & S. M-2052—Petroleum products, N. C. to Va. points. 
October 15—Washington, D. C.—Examiner Kirby: 
Finance 2266—Tremont & Gulf Ry. Co., deficit status. 


October 16—Baton Rouge, La.—Hotel Heidelberg—Examiner McGrath: 
28767—Standard Oil Co. of La. vs. A. T. & S. F. et al. 

October 16—Billings, Mont.—Commercial Club—Examiner Olentine: 
MC 42487 Sub. 5—Consolidated Freightways, Inc., Portland, Ore. 


October 16—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 

MC FC 16717—Application for substitution of Federal Storage Ware- 
houses, Inc., Newark, N. Y., as applicant in MC 74651 in lieu of 
William Schafer & Son, Inc., Orange, N. J. 

October 16—Decatur, IIl.—Fed. Bldg.—Examiner Jordan: 

Finance 13887—Application of Wabash for permission to abandon 
line extending from Bement to Sullivan, Ill. 

October 16—Indianapolis, Ind.—State Comm.—Ex. Luce and Jt. Bd. 60: 
MC 42329 Sub. 3 and MC 48—Hayes Freight Lines, Inc., Mattoon, Ill. 
MC 42329 Sub. 4—Hayes Freight Lines, Inc., Mattoon, IIl. 

October 16—Washington, D. C.—Argument: 
28705—Buchman Manufacturing Co. vs. P. R. R. 

25473 Sub. 1—Ohio-Kentucky Associated Industries vs. A. & W. etal. 

October 17—Boston, Mass.—Hotel Manger—Examiner Naefe: 

1. & S. M-2062—Petroleum products, between eastern and New Eng 
land points. 

October 17—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 
MC 95042 Sub. 1—M. Godick, Brooklyn, N. Y., permit to extend 

operations. 

October 17—Spokane, Wash.—Davenport Hotel—Examiner Olentine: 
MC 29981 Sub. 5—McHugo Transfer Co., Spokane, Wash., certificate 

to extend operations. 


October 19—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 
MC 39975 Sub. 1—Sterling Express Co., North Bergen, N. J., certlf- 
cate to extend operations. 
MC 103747—A. Burr, Baldwin, Long Island, N. Y., certificate. 
October 19—Dallas, Tex.—Baker Hotel—Examiner McGrath: 


Fourth section appl. 19407—Blackstrap molasses between Texas and 
Shreveport groups. 
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Texas and 


October 10, 1942 


The Port of Houston provides back-from- 
the-waterfront warehouses in which vital 
tonnages of materials may be concentrated 


for quick movement to ships. 


J. Russell Wait, Director of the Port 


Houston, Texas 





CAR OWNERS: 


@ What will your older ones earn, net, 
while the War lasts? 


@ What after the War? 


@ What will they be worth then—only 
Scrap price? 


@ Consider, then, their abnormal worth 
today. 


You may realize today— 


“Returns” of next several years! 
Present book carriage! 
Appreciable profit additionally! 


Ordinarily, anyone of these three features is con- 
sidered satisfactory realization! 


You would, also, amortize now replacement later 
with new and modern cars from the avoidance and 
Saving of present excessive maintenance costs, the 
profit and accumulated interim interest, et cetera, 
et cetera! 


OBTAIN OUR QUOTATION WITHOUT OBLIGATION 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 
13450 S. Brainard Ave., Chicago, Illinois 
"ANYTHING containing IRON or STEEL"' 


i 
oe 


LEMIGH WALLEY 


0 ten oth 


STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York's West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 
offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
units may be leased 


eHigh safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
eFast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th— West 27th Streets—lIlth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 





GENERAL BOXES 


SPEED 


WK Make sure your war prod- 
ucts are shipped the fastest, saf- 
est, and easiest way ... by 
using General Box Engineered 
Containers. Engineered to meet 
specific requirements. General 
Containers conserve vital man- 
hours, save space in ships, trucks, trains and in shipping rooms. 


They are now being used by hundreds of war goods producers for both 
overseas or overland shipments. Delays in delivery schedules are being 
eliminated by these durable containers—foods, chemicals, metal parts, muni- 
tions and other materials are kept moving to the armed forces. General Con- 
tainers assure adequate protection with minimum tare weight. 


General Box skilled technicians will help you determine the box, crate or 
special container which will best meet today’s requirements—will show you 
how to get your products to Uncle Sam sooner and onto war products assembly 
lines faster. Our 13 strategically located plants permit faster service to con- 
cerns in all parts of the country. Write today. 


GENERAL BOX COMPANY 


General Offices: 50 W. Illinois St., Chicago, Illinols 


District Offices and Plants: Brooklyn, Cincinnati, Detroit, Kansas City, Loulsville, 
Milwaukee, New Orleans, Sheboygan, East St. Louis, Winchendon. 
Continental Box Company, Inc.: Houston—Dalles 
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October 19—Danville, I1l.—U. S. Court—Examiner Jordan: 
Finance 13805—Application of Ill. Cent. for permission to abandon 
line extending from Potomac, Ill., to Hedrick, Ind. 
October 19—Hartford, Conn.—Bond Hotel—Examiner Naefe: 
1. & S. M-2007—Rules applicable at eastern and New England points. 
MC 92229 Sub. 3—Ross Trucking Co., Putnam, Conn., certificate to 
extend operations. 


October 19—Indianapolis, Ind.—State Comm.—Examiner Luce: 
* MC 53434 Sub. 1—Joe McFarland, Wheatfield, Ind., certificate to ex- 
tend operations. 
October 19—Indianapolis, Ind.—U. S. Court—Jt. Bd. 1: 
* MC 2994 Sub. 7—Jasper & Chicago Motor Express, Jasper, Ind., cer- 
tificate to extend operations. 
October 19—Lansing, Mich.—Hotel Porter—Examiner Garofalo: 
MC 35628 Sub. 1—Interstate Motor Freight System, Inc., 
Rapids, Mich. 
October 19—Nashville, Tenn.—Andrew Jackson Hotel—Examiner Rice: 
1. & S. 5143—Beans to Ala. and Tenn. 
October 19—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 
MC 91804 Sub. 2—J. B. Morbeck Dray, Uniontown, Wash., certificate 
to extend operations. 
MC 103917—W. E. Cartee, Coeur d’Alene, Ida., certificate. 


Grand 


Hard pressed traffic men 
find real help in this book 
—freight, express and 
parcel post rates kept up 
to date. Subscribers for 
the past twenty-eight 
years—and today—have 
had freight-rate changes 
on or before effective dates—that helps. 


For less 
than 
53c 
a week 


Rates are easy to find—as we have ar- 
ranged them. Rates cover all agency sta- 
tions and thousands of inland and pre- 
paid towns. 


Write for a copy on approval— 
no obligation. 


NATIONAL FREIGHT RATE SERVICE Wicuican 


Publishing Rates Since 1914 


rou v4 GALVESTON 


AND BE ASSURED OF 


Carchul Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


vr Est. 1854 








Geo. Sealy, Chairman F. W. Parker, General Manager 














CALL A BUSY MOVER 


Busy people do things bet- 
ter! Allied is playing an in- 
creasingly important part in 
serving the wartime moving 
needs of industry and gov- 
ernment. Busy people must 
be efficient. For safe, sure, 
swift long distance moving, 
call ALLIED. Agent-mem- 
bers are listed in the Classi- 
fied Telephone Directory. 






TRAFFIC WORLD 


October 19—Washington, D. C.—Argument: 

Ex Parte 72 Sub. 1—In matter of regulations concerning class of em. 
ployes and officialsk—Employes of: Nevada Consolidated Coppe 
Corp. and/or Nevada Northern Ry. 

28682 and Sub. 1—Board of Trade of the City of Chicago vs. Grang 
Trunk Ry. Co. et al. 


October 19—Washington, D. C.—Jt. Bd. 12: 
MC 1034 Sub. 3—Tidewater Express Lines, Inc. 


October 20—Brooklyn, N. Y.—Hotel St. George—Examiner Jackson: 
MC 64692—Day & O’Connell, Brooklyn, N. Y., certificate or p: -mit, 


October 20—Brooklyn, N. Y.—St. George Hotel—Examiner Naeie: 
MC 46001—W. L. Byrnes, Inc., New York, N. Y. 
MC 81010—Schwartz Bros. Truckmen, Inc., Newark, N. J. 


October 20—Chattanooga, Tenn.—U. S. Court—Examiner Rice: 
W-883—Tennessee Valley Barge Line, Inc., common carrier applica. 
tion. 


October 20—Dallas, Tex.—Baker Hotel—Examiner McGrath: 
Fourth section appl. 19781—Asphalt rock, Okla. to Tex. 
Fourth section ap. 19963—Asphalt rock, Okla. to Texas. 
Fourth section appl. 20010—Asphalt rock, Oklahoma to Texas. 
October 20—Indianapolis, Ind.—U. S. Court—Examiner Luce: 
MC 52579 Subs. 5 and 6—F. Parave, Malaga, N. J., certificate to ex. 
tend operations. 


October 20—Washington, D. C.—Argument: 
W-104—Union Barge Line Corp., applications for certificate, permit 
and exemptions. 
October 20—Washington, D. C.—Examiner Riegner: - 
MC 71078 Sub. 1—E. W. Messick, Hebron, Md., certificate to extend 
operations. 





Digest of New Complaints 





No. 28889, Great Lakes Sugar Co., Detroit, Mich., vs. C. & O. et al, 
Rates sought to be collected and charged on crushed limestone, 
shipped between September 1, 1939, and December 1, 1939, from 
Calcite, Mich., to Findlay, O., in violation of sections 1 and 6 
Complainant alleges that the shipments were misrouted. Asks a 
cease and desist order and reparation on charges above those based 
on the rate of $1.42 a net ton charged. (E. J. Marshall and 

D. F. Melhorn, Detroit, Mich.) 


CHANGE IN DOCKET 


Hearing MC 11140 Sub. 4, October 10, Reno, Nev., postponed to 
October 21, Chamber of Commerce, Reno, Nev., Jt. Bd. 78. 





— 





POSITION WANTED—Draft exempt practitioner, 20 years’ experi- 
ence as traffic manager, wants position of supervision or complete 
charge of traffic department. Address Box 71, Traffic World. 











Statistical | HENRY J. SAUNDERS 


and Consulting Engineer, Statistical and 
A ting Analyst 
Cost Studies ef eccine rn and Traffic 
Analyses 644 Transportation Bldg. 


WASHINGTON, D. C. 


ra 
Ag 
+ 


